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PREFACE 


JN this book I have tried to bring out the causes^ which led 
•lo athe coming of machinery and which made Great 
•Britain_the jwprfehop of the world for a large part of the 
nineteenth century. 

I have wished especially to lay stress on the world position 
of the United Kingdom during the past century owing to 
the developments of mechanical transport which were the 
inevitable outcome of the mass production by machines. 
English experiments in the control of labour conditions by 
legislation and the development of the labour movement along 
the lines of trade unionism and co-operation have attracted 
much attention both at home and abroad, but the changes 
wrought in the world’s trade and in the economic relations 
of States to one another by the coming of the railway and 
steamship have hitherto not received the attention so stupen- 
dous a revolution deserved. I have endeavoured to emphasize 
this and to show how the developments in transport produced 
the new British Empire, the new constructive imperialism 
and the new agriculture of the last quarter of the nineteenth 
century. ’1 have also tried to show that the necessity for 
controlling the new methods of transport combined with 
the new national rivalries they created by the penetration 
of continents and the diminution of distance, were important 
factors in the growing State control, so characteristic of the 
late nineteenth and early twentieth centuries. 



Preface 


viii 

I am moreover of opinion that it is easy to exaggerate the 
social evils of the industrial transformation known as the 
Industrial Revolution. There were many compensations and 
I the progress of the change before 1830 was so gradual that it 
allowed considerable time for readjustment. It was the 
i newness of the cotton and coal industries which attracted 
attention and brought rfd standing industrial evils to light. 
When the factory system spread more rapidly after 1830, 
with the introduction of machine tools to make machinery, 
the social safeguards had been devised in the shape of Truck 
Acts. Factory Acts and Trade Unions, which afforded an 
’ever increasing measure of protection to the workers 

1 have further tried to account for the great change in public 
opinion after 1870, which led to the growth of State control, 
not merely in industry, but in commerce, agriculture, trans- 
port and imperial relations 

I regard the nineteenth century as the product of French 
ideas of personal freedom combined with English technique. 
Tfus book is an attempt to describe the develo pment and 
effects of the new technique in the country of 'ts origin, 
and it will shortly be followed by another describing the 
evolution of France, Germany, Rusria and the United States 
under the influence of tbe ideas of liberty, equality and 
fraternity combined with machines, railways, telegraphs and 
steamship*. 

It has alwavs been a tradition of the Staff of the London 
School of Economics to pve unwearied and ungnidging 
assistance to colleagues, as 1 have found to ray great advan- 
tage. I owe s'pedal thanks, however, to Mr W. T Stephenson, 
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who read through the whole of Parts IV and V on Mechanical 
Transport and saved me from many errors, though he is 
in no wa}' responsible for an\' opinions I ma}? have advanced. 
Professor Bowley has also been ever ready to place his un- 
j valled knowledge at m}- disposal and has kindly allowed 
, me to use the tables on p. i6S and p. 2x7 from his works. 
Dr T. Gregory has gencroirsly permitted me to utilize his 
" Tariil's. A Study in Method,” for tlie information on p. 353 
as to tariffs and preferences in the Crown Colonies. Mrs 
George and Miss Buer have read Parts II and III in manu- 
script and have given me valuable suggestions. Mr Hcadicar 
has been most helpful, as always, about books. Onl}' those 
who know my handwriting wall realize the debt I owe to my 
typist, Jliss Blackburn. 

L. KNOWLES. 

Killagorden, Tniro. 

THIRD EDITION 

Since writing this book I have been engaged in expanding 
Part VT into two volumes on The Economic Development of 
(he Overseas Empire. I have, however, endeavoured to bring 
this section up to date. I have also added an Appendix on 
recent railway developments in England, and have made 
some other alterations in the text. 

FOURTH EDITION 

The publication of Ashton’s " Iron and Steel in the 
Industrial Revolution ” has made it necessary for me to 
re-write tliose parts dealing with this subject. I have made 
several other changes with a view to bringing the fourth 
edition up to date. 


L.C.A.K. 
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Industrial and Commercial Revolutions 
in Great Britain 
during- the Nineteenth Century 


PART I 

INTRODUCTION 


THE PRINCIPAL FEATURES OF NINETEENTH 
CENTURY ECONOmC DFATiLOPHENT 

SYNOPSIS 

Tiir, !iuicicc:ith ccututi’ is an outcome of the PrcncU achievement 
snd advertiscnjcjit of personal freedom combined uith the nevr mechani- 
cal inventions which emanated from England. The result was the 
.simultaneous removal of legal and physical disabilities. 

The live characteristics of Ujc economic development of the century 
are (i) freedom of movement and tlie consequent ngricultur.nl revolu- 
tion ; (2) tlic coining of macliinery, creating a new industrial class and 
a new labour movcme.nt ; (3) mechanical transport, producing a revolu- 
tion in the relative importance of countries, in coininerco and social 
life ; (4) tlic development of new national economic policies, leading 
to an increasing Stale control of industry and commerce and of (5) 
a new elTort of race e.vpansion which inaugurated a new colonial era, 
making for world intcr-dcpendcncc and world rivalry-. 


T he period which falls between the French Revolution 
of 17S9 and the outbreak of the European War in 1914 
may be stv’led the nuieteenth century. It witnessed the 
general application of ineclianical power to manufacture, 
transport and mining and was therefore a period of momentous 
economic change. The new inventions not merely altered 
all the old methods of production and distribution hut the 
human factor in that production and distribution, man, was 
powerfully affected by machinery' which enlarged his capacities 
and potentialities and by, railways and steamships which 
increased liis mobility. A revolution in ideas inevitably 
accompanied such far-reaching changes in the physical world. 


2 The Principal Features of Nineteenth 

(A new conception of personal liberty emerged and the mass 
bf the popidation of Europe became free in the nineteenth 
century as it had never b^u free before. Governments had 
to face new classes and new problems and a new conception 
of national policy also emerg^. The new methods of manu- 
facture and transport creat^ new demands for raw materials 
and food, new areas were opened up. new wants created and 
new markets developed, so that by the end of the period the 
whole globe was knit up in a world economy of world inter- 
dependence and exchange and world rivalry. 

> The onlj century that can compare with the nineteenth 
for the rapidity and fundamental nature of its changes is the 
sixteenth. In this latter century the enormous importance 
of the discovery of the sea route to India and the two Americas 
became evident in new trade routes, new commercial and 
colonial rivalries, new struggles among nations, a new mer- 
chant class and a considerable acceleration of the growth of 
capital with all that It implied in the reorganisation of indus- 
trial and agncultural life. The linking up of Europe with 
the Inies and the New World was followed by the revolution 
in economic thought brought about by the Eeformation and 
the substitution of the royal and secular governments for 
the Church as the directing power in economic life 

Of the live countries that may be styled “ Great Powers ’* 
in the nineteenth century, vu , England, Fiance, Germany, 
Russia and the United States,* only the first two counted as 
important econormc entities in the sixteenth century. 

The two “ Great Powers *' of that period were those that 
had made the discovenes referred to. Portugal with her 
Eastern Empire and the rich spice trade, Spain with the New 

•The dominions of the Hapsburgs. called Austtla-Huneary after 
1867 cannot be reckoned as a *' Great Porrtx " in the ecoaomic sense 
in the nineteenth century. The country consisted of eleven main 
races, ten principal languages and twenty-three legislative bodies 
at the end of the nineteenth eenta'y (Seton Watson, " German, Slav 
and Magyar," />. 10). The govemntents of both Austria and Huncary 
were almost wholly occupied with the task of keeping their subject 
nationalities m due ob^ieiice and avoiding liberal constitutions 
while putting them on paper Kconomic development played but 
little part in two countries so tom by political dissensions Neither 
Austria not Hungary became one of the doiamatmg factors in the 
world's agriculture, industry or comtnerce as did the five other powers _ 
mentioned above. 
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World and its silver mines. When in 1580 Spain absorbed 
Portugal and controlled both bullion and spices she seemed 
to be a colossus astride the narrow world. The economic 
dominance of this great Catholic power was challenged by 
Protestant Holland and England. Between them they 
shattered the sea-power of Spain and notliing then stood 
in the way of the c.'cpansion of the English race in North 
Amerira. The foundations of the United States were 

accordingly laid by English merchants combining in chartered 
companies parth' to break the power of Spain, partly to 
build up a self-sufhcing Empire on the basis of tobacco and 
sugar for which the English had hitherto depended on “ the 
j^ourtesy^of s^angers. " Just as the sixteenth ceutu;y 
belonged to'Spriih and Portugal, the seventeenth belonged 
to Holland. She became the great sea-power of that century 
until a world-wide trade and Amsterdam was the c'cchange 
place of Europe. The Dutch maritime superiority then 
excited as much jealousy in the English mind as had the 
overwhelming economic resources of Spain in the pre\’ious 
centur}'. The result was Dutcli wars and Navigation Acts 
and a conscious imitation of Holland by England ending 
up with a Dutch king, William III. 

France was the great industrial country of tlie seventeenth , 
and eighteenth centuries with a population estimated at . 
tiventy millions in 1700, and Paris uith its 600,000-720,000 ’ 
persons was the most populous city of Europe.* No other 1 
European town, except London, which numbered about i 
600,000 persons, had over 200,000 inhabitants.! At that time ! 
the Dutch numbered about three millions, the English five-and- • 
a-half and the Spaniards about seven millions. France was, ] 
moreover, expanding rapidly at the cud of the centurj' in the [ 
two richest regions of the world, namely, India and the West 
Indies. She had also settlements on the continent of North 
America, wdiich stretclied down from Canada to Louisiana, 
hemming in the English. Indeed were she to obtain the crown 

' *I.,cvas':enr " Population Franc.aise." I. pp. 20.(-2o6. 
tit must be rcmcnibercil that all population cstiniale.s are very 
unsatisfactorv and dilTer prcatlv. There was no census in Great Britain 
or France tiil l8oi ; nor in Prussia till i8io. The first censirs for 
tlic United Ivingdora w.-m 1821. The figures, however, give some idea 
of the relative man power of the countries. 
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of Spain, as seemed likely at the end of the seventeenth cen- 
tury-, she would also become the hdt of the Spanish dominions 
in Central and South America. She, in her turn, would 
then be as great an economic menace to the world as Spain 
had been earlier. 

En^gland ranked in the seventeenth century after both 
1 France and Holland in econcanie importance. She was in 
1700 a prosperous agricultural island with a considefable" 
woollen industry but no other manufactures of any importance." 
She had some settlements fringit^ the Atlantic in North 
America, she held some islands jn West Indies and some 
trading posts in India and Africa. She had been driven out 
of the spice islands by the Dutch and was as inferior to them 
in shipping and wealth as she wa_ to the Frencirin industry. 

In the struggle for eolomes and trade which took place 
during the seventeenth and eighteenth centuries Germany was 
not a competitor. The effect of the discovenes was to make 
the Atlantic the great highway for commerce and to bring into 
prominence the countries bordering that ocean. The inland 
seas such as the Baltic and the Kediteiraneaa ceased to be 
the main arteries of trade and the important commercial 
towns bordering those seas also declined. The Banse League 
—the great federation of towns in Nort^ Germany— suffered 
enormously from the diversion of routes. 'The onde’Sflourishing 
cities of South Germany which bad been the inteimediaries 
of the traffic between the two seas were also affected by the 
decline in importance of Venice and Genoa. Spices which 
used to be distributed by Augsburg were distributed via 
Lisboa and Antwerp after the Portuguese made their footing 
good in India 

Finally, the dwtrucrion of German economic life was 
completed by the devastation of the Thirty Years'^ War 
(1618-1645) which paralysed Geimau economic development. 
For the next two centuries and a half Germany remamed 
both politically and economically a medijeval state./ At 
the beginning of the nirieteentb century she was an agglomera- 
tion of over three hundred states separated fropi one another 
by tolls and tariffs, with many d^erent coinages, weights 
and measures and Ians, while communications were hampered 
by almost impassable roads. She was still a countiy of 
serfs and medijeval gilds in 1600 j 
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Russia had been suiunerged by the Tartar invasions for 
twodiundrod years. Only at the end of the fifteenth centurj^ 
was that alien domination thrown off. In the sixteenth 
century she was only connected with Western Europe by 
the English merchants of the Muscovj' Company who, greatly 
daring, explored the country via Archangel and connected 
barbaric Russia with Western civilisation. Russia was. 
therefore, in no position to compete for the Indies or the 
Eew World. Not till the reign of Peter the Great (16S2-1725) 
did she really become part of Europe, She was even more 
medimval and primitive than Germany at the beginning of 
the nineteenth centurj'. 

By the eighteenth century the Dutch Republic had begun 
to decline, while Spain and Portugal had ceased to be great 
powers. France was by far the most important economic 
power of the eighteenth ccntuiy% England ranked second. 
The challenge of the growing economic dominance of France 
was taken up by England, now rc-enforced by Scotland. 
She fought the War of the Spanish succe.ssion to prevent 
France joining Central and South America to her extensive 
possessions in India, the West Indies and North America. 
The two great powers of the eighteenth century thus joined 
issue and the great land power, France, with her teeming 
population fought the great sea power, Britain, inferior by 
far in numbers but belter organized as regards finance, 
with the result that Britain increased her colonies and depen- 
dencies at the expense of France. From these two rivals ' 
were to emanate the new inventions which revolutionized, 
phy.^ical conditions and the nerv ideas which revolutionized, 
the position of man as a human being. 

Great Britain w-as responsible for the successful develop-'^ 
inent of stcaiii jiower during the eighteenth century, while f 
from France were to spread those ideas of personal, liberty , 
whicli, differently apjdied in different countries %verc, in 
combination with the steam engine and macliinery, to trans- ' 
form Europe and by w'ay of Europe the economy of the 
^ rest of the world. (Th.e,„nineteenth centnrj' is..the outcoi^e 
) of -French ideas and English technique. 'J 
* The reason for the revolutionary effect of the steam^ginei j 
is to be found in the fact that itjprovides a power independent! ‘ 
''f climate or geography which can be applied to' an infinite* 
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num ber of different purposes. It can be used to drain 
mines, drive machinery in lactones, work flour mills, bore 
tunnels, build houses, constn.ct dams, empty ships, haul 
masses of goods from place to place, or cross oceans, deserts, 
,or mountains. It is a power that can be applied in any 
country that can supply it with the necessary fuel. ^Feed it 
with co al and wate^ and it will economize labour and work 
II night and day in cold or heat invented by Newcomen in 
I 1710 to pump water out of coal mines, it could be worked 
[ aw-ay from the pit’s mouth owing to the economies m fuel 
' made possible by Watt in 1776, and came gradually into use 
in England from 1782 onwards, when it w.is applied to work 
; machines and create the blast for the new iron furnaces. From 
' England it spread to the continent with greater or less rapidity, 
according to the country, after 1815, and gained fresh con- 
quests by proving itself the effective motive power of rapid 
transport dunng that century./# Prior to the introduction of 
steam, man had been almost helpless before the forces of 
I Nature, 'such as floods, storms and droughLs. ' 'He wasTiemmeT 
in by mountain barriers and deserts and limited by climatic 
conditions and sheer distance. The steam engine enabled 
him to surmount these phenomena and became., the great 
instrument of man’s control over Nature 

The French Revolution had so far-reaching an effect because 
it introduced suddenly into France a degree of personal 
freedom never before experienced in Europe, except in 
England. The ideas of the French Revolution were com- 
prised in the words, “Liberty, Equality, Fraternity." Tliis 
meant in the economic sphere the abohtion of the rights 
of one man over another, the equalization of taxation, the 
right to move from one place to another, the .aboUtiomof 
internal hindrances to the movement of people and goods, 
free choice of an occupation and equahty before the law. 
After 1789 the individual Frenchman was legally free to 
change his abode or manner of living, be could choose liis 
occupation in life without let or hindrance from feudal superior 
or from gilds, he could cultivate his land in the manner that 
suited him best, he could buy and sell in tL. same manner 
as everj’one else, while he pmd no more than his fair share 
of taxation. All these thin^ were new in France for the 
bulk of the population. Th^ had previously been enjoyed 
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ualy by a limited and privileged class. The Frenchman 
became independent, self-dependent and possessed of the 
rights of equal citizenship. In their characteristic method 
of effecting change by means of revolution rather than by 
gradual reform, the French swept away in one night, August 
4th, 1789, many of the feudal limitations which had been 
undergoing the slow dissolution of the centuries in other 
countries. France advertised by one tremendous event 
that personal liberty which even then existed in Great Britain 
but which had barely been appreciated by other countries 
because it had come so slowlj’’. 

The French Revolution seemed to crystallize into actual 
fact and make possible all the ideas of those who in other 
countries had maintained that s.-rfdom and slavery were 
anomalies but who felt unable to handle the enormous prob- 
lems that a change to freedom would involve, Where the 
French armies went they spread this new gospel of the 
economic liberty of the individual and the abolition of restric- 
tions and privilege. The result was that during the nine- 
teenth century the countries of Central and Eastern Europe 
freed their serfs and reconstructed their agricultural methods, 
legal systems and administration.j 

The _ combination of steam and liberty of movement was 
momentous in its results in spite of the reaction that followed 
the excesses of the Revolution. When economic freedom 
had been accomplished the bulk of Europe became legally 
free to move, free to grow rich, free to starve. T hen came 
the railway._and the stea'mship, making possible a degree of 
mobility hitherto undreamt of. Legal and phj'sical disabilities 
were removed almost Simultaneously. At the very time when 
men found themselves free to choose their means of liveli-; 
hood, new instruments of production in machines lay to their | 
hands and new_pccupations opened out on every side. The; 
result was new peoples, new classes, new policies, new, 
problems, new Empires. 

The three other “ Great Powers ” of the nineteenth centurj' 
— Germany, Russia and the United States — were the outcome 
of the new inventions and new ideas. The application of , 
steam to land transport produced, the rail way. which' opened ‘ 
up the interiors of these three Continental countries, hampered 
hitherto by the difficulties of land transport. They developed 
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I into economic powers of the first rank because the railwajs 
facilitated their agricultnral exports, brought their iron and 
coal together and distributed their products at cheap rates 
<^over large land areas. Ease of distribution had hitherto 
been a monopoly of the sea powers bordering the Atlantic. 

While they were indebted for the new technique to Great 
Britain, these new powers drew their inspiration as to the 
proper relations of human beings from France. The influence 
of French revolutionary ideas is to be seen in the fact that 
both Russia and Germany freed their millions of unfree 
cultivators and the United States emancipated her slaves 

By the beginning of the nineteenth century only Great 
Britain and France could be reckoned as great economic 
powers • by the end of the century the medieval countries 
of Germany and Russia had become modem states developing 
their resources with free men. The thirteen revolting colonies 
of England had survived a dvil war lasting four years and 
had expanded over a continent and had also joined the ranks 
of the great powers 

It is thus easy to see why the nineteenth century begins 
in 1789. It was the starting point of the new ideas of personal 
freedom in continental Europe. It was also in that decade 
that the steam engine, the new motive power that was to 
ravolutiomze human capacity and mobihty, came into use 
‘ for other purposes than pumping water out of mines Watt 
'I invented in 17S2 the rotary movement .of the steara.engine 
'[whicli made it possible to utilize steam to drive machinery. 
He had already in 1776 made steam a cheap power by hi.® 
modifications of the old “ fire engine.'' which bad been very 
extravagant in the use of coal and this enabled steam to be 
widely used 

The new mechanism and the new liberty thus arrive within 
six years of each other Witlun the same period, 1782-1789, 
i e., in 17S3 the independence of ^e United States_was recog: 
ni/ed and they started thdr nation^ career apart from Great 
Britain. The economic ruin of France during the ten years 
after 1789 produced Napoleon I.. who not merely reorganized 
economic life along modem lines in his own country’ but was 
the creator of modern Germany, 

It is also clear that the nineteenth century ends in 1914 
with the economic edipse, temporary or permanent, of the 
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German Empire and Russia, two of the great economic forces 
of the past century, /No great war leaves the economic C- 
condition of a country as it, found \t.j The historian of the 
future will be able to judge whether 1914 be the opening of a 
new period of the economic federation of Europe, of new 
economic powers delegated to the State, whether it has 
inaugurated a new era, with regard to transport in the air 
which will minimize the importance of access to the coast 
and further facilitate the opening of interiors and whether 
it has proved to be the beginning of a new epoch with regard 
to labour questions. 

ETiile nothing is ever really absolutely new in economic 
evolution there is often such an accentuated pace of evolution 
that the whole conditions of life are radically changed. This 
is the reason that the nineteenth century is so clearly marked 
off from the eighteenth. The accumulation of changes, 
shadowed before but quite definite after 1789, make the 
following century the age of mechanism and personal mobility. 

The main outstanding features of the economic develop- ^ 
ment of the great European powers and the United States ^ 
as a result of this new mechanism and the new idea of personal 
liberty, are five in number. ui 

There is first the abolition of restrictions on personal * 
freedom comprised in the "sweeping away of serfdom and 
lill the mediaeval and feudal limitations on free movement. 
The whole economy of the great agricultural estates of 
Central and Eastern Europe, based as it was on keeping a 
supply of labour fixed to a definite spot, had to be readjusted, 
and a new agriculture, working with free labour and carrying' 
out individual instead of communal agriculture and intensive 
instead of extensive cultivation, had to be initiated. Per-; 
sonal liberty meant for Europe an_ agricidtural revolution; 
as did also the freeing of the slaves for the Southern States, 
of North America. _ ^ 

The second great economic change was connected with; .. 
the physical effects of machinery driven by steam. England i 
and France, already„considerable industrial nations in the 
eighteenth century, had both adopted’ machinery by the 
end of that century, and became the "^o leading indr^trial 
pQW^s during the first half of the nineteenth century. Similar 
indusffiaT transformations took place in Germany, Russia 
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and the United States in the last half of the nineteenth 
CEUtuiy. (^The growth of industrial states would, however, 
have been impossible without the freedom of movement 
introduced by the abolition of serfdom.\(A population which 
could not leave the land could not have provided a labour 
force foi factories, mines, railways, engineering works and 
blast furnaces Nor would it have been physically possible 
to handle the mass of raw material, coal and finished goods, 
without the railways and steamships^ 

The nineteenth century is still further distinguished by 
the fact that/mechanical transport and machinery caused 
the concentranon of people on the coal and iron areas and 
created new towns and a new industrial dass. The labour 
questions ofthe nineteenth century became radically different 
from those of preceding centunes and the treatment of the 
workers by employers and the State, the satisfaction of the 
demands of the artisans, the limit to be placed on the power 
of their orgaoisatioas and the cooperation of labour and 
capital are still questions pressing for solution) 

' The third characteristic economic feature of the maeteenth 
century is the application of steam to sea and land transport 
and the coming of the railway and the steamship The 
new methods of transport were capable of bridging greaf 
distances very rapidly, they could also "carry heaw loadt 
at cheap rates and were independent of heat or cold, frost_ 
or snow, summer or winter. The result was that countries 
hampered hitherto by distance from a coast or by climate 
almost suddenly became great economic possibilities. Russia 
and the United States emerge as two of the determining 
and disturbing econoim'c factors of the world after iSSo, 
when their great grain yields became available for export 
for the first time in large quantities 

' Iron and coal were brought together in places where no 
iron industry had hitherto been possible owing to the expense 
of moving quantities of mineral long distances to the coal 
fields. The United States, Germany and Russia became 
great iron and steel produdr^ nations and thereby reached 
the first stage of their industrial revolution With rapid 
transport new articles became available for_exchange and 
i; a commeraaJ revolution followed the industrial revolution. 

II ^ood stuffs, especially cereals, were transfened as they 
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weK never transferred before, gerisbable goods libe meat; 
and fruit, bulky, ^pods such as machinery, masses of rav/; 
materials of all kinds all came to be the principal objects 
of commerce. Jilany of these things were qmte nevr ; in 
other .cases the scale on which they were transferred was 
new. Hence commercial methods were revolutionized. As 
communications became more rapid the growth of huge 
business^con cerns with world-wide interes^'emefged and 
equally*large trade union or- -labour combinations became 
possible. Alfcountries were knit together into closer economic 
relationship. A social revolution followed. People massed 
in towns to an increasing extent or'riiigrated in millions to 
the Hew World and opened up new countries as markets 
and as sources of raw material. The_5vhole_world.. became 
i nterco nnected as it had.never.been.b^ore. 

The Tfourth characteristic of the nineteenth centmy is the 
mergence of new national economic pohdes. People were 
s.triving ^ through that century’- to form new political units 
which should represent what they thought were their common 
affinities in matters of race, history or religion. United 
Germany, Italy, Belgium, Greece, Roumania, Hungary, 
Honvay, Bulgaria and Serbia all bear witness to the power 
of national aspirations to create new forms of government 
— nations. It was inevitable that these new nations should 
evolve new methods of dealing wi-fh economic problems 
and that the older nations shoiild be affected thereby. It 
was also probable that they would try' to expand their own 
territorial limits when new instruments such as the railway 
and the steamship facilitated the expansion of nations to 
new regions. 

The nations of the nineteenth century had to face entirely' 
new conditions of .industry, .commerce, transport, agiiculturci 
and coloniza-tipn, and the question was what ought to be; 
the national attitude. Should the State conduct industry; 
itself or leave it to indirdduals ? If the latter, should it 
regulate and direct those indidduals or leave them entirely 
free to make their own contracts and bargains ? In commerce, ; 
ought the nation to adopt the policy of free imports or that ! 
of protecting home industry by a tariff ? In agriculture, . 
should it intervene to save the peasant or leave the growth >. 
of the large farm to proceed unchecked ? In transport, / 
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{ought the railways to be State railways or State subsidized 
\or should the building and control of them be left to private 
[companies’ In colonization, how far should the State 
finance or assist the development of the new areas and to 
jwhat eirtent should it leave the work to individuals and 
I chartered companies ? These questions had to be faced, 
jnot by the old governing aristocracy but by the newly 
( enfranchised masses 

' The industrial and commerdat revolutions had created 
in ew so cial classes ; new trading dass, a new industrial 
' class, and a new moneyed ^wer arose, and the old landed 
int''rest declined correspondingly in importance. These new 
dasses constituted the new democracy of the nineteenth 
century and it was this n£w democracy that had to evolve 
the new policj’. Its political aim was to obtain the extension 
qI the franchise and a liberal constitution for its own particular 
state- It did not, however, believe that a government 
could cany out any economic function effidently and it 
felt strongly that the less government intervention there 
was in any sphere the better. Hence the new democrades 
were all on the side of leaving everytliing to the' individual, 

' who was to be as far as possible unhampered by government 
regulation. In industry they believed in laissez-faire, ^n_ 
commerce in' free trade. The result was that they atta^ed 
and swept away the old protectionist and development 
policy of the autocratic kings which had stood for regulation 
and which was known as mercantilism. To this succeeded, 
after 1848, an era of liberalism and cosmopolitanism, when 
the removal of commetdal restrictions and the freedom 
of individual initiative and enterprise was the goal. This 
is reflected in th e^com merdal treaties of the period, all of 
which were negotiated'on the basis of a low tariff, and in 
the small amount of legislation which was enacted A reaction 
followed, and a third change of national policy becomes 
obvious after 1870, when there was a return to protection 
and State r^ulafioii on every side increased. There was 
an abandonment of laissez-faire in commerce.'industiy, trans- 
port and agriculture. This was due to intensified national 
.feelings which rejected the cosmopolitanism of the previous 
twenty years and strove to make the new unit of the nation 
{more self suffidng by devdojang its own resources inside 
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a barrier of tariffs. The admission of the working classes! 
to greater political power also worked in the same direction. 
With the constant spread of the industrial revolution and' 
the consequent change in worlring conditions, the artisans 
demanded and obtained in every great country' an increasingly 
elahorate-code of labour legislation for their protection. The 
raily.-avG . began to amalgamate and form great transport 
monopolies.- It became necessary to control them in loth 
England and the United States ; in Germany and Kussra most 
of them were transferred from private to State ownership. 
The trusts and combines increased, and the que.stion of 
their control became urgent rnth a corresponding increase 
of State activity. In agriculture, the imports pf wheat and 
meat. .from North America and Australasia produced an 
acute crisis in Europe tvith further State intervention. On 
every side the power of the Government has been oriended ; 
even in the United States, the most indimdualist of all the 
Great Powers during the century-. The functions exercised 
by the State in the last quarter of the nineteenth century 
differed, however, from the old mercantilism and paternalism 
which prevailed from the sixteenth to the beginning of the 
nineteenth century as fundamentally as did the liberal era 
of the fifties and sixties. 

Fifthly, the new nations were anxious to extend their power 
and influence over-seas, which gave rise to fresh State activity 
in the colonial sphere. Raw materials and markets became 
vital questions for the great industrial powers, the railvra3's 
enabled continents to be opened up, the steamships brought 
the produce to Europe and the whole world was brought 
under the economic influence of the new Europe by a new 
effort of national expansion and colonisation. Distance was 
largely aboEshed as a barrier by the nev/ methods of trans- 
port, capital was increasingh' invested in the undeveloped 
lands, a new colonial era was inaugurated and the whole 
w'orld became economically linked up in spite of the striving 
after self-sufficiency which was characteristic of the new 
reaction to protection after 1870. _ ^ 

The national idea still persisted, however, in the desire 
to include the mother country' and the colonial areas in, 
bigger units which should favour each other or penalize 
other countries by some form of discrimination in tariffs 
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or shipping ideal was the creation if possible^of 

self-sufficing economic Empires — a tendency constantly 
counteracted by the developments of transport u hich make 
foT^a world economy, i.«., for world production and world 
distribution irrespective of national boundaries. 

The nineteenth century witnessed the nse of a new British 
Empire, a new Russia in Asia, a new France in Africa, a 
new Germany in Europe. Africa and Polynesia, to say nothing 
of the United States which has transformed itself from 
thirteen scantily populated States along the Atlantic into a 
great federation reaching from the Atlantic to the Pacific 
and extending to the Phihppines 

These great Empires could not have arisen had there not 
been a vast increase and movement of population to fill the 
new countries. The newly gained freedom of movement 
was not exhausted with the migration to towns and factories 
within the same country Following on the abolition of 
the legal barrier to movement and the fadlities provided by 
railways and steamsiiips there was yearly a large European 
exodus to the new lands beyond tbe seas, amounting in 
1913 alone to nearly two million i>eople.* In Russia where 
no barrier is interposed by sea, the Russian population, 
helped again by the railways, spread eastwards In Korth 
and South America the railways colonized two continents 
and initiated tbe penetration of Africa There is an un- * 
paralleled expansion of Europe beyond the seas and European 
history becomes world history in consequence, just as trade 
becomes essentially world trade 

’ Personal freedom and the consequent revolution in agncul- 
tural methods and tenures, theiudustrial and commercial revo- 
lutions brought about by steam power, the labour movement, 
the new national policies and the new colonisation and 
migration are the outstanding economic features of the nine- 
teenth centim’ 

*T 95.},ooo of »lucli 1,198,000 ucut to Ut« U.S.A. Cti 9092 (1918) 

f-. 6 . 
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(The use of power meant concentratioa in factories The steam engine 
/was adopted later to form a_^trQngeT and more reliable po'ver th an 
water and there was a fresh demand for aon tor machines and steam 
i engines and an increased demand for coal to create steam power 
J Thus there was continuous action and mteraction between the eogineet- 
1 ingviniiung and textile developments. 

III. — Inventions in the Textiles 
I (a) Spinning and Weaving were the crucial processes. 

I There were usually three stages (i) a band machine used in the 
j home ; (3' hand machines massed in one building for better super* 
vision; (3) the application of power to those machmes 
la cotton spinning ilazgtea'.e's jenny (1764) for wefts was developed 
alongside of Arkwright’s water frame foe warps £17681. Both were 
gradually superseded by Crompton's mule (1775I.* 

In the spmning of worsted (bng staple wool) and wool (short staple) 
the jenny and &e mule were adopt^ later but hand spinning had 
disappeared by 1830 in the woollen as In the cotton industry. 

(h) In cotton weaving there was o great scaraty of weavers owing 
to the abundance oi yarns This atlmiuated the invention oi amadrfne. 
Kay's dying shuttle, a band machine, was gradually superseded by 
the inventions of Cartwngbt, Johnson and Horrocks, who produced a 
praeticable power loom by the end of the f ren^ Wars. Haud*bom 
weaving stin continued end formed an important part of the cotton 
Industiy in 1840 

The weaving of worsted by power dates frona the decade 1820*1830 
but woollen weavisg did not become a factory Isdnstry tin the decade 
1830*1860 

(r) The spmsbg of flax by machinery was a practical success owing 
to the latroductiou olwet sptnutag dtuing the decade 1820*1830 and 
then rapidly became a factory industry. The power loom was not 
applied to linen weaving to any appreaable extent till after the fifties. 
Lace and Hosiery became factory trades between 1840 and 1B80. 

(d) Industrial chemistry was developed to deal with the new ma-sses 
of bleaching and dye-stufls required. 

IV. — Slow Puocress of ‘the Picronv Svstzm and the Development 
OP Hngineerinc and Coal Mining 
The transformation was gradual especially in the older textile trade 
of wool as also in iron making, engineering and coal mining, partly 
because one process or trade hinged on another and all.were not 
revolutionized at the same time, partly because the workmen were 
unskilled workers who had to be trained In this respect the intro- 
duction of machine tools was the tunuig point of the industrial revolu- 
tion as they enabled machmes to be made rapidly and accuratelv. 
Transport was also defective and limited markets Other reasons for 
1 the slow development of marhine production are to be found in tic 
'reluctance of, the worker to abandon home work, the reluctance of 
'the employer to engage in factory production, and the growth of 
population, which provided plenty or ’’hands” end'dalayed the 
•necessity for labour saving machuiery. 
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V. — Economic and Sociai. Epi-ects op tiu: Change 

TJ:c term *' i!uli!!itriril revolutijii ” docs not mean rapid chanRc but 
it does viltimalcly mean n fundamental change in tlie character of a 
country. The social system that gradually gave wav before the 
factory sy.stcin was one of family worl: and family eanniig.s, most 
workers ii.-.ving an BgricuHural bye-employment. 

So long ns water was the principal motive power industry retained 
much of it.s mr.d character. The steam cncine meant tlie growth 
of towns. 

The efieef wa.s obsdoa.s r>i England between 1830 and 1S40. The 
principal ch.ange.s v.crc_: the ri<c'of tJic Xorth, South Wales, the West 
of Scoll.and and the Midlands as great mining and manufacturing areas • 
the development of a new commerce ; the riic of a new system of' 
production ; the incrc.as- of urban aren.s ; the development of new 
relations between capital and labour. 

The advantages o; the change were; the rcgalation of children's 
work and education ; the separation of tlie home and the work-place ; 
better s.anitarv- conditions ; more regular hours ; greater efficiency in 
production ; higher wages ; the power of comhiiiation and cla.ss 
e.vpre.ss!0!i ; more openings for employment. 

Tlie disadvantages were : the lo.'S of independence ; the subjection 
to the foreman's orders ; Uic monotony of the work ; the dependence 
of the mnrrie'l woman on the man's eaniings. 

Great Tritain saved hcr.self and Europe from Napoleon by means of 
the development of her resources and !>ccame the workshop of the 
world. 

I. — IbkATCKES OK rilE I.S'DUSTKbM, KEVOJ.tJTJOS 

T he iiidustrialtzation of the Great Potvers one after 
anotlier has been one of the striking fccatures of the 
nineteenth century and it is in tliis direction that the influence 
of Great JJritain has been all important. JSer. inventions 
iiave lielpeu to change agric.dtural into industrial States, 

{ and have been instniraental in bringing the whole world- 
into a common system of economic rclationship.s. 

Both the industrial and the conimerdal revolutions iiinged ' 
on coal and iron and the povrer to transport them. As soon ; 
as Great Britain, after eitipcrimenting -with water as power 
in the eighteenth century, began to organise her industry 
along the lines of steam in the nineteenth, new possibilities 
V arose. Steam as a motive power never dries up Idre water, 
is never in flood, is never frozen; it only requires a small 
amount of coal and water and it can be used as tireless 
force economizing labour and supplementing man s puny 
hauling and lifting powers, and those of his tamed animals. 
It is also transferable to a far gT'^ater c.'dcnt than water power. 
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Compare the tonnage that can be moved by a railway goods 
train in the twentieth century with the few hundredweights 
that could be moved by the eighteenth century train of pack 
animals, and it is easy to see the tremendous material advance 
that steam caused in the transfer of goods. Compare the 
feeble scratching of the surface, which was called mining, 
in the seventeenth century, and which could not go very 
deep because of flooding by water, with the vast amounts of 
coal and ore that can be extracted from great depths by 
modern methods oi pumping and hauling by steam. Compare 
the output of a modem blast furnace ivith the charcoal oven, 
or that of a power loom with that of the hand loom weaver, 
and the enormous importance of modem mass production 
and modem driving power — mainly up to the present, steam 
power* — becomes obvious. 

J Steam, however, requires coal, and there arose a great 
1 demand for coal m every country. In the nineteenth century 
coal was indispensable both for power and household fuel 
and those countnes that did not possess it have had to 
import it. In the eighteenth century coal was only used 
to a limited extent in England, about four-and*a*haJf to 
five million tons being raised in 1750. It was scarcely used 
at all outside England. The orcLnary household fuel was 
turf, wood or charcoal. It was impossible to break up the 
great wastes wliich were so characteristic of manorial culti- 
vation until an alternative fuel could be obtained. The 
commons and pnvate plantations simply had to be kept 
intact in each area for wood, turf or peat. As soon a^coal 
uas available for burning, enormous tracts 'COUl(r_be*Jakcn 
into cultivation. Therefore the agricultural revolution was 
bound up with coal development. Coal ^vas also bound uji 
with the iiuiustnal changes since it was required for driving 
power ; it was required for smelting iron, it was required a* 

•CoiintrieslikcFrance, ItaJy,Norway,S\TOden and Switzeflami have 
been of recent years using their water to produce electricity, and this 
will considerably alter their industrial position, rioctncity as a 
power IS being made increasing use of in England, Germany and 
the United States. See Hobart " James Forrest ■' Lecture, " Min.itrt 
ofProceedingsInstituteo/CivilEnginccrs," Vol.CCI.,^’. 132. Norway 
IS even exporting current by cable to Denmark. (Address by Sir J. 
AspraalWot'isV.t’ate.ftfCsvd&ijwvecK.Novcw.bet, KjtS.l Iron Ls now 
being smelled by electricity in the North of England. 
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the basis of the chemical industry, and in the nineteenth 
century it became indispensable for the new transport by 
railway and steamship. 

There was in consequence of the supreme importance of; 
coal a great concentration of population on or near coal! 
fields ; part of the population being occupied in extracting 
the ore ; part being occupied in utilizing it either for iron 
smelting, in engineering works, or as motive power for 
working machinery. 

Ste^m in its turn created a new demand for iron. Wood 
was no longer strong enough to stand the strain of the new 
driving force, and machines had to be made of iron, hence an 
increased demand for iron. To make these machines, new 
tools such as steam hammers and lathes were needed, and 
large and entirely new branches of industry developed, viz., 
ei^neering.^hops .to make machines. . But masses of iron ore 
couTd never have reached coal in sufficient quantities had not 
new methods of transport been utilized, and these new 
methods of transport — ^e railway and the steamship — began 
in their turn to make freslTdemands on iron arid coal ; iron for 
locomotives, rails, and parts of toaches and wagons, iron for 
marine engines, and iron for the ship itself ; coal for the 
locomotives and engines of both. In addition to this there 
were great demands for iron for renewals of machiner}', 
railway rolling stock and new ships. ~~ 

The population, therefore, continued to mass in the region 
of the coal and iron areas, extending outwards as railways 
extended the distribution of pig-iron and coal. 

Alongside of steam, iron, coal and machinery came the\ 
cherhical factories,. and these too required coal, partly as! 
,a'' basis of the chemical products and partly for power. 

*^'The result, has .bjen a phenomenal development of mining, 
arid" the ahiounts of coal and iron produced, or imported, 
became the tests of a country's development. Jh.ose 
countries, therefore, came_J:p the .front in ..the nineteenth 
century that.pos.sessed, .and used, .their,.cpal and iron resources, 
viz'.,lGreat .gri tain, jGermany_and the .Unit ed Sta tes. France, 
with her comparatively poor coal and iron production, fell 
relatively speaking behind. Having, however, an enormous 
asset in her artistic taste she was enabled to produce the 
higher-priced artistic articles, which yield a Iarge_ profit. As 
these Articles de Paris depend on their individuality for their 
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sale they are not suited to the mass production of " the great 
industry.” Hence, although France was industnalized, she 
was not industrialized to the degree reached by the other 
three Great Powers before 1914. Russia had hardly begun 
to tap her mineral resources, but even in European Russia 
where 86.8 per cent, of the people still lived outside toivns* 
there had been a rapid development between 1890 and 1914 
of the textile industry and of iron. 

Apart from special and exceptional circumstances, industry 
in Europe and the United States tends to grow up within 
easy railway access to the great coal areas and on these areas 
the population is massed m towns 

In the case of Europe there is a broad population belt 
coinciding ivith the coal and iron fields, which commences in 
Scotland and stretches right across the centre of the continent 
with an mcbnation upwards to the North at one end and 
do\vnwards to the South on the other. Starting round Glas- 
gow in the North it comes doivn through England, continues 
to Belgium and Northern France, runs on into the Rhine 
land and the Saar valley, through Westphalia, Saxony and 
Silesia and dips down to the Donetz basin in Russia, and on 
this line the bulk ot the manufactures are located. 

I The so-called ” industrial revolution ” comprised six great 
/changes or developments all of which were mterdependent. 
Itjnyolved in the first place the development ot t^pPir|P(’ring. ^ 
I Engineers were required to make and repair tbe steam engines, 
to make machinery for the textiles, to make machinery for 
lifting coal out of the pit, to make machine tools andjocomo- 
tives. The only engineers belbre the middTe'brthe eighteenth 
century were men who repaired the mechanism of the flour 
mills— the millwrights , the iron workers w’ere blacksmiths. 
Skilled engmeers had to tram themsfelves from the beginning 
by learning as they went on. Engineenng, however, depended 
on the iron-founders. Unless the iron was cast in quantities 
and of sufficiently good quality the engineers could not get 
j material on which to w’ork, so that .T-revolu tinn in irom 
j making \vas the second dex^elopment which almost necessanly 
pfe^ded macUinerx’ . me iron works in both England and 
France betore lyso^were scattered all over the coimtry, near 

Russian Year Book, 1916," p. 59. An urban area is generally 

foasidesad to fct wi toatassaag aad over. 
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woods to get charcoal for smelting, and near water for power 
and the transport of bulk\- awkward articles like iron goods 
since roads were only earthen tracks. But the iron-founders 
would not have been able to concentrate and develop their 
works on a large scale had not a_ large demand existed for 
iron for the Avars and had not the steam engine enabled 
them to free themselves from the limitations of water power. 

The lliird change came when mechanical derdees moved 
b\' water or s team power were applied in tlie tcytilcs. They 
began in the Simple operation oi spinning. This created a 
surplus of yam and a weaWng machine was gradually adojrted 
to use up the yam. Tlio inventions started in cotton, spread 
to wool, then to flax and to silk. 

A fourth development then became nccessarj^.^ Tlie 
bleaching, dyeing, finishing or printin;: processes had al l jfT 
be accclcraled orTransforined to keep Tvace the outpu t 
6l the piece goods and this meant the creation of the great 
chemical industries. They in their turn required engineering 
plant, with a consequent tcaclion on the metallurgical indus- 
tries which were already ex'pericncing a fresh demand oudng 
to the adoption of iron machinery in the textiles.'. Indeed 
the tcndcnc}' of the textiles to develop in the neighbourhood 
of tlic iron works was ver}' marked because then they could 
get their machinery repaired. 

.Engineering, iron-founding, textile machinery' andindustrial 
chemistry all liiugcd ultimately on coal. The great develop- 
ment of co aj mining is the filth great change coiuprised in 
the term ^^uTdlisInal revolution." Coal in the form of coke 
was needed by the blast furnaces to smelt the iron ore so that 
it should take on the cohesive form knomi as pig-iron ; coal 
was needed to refine tlic pig-iron or cast it into the form in 
which it was required by the engineers ; it was needed for 
the new motive power — steam. 

Coal could not, however, have been obtained from the pits 
in sufficient quantities had not the engineers devised and 
made a steam engine which pumped the water out of tlie 
mines. 

Eacli of tliese series of inventions depended in turn on the 
others and the reason for their spread in thcnincteenth century 
lies in the fact that they all reached a point in the eighteenth 
where they could be utilized togctlier so that they reacted 

c 
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on and stimulated each other. It is no accident, however, 
Ithat the/ should have develoj^ in Great Britain soon after 
the tending of_the Bank of I^gland. in 1^4. Capital had 
ito be accumulated in suMo^t cjuantitTes to" allow of the 
'expensive preliminary works to' be undertaken and the 
/experiments applied on a laige scale 

' Finally the mass production by machinery in factories, 
of iron in blast furnaces, the development of great engineering 
and chemical works and the growth of coal mining could not 
I have attained their present overwhelming importance had 
there not been a cotrespondiag development in thejoeans oL^ 
^g^port^svhich facilitated the movement of food to feed 
'fh^pdpfflation gathered on the coal and iron areas, which 
(enabled the transference of the vast quantity of ores, fuel and 
raw materials, cotton, wool, oils, fibres, timber, and chemicals 
iieqiured to feed the factones, and which was instrumental in 
distributing the vast bulk of the roanufactuied articles. 

The industrial revolution, as a matter of fact, falls into 
two epochs corresponding to the means of transport at each 
period The first phase coinddes with on improvement in 
roads and inland water-ways and is mainly concerned with 
the early development of coal and iron mines, engineering 
works and textile factories It was confined in the first 
half of the nineteenth century to England_ and France and 
was limited by the amount tlmt could be hauled In waggons 
or small barges. It was carried through by individuals 
commanding only a small amoiint of capital The employer 
had often nsen from the ranks and the typical business of 
that period was the one man of famfly firm. Labour unio ns,^ 
were prohibited in England till 18^. in France~^till 1SS4, and 
in Germany till 1892, but" in 'any case could only be local 
in action owing to the difficulties of communication 

With the railways and steamships the transformation 
proceeded at an enormously aederated pace and a second 
phase of the industrial revolution began 'i^e inventions 
spread to other countries notably Germany, the United 
States, Russia, Austria, 'Switzerland, Italy, Japan and India. 

Medianism began to transform trades other than the two 
.te^iles, cotton and wool — ^the boot and_ shoe_industry, the 
loading and unloading of goods, carpentry, buildmg, furni- 
ture, ready-made dotiang, hesieiy, lace, silk, linen, flour 
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milling, food preserving, printing, fishing, and laundry work i 
were among the trades radically affected. In addition, new : 
trades were rapidly developed connected with Bessemer 
steel, electricity and electrical appliances, jute, rubber, 
petroleum, electro-plating and linoleum, to say nothing of the ^ 
vast extension of mining and engineering activities that ' 
mechanical transport occasioned by its demand for locomo- 
tives, rails, steamers and marine engines. There continued 
to be an unprecedented demand for iron for railways 
alone, not merely for their erection and extension but for 
renewal and repairs.* \ITien once larger markets were 
available through the opening- up-of new areas by transport 
facilities it was worth while to manufacture in larger quantities 
and hence businesses increased in size, the whole bulk of 
production mounted 'lip "and the stimulus reacted on every 
raw material and food producing country in the world. 

The vast scale on which business was done in the railway* 
era needed increased command of capital. There was a^ 
rapid growth of banking and of the form of business organiza- J 
tion Imown as the joint stock' company, which enabled a' 
much more speedy and successful mobilisation of capital to. 
carry out operations on a scale hitherto undreamed of. Very , 
few private individuals could undertake the “ great industry " 
on the scale it has now reached. The result is that the old ■ 
individual employer or group of partners has now largely 
become an impersonal .corporation. The typical employer , 
at the end of the nineteenth century is the shareholder who 
subscribes capital, puts in a manager and wants high dirndends 
but is not personally responsible for the business. Instead 
of receiving the wages of management the new employer — 
the joint stock company — pays them. With the creation, 
of companies competitmn became.fiercer,t with their share- 
holders behind~tTrenr a company could make calls or new- 
issues and had a greater staying power for competitive 

* " The annual value of material and stores of aU descriptions 
bought by British railways on revenue account may be put down 
roughly at million.'' Report of the Board of Trade Railway 
Conference, 1908. Cd. 4677, -p. 22. The whole railway equipment is 
renewed about every twenty-five years. 

fRoyal Commission on Depression of Trade, 1886. Final Report, 
p. xviii. 
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purposes than the typical one-man firm or family business, 
but after a period_ of violent and cut-throat competition 
brtwe'eltrcoinpames they settled down in the nineties tT 
mutual arrangements to limit competition Trusts, pools 
caitells, syndicates, banking amalgamations, shipping rings 
and railway conferences are all names for this phase of com- 
bination to avoid competition which is noticeable in every 
industrial country and indicates the rapid impetus observable 
everywhere towards larger aggregate productive units. This 
movement was equally noticeable before 1914 in free trade 
England or protectionist Umted States, in industrial Germany 
or in agricultural Russia, in Austria-Hungary and in France. 
These amalgamations were not merely confined to operating 
in one country but have become international in scope, in 
some cases, as in the case of cotton thread, tobacco and steel 
roils, parching out the world between them by treaties 
in which they agree not to entrench on each other’s territories, 
this tendency to organized monopolistic production on a 
large scale gavff in its turn a great stimulus to organized 
labour The trade union and socialist movements gre\v in. 
strength and showed signs of becoming in tbeir turn inter*” 
lational in scope. 

It was not until commumcations were developed that trade 
anions could be organized into national groups of one trade 
nstead of locallodges and this made for far more effective 
iction. Not until the railways were built oaHhe Continent 
lias it possible to hold iatemational me^jn^ or communica- 
ions which could in any way correspond to Mars's appeal : 

‘ Proletarians of all lands unite I ” The railways and steam- 
ilfips facilitated imports'from all parts of the world and goods, 
nade with sweated labour in one country might be sold 
“heap rates in another to the injury of those who enjoyed d 
ligh standard of wages or leisure. Hence the desire of 
abour leaders to try to level up labour conditions in all 
ndustrial countries, which afforded a further stimulus to 
ntemational action on the part of labour. 

In the second period, the railway pejiod, combination 
)ccame physically possible for both masters and men as it 
lever had been before To both it seemed desirable. _ Both 
vished to limit competition, the former the comjietition of 
ivdl businesses, the latter tiiat of imderpaid workers, while 
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the men also wished to be able more effectually to enforce 
their demands against the growing power of the rings and 
trusts. Or ganized ’capital is therefore increasingly confronted 
with orgaiiized labour with world-wide connections on both 
ades^ 

As far as British economic development is concerned the 
two periods may be expressed as follows ; — 
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The Industrial Revolution 


« — Wiry THE Ikdustbiai, Revolution CAiir first 
u* Great Britals 

It is at first sight remarkable that the industrial revolution 
should have started here ia a oountiy only containing about 
nine million people between 17S0 and 1790, when France 
had twenty-six irullion in 1789* and ought to have afforded 
a better market for manufactures produced on a large scale. 
The French, too. possessed coital. Their exports and 
imports were larger than those of Great Britain,! they, too, 
had a vast colonial trade and were great re-exporters of 
colonial goods in Europe. They also had a large and increas- 
ing export of manufactures, which proves that they could 
increase their production and command markets abroad 
as well as at home. There was also a steady purchasing of 
land by the French peasants, whidi shows that there must 
have been money in the country. Possibly the explanation 
liej ia the fact that the English populaiioa was so small, 
that, to deal with the growing export trade, machinery was_ 
.essential, as there were not people enough to satisfy by" 
hand-work the increased demand. On the other hand. France 
with her twenty-six million had plenty of available iFbout 
that could be and was occupied in domestic industrial pro- 
duction. In other words, to cater for an export and import 
trade 0! £40 nuUion. France had twenty-six million people, 
while Great Britain only had nine million to deal with a foreign 
trade of £31 million. After the abolition of the restrictions 
on country industry in 1762, there was a rapid development 
of industrial production on a domestic basis in France,! but 
England had to supplement her population with machinesT'” 
It is easy to see why Great Britain became a great iron- 
making country. She had the coal — the basic material of 
cheap power for smelting — her coal and iron also lay together 
•Levasseur “ Population franraise,” L, p. 288. The population of 
England is given as 6,736,000 in 1760 : 7.428,000 in 1770 and 7,953,000 
ia 1780. Ihe population of Scotland was about a million. Cunning- 
ham '* Growth,'" III. p. 935 U 2 - 

t I,evasseui Hist, du Commerce de U Irance." IL, p. gives 
the figures as i,oiS million livre# just before the Revolution (approxi- 
mately 1^0 million), while the English exports are given aa ,£16,845,000 
and the imports as ,£15,416,000, t^., ^32.261,000 as against £40,000,000. 

Ctaasftrcti,” fi, 

J TntW. 1,'iadustrie dans les campagnes i la fin de I'anden regime. 



caused l)y Machinery 27 

and the mines were close to the coast in Wales, Northumber-' 
land and Scotland, which minimized the difficulty of trans-'i 
porting the linishcd goods, but it is curious that she should! 
have become supreme in cotton which she neither grows nor! 
uses, when made, to any large extent.* Her whole pre\nous 
development had been bound up with wool and cloth, in 
which she had a large overseas trade in the eighteenth century 
and for which she grew the bulk of the raw material herself. 

“ The wool, as I have said, is an exclusive grant from 
Heaven to Great Britain, ’tis peculiar to this Country and no 
other nation has it or an>'thing equal to it in the world. 
While England has the wool her trade is invulnerable, at 
least no mortal, final, destructive blow can be given to it. 

. . . The woollen manufacture is singular to our Nation, 

no People in the world can come up to us in the W^orkmanship 
or have the materials . . . ’tis evident other Nations 

would go a great way if they had the Wool the main Principle 
of the Manufacture to rvork upon ; but it caiuiot be, they 
have it not nor can have it, the whole world cannot supply 
it.” 

This was the verdict of so great an authority as Defoe in 
1730.1 By 1S30 the pre-eminent textile industry'^ this 
countr>’ was cotton — a new trade, drawing its supply of raw 
material from abroad and rel\ring on foreign markets for 
sale, wliile the iron and engineering industries, almost im- 
known in the days of Defoe, had made Great Britain the 
forge of the world. 

The engineering development in this countrj' in the latter's 
half of the eighteenth century is due to the combination ofj 
several causes. There was a timber famine in the eighteenth* 
century. There was accordingly a demand for coal for'; 
domestic fuel. Sea-coal, as it was called, had been unpopular yf 
it was thought to be unhealthy, but people were driven to 
use it and hence a great stimulus was given to coal mining. As , 
it was difficult to get at the coal orring to the flooding of the 
mines with water, the steam engine was invented to pump; 

•Great Britain exports about nine-tenths of her cotton output if 
bulk is considered and eight-tenths in value, and the amount she 
retains for home consumption is worth approximately £30 million 
(" Census of Production, 1907 ") quoted by Todd in " Staple Trades of 
the Empire," Newton, fi, 84. 

+ " Plan of the English Commerce," Second Edition, p. 173. 
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m ines diy j more coal became available and a new motive 
power was placed at the service of man The iron trade 
had fallen into decay because there was a lack of timber for 
charcoal used for smeltl"^ and it was not possible to smelt 
the ore with coal as the sulphur of the coal mingled with the 
iron and made it bnttle. This shortage of iron was got 
over by a famil^^f iron masters, the Darbys, at Coalbrookdale, 
who devisedTbe'method of coking '^fie coal first an^raade^it 
pos^EIe'to use the Englisli' iron ores in spite of the shortage 
of_tirnbef. This device got out into the trade by_a?6o.aiid 
created a demand for more coal BjM;7S4the iron industry 
was still further revolutionised by^Cort^ adaptation- of _ 
proces§es which rendered it possible to utilize coal _and 
mechamcal appliances in the fiiud stages of the manufacture 
of iron goods, not merely its smelting A steel industry 
(crucible steel) had also been developed iD_ShelHeIcirb7 nun^~. 
man^^ T he canal s were then constructed totransport'^hTgrow-'’ 
ibg quan’fttteToF coal required for household puiposes and iron 
smelting, the first being built i p 17^ b y the Duke.of Jlridg* 
watei to join his cohieiy at Woniey to Manchester. Man* 
Chester could then get cheap power. Cheap transport to and 
from the coast was secur^ when the Duke bmlt another 
canal, at his o^n expense, from Manchester to Liverpool 
After that canals were rapidly developed ^:^coinpanies all 
[over the country J nataral"foIand" water-ways' ‘were 'also 
improved and a system of inland navigation, exc^ent for 
its time, was developed by the end of the eighteenth century. 
The main roads were also metalled and reconstructed durine 
the century by the various turnpike trusts • 

All these developments might have taken place without 
affecting the textiles, and as a matter of fact the early machines 
in the textiles were made of wood and worked by water and 
Iwere independent of the coal and iron developments, ^he 
coming of nadunery in the textiles was due to a growing 
(femand at home, large markets abroad, a scarcity'of^hands 
which made it necessary to employ mechanical devices if 
those markets were to be filled, large accumulations of capital 
which enabled men to try e^nments. the knowledge of 
how to cater for markets in every part of the globe, freedom 
to take advantage-of those markets and po litical s_eamty_to 
^ ‘ror the history of the development of transport, see p. *34/. 



caused by Machinery 29 

enjoy the fniits of enteriirise. Great Britain v/as the only 1 
country' in the eightcentii century that combined all these j 
factors. 

Watts’ steam engine mth the rotary movement provided 
after 1782 a power that was more certain than water ; the 
wooden machinery was not strong enough to stand the strain, 
of steam, and iron . machinery or iron parts were substituted.' 
Iron machinery was superior to wooden machinery for other 
reasons. It took up less space ; it could be made larger 
and more powerful and being more durable was less extrava- 
gant. The oil with which the wooden machinery was 
saturated spoiled much of the woven material -and iron was 
preferable because it was easier to clean and did not absorb 
the oil. The motion was far more regular and uniform with 
an iron macliine agd tlus madeior.ajnora equal product. 

When iron was available for machinery and when engineers 
existed to make and fit it, it was regarded as the only possible 
material. Iron macliinery' and parts were employed first 
of all in the forges and foundries for wheels, hammers and 
other parts.* A French traveller in 1786 records the vide 
use of iron machinery in British cotton mills at that date and 
one may take the last decade of the eighteenth century’ as the 
period when the new textile industry’ aud the new engineering 
trades were married, so to say.f I'or long after, however, 
machines were made of wood with iron parts. 

With the use of iron to make machines the two lines of 
invention reacted on one another, the demands of the textiles 
for coal and iron in the shape of machines and steam enpnes 
giving an added impetus to the metallurgical and mining 
industries and the two branches became so closely connected 
by’ the end of the eighteenth century that the newer cotton 
factories tended to grow up in the neighbourhood of the 
iron-works in order to get the machinery repaired. 

•The cylinders of the early steam engines before Watt were made 
of brass. Fairbaim, " Life," p. 33. 

t " I admired here (at Paisley) as in all the great factories which 
I had occasion to visit in England their cleverness in working iron 
and the extreme value of the result, the length of life of the machine 
aud its accurac}'. All the cog-wheels aud generally the whole is carried 
out in cast iron but of a quality so hard tliat it polishes like steel with 
feiclion and never stops the general movement." RoclicfoucauK- 
Liancourt. Voyage aux Montagues, May 9th. 1786, quoted Jfantonx, 
" Revolution Industrielle," p. 315. 
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As far as textiles were concerned, machinery was introduced 
to cope with th e rap id cxpanaon of British tradejiuring-tbe 
aghteeath centur>-_ 

At home the new roads and the canals provided a better 
home market and a richer England could a&ord to buy more 
?oods; abroad there was a growing trade. espedallyVith 
semi-tropical countries where cotton goods would be specially 
in request 

For textiles England had targe and constantly growing 
markets for her wares in all parts of the' world;' therefore^' 
she made goods amounting to nuUions of yards by machinerj’ 
she might expect to sell millions of yards. Her trade had 
quadrupled in value and her shipping had quintupled in 
tonnage between 170a and 1792 The annual average value 
of the exports had doubled ^tween 1700-1702, when they 
were worth £6.045, 452, and 1749-1751 when they were 
worth £12,590, II2.* Jhe coloni^ e:g)an 9 on also stimulated 
the coming 0! machinery* ' The colonies afforded increa^n^ly 
good markets for British products though it is worth noticisg 
that 'the French colomu trade with America before the 
Revolution was larger than the Eoglisli t 
BRITISH TRADE. 



fTetal Etp 9 Ti$ 
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£114.640 

£712.538 

£94,179 
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1770-71 

£3.811.077 

£7.943.436 

£ll,Sll,995 

£1.104 565 

£^.393.576 

£4.a*5.476 

£11.515 

£56,29* 

Z97.4S6 

£933.013 

£1,096.837 

£1.881.139 


This growing trade was a direct incentive to adopt 
machinery to cope with the markets when the population 
was so small and workers difiicult to obtain because they 
were partly agricultural, partly industrial, and very indepen- 
dent. There was a standing difficulty m gettmg the yam 
•Chalmers. " An Historical View of the Domestic Economr of 
Great Britain." p 325. * . . ,, 

t\Vhit'vorlh, bir C. : " State of the Trade of Great Cntain m us 
^irrptnas Mti »S*t 
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spun. Spinners were scarce at any time, but in spring and 
summer, when '.he women and diildren were employed about 
the hay and corn Jian'ests or other pressing rural work, the 
weamng trade and the manufacture of cloth were almost 
at a standstill.* 

The connection between the growing markets, the scarcity 
of hands and tlie coming of macliinerj' is clearly brought 
out in the following passage from a contemporary- : 

“ About 1760 the filanchester Merchants began also to 
export Fustians in considerable quantities to Italy, Germany 
and the North American colonies and the cotton manufacture 
continued to increase until the spinners were unable to supply 
the weavers with weft. It v,'as no uncommon tlnng for a 
weaver to walk three or four miles in the morning and call 
on five or six spinners before he could collect weft to serve 
him for the remainder of the day and when he wished to weave 
a piece in a shorter time than usual, a new ribbon or gown 
was necessary' to quicken the exertions of the spinner. It is 
emdent that an important crisis for the Cotton Jlanufacture 
of Lancashire was now arri%'ed. . . . The spinners could 
not supply weft enough for the weavers. ""The first conse- 
quence of this would be to raise the price of spinning . . . 
this would have rendered the price of manufactured cloth 
too great to have been purcliased for home or foreign consump- 
tion for wlfich its cheapness must of course have been the 
principal inducement.'’t The result was the invention .of. 
mechanical appliances for spinning. 

Other writers bear witness to the same eSect. “ Notting- 
ham, Leicester, Binningham, Sheffield, etc., must long ago 
have given up all hopes of foreign commerce if they' had not 
been con.stantly counteracting the advancing price of manual 
labour by- adopting every ingenious improvement the human 
mind could invent, by which means their foreign demands 
have continued,” was the verdict of a pamphleteer in 1780.I 
“ No exertion of the manufacturers or workmen could have 
answered the demands of trade vrithout the introduction of 
spinning jennies,” was the opinion of another in 1783. § 

♦James, " History of tlie Worsted jraiiuf.ycture," f. 312. 
fGnest, " Compendious History," p. 12. 

|T. Letters on tlie liberty and policy of employing machines, 

§' " Historical Description of Manchester by a Hative of the Town ” 
{J ames Ogden), p. 87. 
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In consequence of a Petition against machines a Committee 
of the House of Commons was appointed to go into the 
question Their finding was " that the Cotton Manufactory 
has been supported by the use of the machines without 
which that Manufacture mnst have sunk as well as the Linen 
and that the Demand for Cotton goods could not have been 
supplied if the Machines had not been made use of . . . 
That if the Spinning Machines were prevented from working 
it would not be possible to supply the Weaver with Warp 
equal to the present demand ”• 

A witness before the Comnuttee in 1802-1803 which enquired 
into the Woollen Qothiers’ Petition stated that he was 
“ clearly ol opinion that if Machinery was laid aside that 
there would not have been found Hands enough to manufac- 
ture anything like the Quantity of Qoth that has been wanted 
for Home and Foreign Consuroption/'+ Other witnesses 
stated that labour was so difficult to obtain that in the West 
of England women were increasingly employed in wearing 
and that machinery was bdog introduced there for the 
finishing of cloth V^eaveis were so scarce in Lancashire 
that a meeting of tEe merchants was held in 1800 
and devise improvements in the power loom} so that doth 
could be made in England instead of exporting the yam. 
for foreigners to work up, which was creating a dangerous 
foreign rivalry 

As early as 1728 Deloe had cbromcJed an enormous rise 
in the rates paid for spuming and the consequent scarcity 
of servants, § and the tale of woe is continued all through 
the eighteenth century. The scarcity of labour_arose_QOt_ 
merely from the smallness of the popUation, but irom-the 
large demand for labour for other purposes than textiles 
Coal mining was expanding, so was iron-working, the road 
sj’stenTof England was being le-made by the turnpike trusts, 
the_ca nals w ere being rajridly dewloped after 1760 and men 
were Required not merely to excavate them but to work the 
barges and load and unload the growing mass of goods. 
Wharves and l^r loui s were being constructed, towns b^t, 

• •• Commoas Journals," p. 926, 1780, VoL 38. , . • 

I Maitland, Merchant and Warehonsemaa, Importer of Spanish 
Wool, m Reports, 1802-1803. V., p. 265. 

I P- 55 

S " Behaviour of Servants, ' p. 84-S5. 
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and everj-^’here land was being enclosed and hedges niade.l' 
Some pamphleteers ascribe the dearth of labour to the idle- 
ness of those engaged in manufacture. They would not, 
so it was said, work more than three or four daj's a week 
because they were so well oft.* Their conduct was contrasted 
most unfavourably with that of the French workers who 
were said to work “ cheaper by a third ” than the English. 
It is obrnous that this scarcity combined rvith the growing ' 

* The " Es'^.iy ou the Causes of the Decline of Foreign Trade, 17,};}," 
cjqilains that the re.ason why the wages of our Servants and Labourers 
are .so " excessive high " is that " prowsions are so cheap " that they 
" will not work above half the week." " Our Labour is grown so 
esccssive Dear tliat v.'c lose all Trades where Foreigners come in 
Competition wiUi us." {p. 44.) 

The same complaint is made by .anotlier writer a quarter of a century 
later, " Thoughts on Trade and Commerce, 1770." " Another cause 
of idleness in this kingdom is the want of a sufficient number of labour- 
ing hands. One would naturally suppose that where hands are scarce 
they should be all fully employed but this is far from being the case 
as is well known to the master manufacturers in this kingdom. When- 
ever from an e.vtraordinary demand for manufactures labour grows 
scarce the laboiucrs feel their own consequence and will make their 
masters feel it likewise : it is amazing but so depraved are the dis- 
positions of these people that in sucli cases a set of workmen have 
combined to distrc.ss their employer by idling a whole day together." 
(F- 27-1 

■' yiy nert business is to enquire what it is that enables the French 
to undersell us in foreign markets. And we find almost all writers 
agree on tin's point, viz., that the principal reason why the French 
are able to undersell us in foreign markets is that labour is much 
cheaper in France than in England. Indeed when we consider how 
mucli labour eaters into the value of a commodity that it frequently 
advances it from five to fifty times the first cost of the raw materials 
we must readih’ oivn that a small advance in the price of labour is of 
great consequence in the trade of a State . . . the high price of 
labour in England has been tlie principal cause of the decline of our 
trade to Turkey, Spain and Italy in which States we have been under- 
sold by the French." (p. 66.) 

" The principal evil is allowed on all hands to be the high price of 
labour in our manufactories. The principal cause of the high price 
of labour I have all along supposed to be the disposition of our manu- 
facturing population for idleness and debauchery, (p. 299). . . 

All we want is that the manufacturing people should labour cheaper 
or which would be better for them and for the State, that they should 
labour sis days for the same money they now earn in fov\r and I am 
confident they could do this and yet live much better than a Frenchman 
or a Dutchman. This alone would recover the trades we have lost 
and greatly extend those which remain." (p. 301.) 
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J foreign demand for the goods was one of the great impulses 

j to the adoption of machineiy. 

However urgently Great Britain may have needed 
macliiner>’ she would not have been able to work out the 
experiments and instal the plant without a jconsiderable 
expenditure of capital, and capital she fortunately possessed, 
■as the accumulation of capit^ had gone on ry>idly. during 
the eighteenth century In this direction th^ Importance of 
the^ Colonial and Indian trade is especially marked England 
had made large profits out of the tobacco, sugar, spices and. 
other products brought home from her colonies and India 
She rivalled France in being the great distributor of these 
^oods in Europe She had accumulated capital through 
tlus sale and resale and could afiord to sink money in coal 
mines and iron works and waitforthe returns.* Her banking 
wa^ organized so as to make this capital easily ob'f^inable 
a'nd private persons with money were willing to enter'into 
partnership with inventors France with her larger export 
and import trade might have had more capital but there 
was no banking system which made credit readily available. 
The banking system of France did not really take shape till 
the nineteenth century, so great a shock had it suffered 
through the failure in 1720 of the speculative schemes started 
by Law,._and her moneyed people were afraid to take the 
risks of new ventures and preferred land as an investment. 
Moreover, the political secunty of Great Bri^n was so_good 
that people did aof^hesitate to sink their money in the fixed 
form necessary for la^e scale enterprise. They understood 
capital , they understood large scale production ; and they 
knew they would reap where they had sowed. It is only 
when one contrasts the utter destruction of industrial and 
commercial life for ten years after the French Revolution 
and grasps the fact that it toot France till 1830 to get .back 
to the same pitch of commercial prosperity that she enjoyed 
before the Revolutioof that one realizes how destructive 
to economic progress political insecurity may become. 
Indeed, one is tempted to think that but for the ^Frgnch 

•The numbei of laveators who came from Scotland to England 
because they could obtain capital is very striking, e g Watt. Nasmyth. 
Fairbairn 

tLevRssent. " Classes onrn^tes aptis 1789, I.. p/>. 6*3-4 
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Revolution, France and not England might have been the 
pioneer country of the industrial revolution in 'the textiles. 
Coal, such an enormous advantage to.England and the lack 
of_whicEwasJiter such a serious handicap to. France, rm’ght 
have been' imported as in Ulster, and in any case the early 
machines were worked by water and here France was as well 
equipped as Great Britain. The French had a great industrial 
tradition, an industrious and numerous population, large 
markets at home and abroad and a great reputation for their 
products. They . also had considerable inventive genius, 
as witness the, Jacquard_loom and the great discoveries in 
mdustrial chemistry of heblanc ahd others. It is true France 
ha'^lbst j'mportant colonies to England, but in 1787 the 
French colonial trade was larger than that of England in 
1771-72 when the latter stiU possessed all her North American 
colonies and the French had lost Canada.* While England’s 
foreign trade had quadrupled French foreign trade had 
quintupled between 1715 and 1787. Had it not been for 
the Revolution the trade with the United States would have 
developed enormously, as the Americans were friendly to 
France and hostile to Great Britain. As a result of the 
French Revolution, however, war broke out between Great j, 
Britain and France in 1793 ; the Englis^ cut joff the French jl 
overseas trade, and this readju^mehf of 'commercial relations s ' 
could' hot take place. 

The French roads were improving after 1750, and all sorts of 
hindrances to trade were being swept away under physiocratic 
influences before 1789 and the King and his ministers were , 
doing their best to introduce machinery. There were already ■ 

♦The import and export trade between Great Britain and her colonies 
in Africa and America in 1771-1772 was £9,566,418 (Whitworth, 

" State of the Trade of Great Britain in its Imports and Exports, 
1697-1774 [1776J ") that of France amounted to over £11 million. 
The East Indian trade of Great Britain according to Whitworth was 
£3,414.553 in 1771-1772 (£2,473,192 import and £941,361 export), 
while Amould gives the figures for France as £2,086,200, reckoning 
the livre as equivalent to a franc and twenty-five francs to the pound 
sterling. France had a re-export trade of colonial products of 152 
million livres in 1789, t.e., approximately £6 million. The total 
exports of France had risen from 118 million livres in 1715 (i.e., 
£4,700,000) to 517 million livres (£21,600,000) in 1787 md ihe " pro- 
ducts of French industry " exported rose from 45 million livres in 
1716 to 133 in 1789 (i.f., from £1,800.000 to £5,320,000). 
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in Fiance before the Revolution the beginnings of a cotton 
industry worked by machinery and" a small modem-iion 
industry at Creusot using coke But t he ’economic distur- 
bances caused by the Revolution put^rance back for forty 
years and by 1830, when she had recovered, Great Britain^ 
was the work -shop of the world 

The way in which German mdustnal development was 
held up through lack of capital, bad roads, lack of enterprise 
owing to the parochialism of her people, the interaal_tariff 
divisions of the country and want of internal and^xternal. 
markets also points to the lenmr&able advantage England 
had in her widespread trade, organized credit system, good 
roads and canals and widely distributed colonies in two 
hemispheres 

English shipping was so elhcient tor its time that English 
maniiactutes could be conveyed to their destination over- 
seas with the utmost facility, and in this respect ^England’-s 
power of distribution far surfiassed that of other nations 
with the possible exception of the Dutch 

It is interesting to speculate why Holland did not become 
the pioneer of the new factory system She had capital, 
good shipping faahties and a smaU population which might 
have stimulated the adoption of machinery ; she was a linen 
making country and had large markets in the Indies. Holland 
was, however, a country whose trade was declining ;*~^ft was” 
aot worth while to cater for dwindbng markets by producing, 
ncreased quantities Her political. system_wa5_c umbro us 
n the extreme and intensely local," her gilds were monopo- 
istic and it would have been difficult to get hands to work 
:he machines in view of the gild opposition. I,arge scale 
ndustry was not familiar to the Dutch, who had no great 
ndustrial tradition as had the Ei^lish and the French, and 
ndustrial freedom was lacking. But above all the attainable 
•aw material of the world was very limited, and France and 
Sngland were successful in obtainmg it to the detriment 
)f the Netherlands. Thus, es’en if they put in machinery’, 
they would have lacked the matenal to feed the machines.! 

»I,oon, ■' The Pall of tlie Hutch Republic." 
tPriugsheiia ; Beitrage lur wirthsehaftlichen Entwicklungs geschichte 
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There were also other reasons that favoured the development / 
of the factory system in this country. {' 

The .geographical position of .Great Britain on the outskirts / 
oLEurope at thejiead' of the Atlantic and commanding the:’ 
approach to. Northern Europe gave her unrivalled oppor-i 
tunities for selling in any market. With the development of' 
inland water-ways and roads after 1760 it was easy to get! 
raw materials from overseas to the coal fields and easy to', 
ship the manufactured stuff down to the coast. The English' 
internal market was enlarged at the same time owing to the 
increased transport facilities provided by roads and canals. 
England l md_a further advantage JnJher. .f reedo m Jrom any.v 
system .:of . 3 nland tariff barriers. When one realizes the 
thousands of internal tariffs' that obstructed traffic in Germany 
up to 1834 and the innumerable toUs and charges that hindered 
trade in France before 1789, to say nothing of the three 
. great tariff districts into which that country was divided 
over and above the local toUs, it is clear that the (p olitical ,* 
and.economic freedom iri England was one of the contributing j 
causes of her industrial expansion.^ Factories could not' 
have got hands with a population fixed to the soil as serfs 
or by the necessity of making payments in kind, and this 
alone would have hindered factory development in most 
European coimtries in the eighteenth century. It would 
not have been difficult for continental countries to have 
obtained “ hands ” in the towns but the gilds were strongly 
entrenched and would have prevented the town artisan 
from taking up factory work Moreover, as the early machines 
were worked by water they were necessarib^ set up in country 
places where the prevalence of serfdom would prevent the 
population from moving into a factory.* 

. Serfdorn „had disappeared in England,^ Scotland, and ’ 
Ireland -by the end of the sixteenth century, so that by 
the middle of the eighteen th 'centiiry the inhabitants of Great 
Britain were free to move as perhaps no other people were . 
at that time. The gilds had come under royal control in 

‘When the Creusot ironworks were started in France it was neces- 
sary to scour the country to get labour although the works were only 
on a small scale. Ballot : " La revolution technique et les ddbute 
de la grande exploitation dans la metallurgiefran9aise, Bevue d'histoire 
des doctrines economiques," 1912. 
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/ the sixteenth century and could place no obstacles in the way 
\ of the new machines nor could they prevent wen from taUn^* 
\ up any occupation they <diose The companies for fotei^ 
trade had ceased to be monopolies in the eighteenth ceotur>' 
and imposed no limit on the amounts that might be bought 
and sold. 

To the- Englishman who had catered for a century for 
large foreign markets of the most diverse character, large 
scale production was- periectly familjai. — he^^had trading 
connections all o\'er the world, with hot climates and with 
cold ones He could and did sell his stuff from the Arctic 
to Mexico 

H " But take our English Woollen Manufacture and go where 
you will find it ; ‘tis in every Country, in every Market, in 
every Trading Place . and 'tis receiv’d, valued and made 
use of, nay call'd for and wanted ei’erj'where. In a Word, 
all the World wears it, all the World desires it and all the 
World almost enries us the Glory and Advantage of it. Nor 
is it the Dress of the Mean and the Poor in the several Countries 
where it spreads but of the Dost and Richest. The Princes, 
nay at the Time I may say, the Kings of the Earth are cloth’d 
with it The King oi Sp.'dn vouchsaies. e%'eD on his Days of 
Ceremony to appear in a Bays Cloak ; the Grand Seignior 
Lord of the whole Turkish Empire has his robe of English 
cloth, and the Sophy of Persia amidst all his Persian and 
Indian silks nears his long Gowm of Crimson Broad Cloth and 
esteems it as it really is, the noblest Dress in the World. . . 

“ Not a capital City in the Empire, but you may find the 
Shops of the Tradesmen stor’d with English Cloth, as far as 
the Navigation of the Elh, the Oder or the Wcissel can convey 
them , the Rliine, the Maes, the Moselle, the Saar, the Main, 
the Neckar, the Danube, they all assist to liand it on, not 
at Prague only, not at Vienna, not at Munich, but even at 
Buda and Belgrade, it is to be sold and the best Gentlemen 
in the Country buy it, if they do not, 'tis for want of Money 
and not Want of Will . You see the Italians generally 

clothed in English Qoth or tldn Stuffs ; the Clergy in black 
Bays, the Nuns are vailed with fine Says and I/)ng Ells and 
e\'cn the noble Venetians wear our fine Cloth for their best 
Dress. What one Manufacture like this can lx3.ist of so 
general a Reception or of being the Favorite Dress of the 
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whole Christian World ? If we should go over to America 
whether to the Brazils, the flourishing Colony of the Portu- 
guese how many Hundred Thousand Moy d’ors a year do 
we receive from thence, for the English Manufactures worn 
and consumed there, notwithstanding the intense Heat of 
the Place. In Value ’tis the same ; not too cheap for the 
Nobility, no not for the Kings and Emperors of the World ; 
not too dear for the Burghers and Tradesmen, no not for the 
Boors and the Peasants, not too gaj' for the Men, not too 
grave for the Badies.”* 

This wide-spread trade naturally necessitated an elaborate 
organization. Merc ha nts imported the merino wool from 
Spain which was invaluable for the manufacture of fine 
cloth ; they ~aIso imported the Irish dip, and their great; 
endeavour was to prevent the smuggling of EngUsh or Scotch 
wool from England into France. There was a shortage of 
wool in the world in the dgbteenth century. The Govern- 
ment of Great Britain had absolutdy prohibited the export 
of wool so as to give the British the whole of the raw material, 
but they were unable to prevent large quantities going to 
France, t 

The merchants sorted out the various qualities of wool 
and distributed it all over the country to be spun, j There 
were very few cottages where the woman and children did 
not spin or card wool, even the very young children of four 
or five years could in this way contribute to their maintenance. 
The merchants who reassembled the yarn would give it out 
to the weavers and see to the dyeing and finishing of the 
doth themselves. The clpth_trade was a highly organized 
capitalistic industryTn the eighteenth century./ There were, 
however, persons who would buy or grow the wool themsdves, 
weave it into doth, dye it and sell the finished piece either 
to a known Customer or at a local cloth hall. This was 
typical of the Yorkshire trade The sped ali ration of the 

‘Defoe, " Plan of the EngUsh Commerce," p. 180-186. 

fThe prohibition of export was renewed as late as 1788. By 28 
George III. c. 38, any person exporting wool was liable to a fine of 
per lb, or £50 on the whole wth three months' imprisonment for the 
first offence and six months’ for the second. French ships used to 
frequent the Irish channel and pick up the wool ships going from 
Ireland to England. There was also a large smuggUng trade from 
Ireland as well as from England, 
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raw material and the catering for so many difiercnt markets 
was. however, bringing quite a diflercnt ty^ie of man to the 
fore, namely ^ejarge scale organizer andjhis meant that 
Great_Britmn was beingjlrained in large scale production for 
the' most diverse markets ' - - 

;After vsooi; silk was the next roost important tcxtileindustry 
in 'the early eighteenth century* thanks to the_stimiilus 
pven to it by the Huguenots after 16S3. Linen came third 
in importance. The Cotton imlnstrj*. as can be seen from the 
fact that only 2,173,287 lbs. of cotton-wool were imported on 
an average m the years I7it>-i720. was insignificant. The 
English East India Company fetch^ the cotton piece goods 
required from India and re-exported them. The cotton 
industry was unpopular with those in authority because the 
supply of raw material was so uncertain They held it better 
for the nation to concentrate on wool, where the bulk of the 
raw matenat was avaiiabte at home Kaw- cotton came from 
the Levant and was peculiarly liable to be intercepted by the 
French, while the second great source of supply, the West 
Indian Is’ands, was equally uncertain owing to the powerful 
position of the Frencli as colonists and traders in those regions 
The great cloth-making regions were East Anglia, especially 
the counties of Xorfolk. Suffolk and the West of 

England where the inamifacturc was «prcad over the counties 
of \Viltshire, Devonshire and Gloucestershire ami in the 
North. Yorkshire, was the important dotiung coimty Silk 
was manufactured at Spitalficlds, in Esses, in hl.'ici.lesficld and 
in Manchester, linen in Scotland and the North of Ireland. 

It must always be borne in nuatl that there was n great 
scarcity of raw m.'itcrial in the eighteenth centuo’ and that 
both France and Britain, the two great industrial nations, 
were struggang to obtain wool, silk, cotton and Jl.is for their 
respective countries and tins lay at the back of much of the 
colonial rivalry’ in the West Indies and India, ttalpole 
reorganized the tariff at various times from J72J onwards so 
as to give Great Britain the diatjce to obtain taw material 
at cheaper rates of duty.t an**. raw cott7’:-3’’’qIit Ic 

importer! duty free into Enr^-^ 
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As far as wool was concerned the English had the bulk of 
the raw material in the home clip but they required the long 
staple Spanish merino wool for some of the fine cloths, as did 
also the French. The English seem, however, to ha\-e been 
more sjmcessful in ‘oB'tainmg'it. As large branches of the 
Ffencfi cloth trade depended on English wool, and, as its 
export was prohibited, there was a constant struggle between 
the English manufacturers to prevent its being smuggled 
out and the French to obtain it by any means.* Both coun- 
tries struggled for ravr silk in Italy, though here the French 
had a great advantage in that silk was produced in the Rhone 
valley. The English were however able to obtain some of 
the raw material from the East Indies. The East India's 
Company did their best to stimulate its further production in '• 
India, while in the American colonies the English Government ' 
tried to obtain a regular suppb’^ by bounties. 

In cotton the French seem to have been successful in getting ■ 
the bulk of the raw material, which probably accounts for 
the small development of cotton in Great Britain until she 
held the seas and cut France off from access to the raw material 
in the Eevant and the West Indies. 

Before the machine era Enghsh cotton goods were made 
on a linen v/arp, as cotton co^d not be spun strong enough 
for the warps, and in 1751 it was obvious that the English 
were finding increasing difficulty not merely in getting cotton 
but in getting linen 3mm. The Irish were using up the linen 
yarns themselves in maldng linen piece goods for export ; 
England produced very little flax and there was a struggle 
between the French and the English to get the German flax. 
The cotton industry asked for a remission of the duty on 
linen yams to help their trade and in the enquiry the great 
rivalry for raw cotton becomes evident, f 
*See p. 39. There was also a struggle between the various distnVts 
in England to obtain raw material especially between Yorkshire and 
East Anglia. 

'• The "competition for wool is now so vigorous that at Xorwich they 
are working up at home the wool that should make narrow cloths in 
Yorkshire, The North probably is, too, keeping at tyme for baire 
manufacture the wool wanting at a cheap rate at Bocking.” ‘Annals 
of Agriculture, IX.," p. 312 (17S7). 

tReport on Chequed and Striped Einens. Committees of House ot 
Commons, Reprints II., p. 291, etc. : — 

One witness giving evidence as to the state of things in Smyrna 



42 The Industrial Revolution 

To relieve the scarcity of flai bounties were given on its 
production in the colonies. The complaints about the 
shortage of cotton seem to cease after the Seven Years’ War 
(1756-1763} and it seems not improbable that the English 
superiority at sea was succesdul in. diverting the supph’es of 
raw material. One of the reasons why many English wished 
to retain Guadeloupe rather than Canada at the end of the 
Seven Years’ \\ ar was the fact that Guadeloupe was an impor- 
tant cotton producing island. /All through the eighteenth 
century the colonies enjoyed Bounties and preferences on 
such articles as indigo, tobacco, flax, hemp, raw silk, vegetable 
oils, pearl'ash, potash, cochineal, logwood and naval stores 
of all kinds * In 1780 a preference was given on colonial 
cotton, t.e., a low duty was imposed on foreign grown cotton 
and the proceeds were devoted to the encouragement of cotton 
in the leeward IsIands.fS 

In this way the growing colonial power of Great Britain 
an'd'her supremacy at sea stimulated the development-of 
the factory system, since it would have been no use to jjut in 
machinery unless large supplies of raw material were available 
A and obtainable. The development of the West Indies and 
Virginia was specially valuable to the cotton trade, because 
the slaves employed on the plantations were dothed in 
English-made cottons and therefore aSorded a safe market 
between 1728 and 1750 spoke of tbe rise in price of raw cotton to almost 
treble and ascribed it to tbe large demand made for it by the French 
and the Dutch, " that the French used to export 5.000 sacks, last 
year 8,000 from Saloniea besides 5.000 front Smyrna. Tbe Dutch 
during the time the witness resided u Turkey used to fix the price of 
cotton but since tbe French introduced themselves into the trade 
they have fixed the price and if the present high pnce of cotton con- 
tmues he does not beheve Jt will be worth the while of the British 
merchants to follow that trade. Bemg asked bow the French could 
afford to give such prices : That he knows the French have all possible 
encouragement from the Crown for the importation of that commodity, 
that they not o .ly manufacture all the cotton they import but have 
bought up cotton here to be manufactured m France ” 

Other witnesses gave evidence that ootton eight years before hao 
been iirf. to ir. a Ib in the West Indies and had risen to 2s This 
was attributed “ to the number of Frendi, Dutch and German vessels 
employed ia buying it up." 

•Hertz, " The Old Colonial System." p. 39-40. , , 

t2o George in., c 4J As to the eff’orts of the Eaghsh to develop 
cotton m the West Ino.es, see Report on the African Si»ve Trade, 
1789. passim. 
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for a manufactured article which was not much worn ini 
England itself. i 

The rivalr}^ of the French and the English over raw material'- 
continued all through the eighteenth century. Nothing is ' 
more interesting than to watch Napoleon’s struggle to get 
cotton for the French cotton industry. He was successful 
in getting some of the raw material brought overland from 
the Levant via Vienna and Strassburg or via Dalmatia and 
Italy, when the English were masters of the Mediterranean. 
His domination of Northern Spain was probably not uncon- 
nected nith the desire to obtain merino wool, the production 
of which he did so much to stimulate in France by his en- 
couragement of sheep breeding of the merino type. The 
English and French were not merelj' struggling for markets 
in the eighteenth century in their great dud with each other, 
they w'ere also stniggling for raw materials, the failure of 
whidi meant wide-spread unemployment in both countries.; 

As far as manufactures were concerned French goods were; 
either prohibited in Great Britain or excluded by an almost ' 
prohibitive tariff. A lady was fined £200 at the Guildhall iri 
1766 for having in her possc.ssion a handkerchief of French 
cambric. 

It seems remarkable at first sight that wool should have 
been ousted from the first place by a new and exotic trade 
like cotton. 

The reasons for the coming of macliinery in cotton were 
many but the immediate impulse probably came from the 
shutting out of the Indian imports, j 

*" Annals of AgriculUire, IX.,'' p. 312 (17S7). 

fit is possible that tlie starting of the cotton industry in this country 
on a ne-w and enlarged scale was also connected -with the collapse of 
tlie Tilogul Empire and tlic uncertainty of the Indian imports. The 
English" mercliant had been in the habit of importing cotton piece 
goods from India for the markets of West Africa, the West Indies and 
South America. Some of this latter trade rvas done through Spain 
and Portugal as they did not aUoift' otlier nations to trade with their 
colonics, but much of if rvas done in defiance of the prohibition by a 
smuggling trade from Jamaica. 

Tlien tlie Mogul Empire went to pieces in tlie middle of the eighteenth 
century and it became a struggle as to whether the English could keep 
their footing in India or rvhelher the French would drive them out. 
The result rvas that a regular supply of cotton piece goods became more 
difficult to obtain and English merchants rvere forced to rely on the 
home manufacture for the West African trade. " Ogden, Historical 
Description of Manchester " (1783), p. 70. 
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I The English had taken to wearing the East India cottons- 
(and this was much resented by the wooIfcn''and silk trades. 
Defoe stated in 170S that : 

^ "The general fansie of the^people runs upon East Intha 

V goods to that degree that the chints and painted calicoes 
whiejj before were only made use of for carpets, quilts, etc. 
and to clothe children and ordinary people now became the 
dress of our ladies and such ts the power of a mode as vre saw 
our persons of quality dressed in Indian carpets which but 
a few years before their chambermaids would have thought 
too or^nary for them . . and even the queen herself 
was pleased to appear in Ouna silks and calico N'or was this 
all, but it crept into our houses, our closets and bedchambers ; 
curtains, cushions, chairs and at last beds thcmsel\*es were 
nothing but callicoes or Indian stuffs.’’* 

/ The government, afraid of anytlung which would injure the 
woollen trade, had prohibited in J700 the import of printed 
> cotton goods from India, Quna and Persia except for re* 

. expoTtt Cotton goods were then imported in the white and 
were printed here and as they continued to be worn, bitter were 
the complaints of the silk and woollen trades. *’ That double 
the quantity of printed Callicoes and linnen have been worn 
these last twelve months past, than in the year 1717 is t!:e 
Universal opinion of all observing 5Icn. . . . Again out 
Women Knd us'd to line their English and Dutch Callicoes 
with slight Silks called Persians and Sarsnets ; which Silks 
employed many* Hundreds of Looms: whereas at present 
there ate not h:^ of them employ’d because of late out Women 
line their Callicoes with some the same kind.’’J 
i There was obviously a greatly increased use of cotton 
(fabrics and the woollen and silk weavers were successful in 
(obtaining an Act in 1720 which prolubited the use or wearing 
( Of printed calicoes whether printed in England or elsewhere. 
It was still possible for the East India Company to import 
white calico or muslin for nse in this country and they con- 
tinued to do this. 

i To satisfy the demand wWch had been created the cotton 
■ industry began to turn out a material which w.as not cotton 

•Defoe. 1705. quoted Baioes, p. 79. 

fn WUliim III., c. 10. 

: The Wearer’i Tree Case. 1719." B.Sf toJ 9 . « ty. t- 
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l>,ut._was-half--litiea and .half _ cotton. For the purposes of! 
this manufacture Manchester was admirably situated for( 
getting linen yam from Ireland for the warps. In 1736 some ‘ 
doubt seems to have occurred as to whether this was legal 
and an Act (9 G. II. c. 4) was passed expressly legalizing the 
trade in mixed stuffs. The prohibition of the import of 
printed cotton goods from 'abroad continued even after 1774. 
when" the Act of 1720 was repealed so far as to allow the 
English" to wear pure cotton goods made and printed at 
home; ■ Thus the English cotton industry had reserved for 
it"the whole of the national market. Bounti es o f ^d. to i\d. 
a yard were given on the export of cbtfdh piece-goods in 
1781 and 1783 and the excise duty was given back (21 Gi 
III. c. 40 and 23 G. HI. c. 21). Although plain muslins and 
wMte calicoes might still be imported, there was a considerable 
duty on these goods, which was increased as the wars made 
revenue more urgent.* It is therefore untrue to say that the 
cotton industry differed from the w'ooUen in getting no 
assistance from the government. 

The explanation of the almost sudden starting of cotton J 
making by machinery is probably to be found in the factt 
that. English women who had become used to cotton, when' 
deprived of the Indian goods supplied their wants from the 
product half linen and half cotton now offered them.t 


, *In 1787 tire duty on white calicoes was los. per cent, ad valorem, 
fn 1814 £ 6 "; jos., per cent, ad valorem. On Muslins and Nankeens it 
was £iS per cent, ad valorem rising to los. per cent, in 1814. 
Baines, p. 325. , 


fThe import of cotton wool does not, however, show any very rapid 
expansion of the trade : — 

Imports. 


1720 

1730 

1741 

1751 

1764 


1,972,805 lbs. 

1.545.472 .. 
1.645.031 .. 

2,976,610 „ 

3.870.392 .. 


Of tins, some was always re-exported. The raw cotton was, 
however, supplemented by linen yam of which 13,734 cwts. were 
imported from Ireland in 1731 and 18,519 cwts, in 1740 and 22,231 
cwts. in 1750, This was in addition to the Hamburg yarn, Baines, 
p, 108-109. 
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When the cotton industry had to cater for a new aemaad 
it became especially difficult for those engaged in it to obtain 
yam. There was already a scardty of spinners and the 

I women fully occupied as they were with wool would not 
readily take to cotton which was paid at a cheaper rate.* 
It was a machine or nothing if the trade were to expand and 
the yam were to be furnished in quantities. The absence of 
I any vested interests rn the shape of trained workmen who 
might object to displacement by machinery made its adoption 
fairly easy.t /The fact that the raw material had to be 
imported from abroad and the linen yam brought from 
Irdand and Hamburg made the trade a capitalistic oneJrom 
first . ) The supply of wool was very limited but raw cotton 
could be obtained from the Levant and from the West Indies 
in large quantities, and as time went on the United States 
furnished an ever growing supply. The possibility of_an 
indefinite increase in the raw material supply made cotton 
especially suitable for machioery which needed large quantities 
of raw material so that the machines should be constantly 
employed. In 17S7 cotton seed was sent from the Bahamas 
by loyalist refugees to Georgia and was successfully developed 
there. The invention of the cotton gin in 1793 by Whitney 
combed out the cotton seeds and made abundant supphes of 
cotton-wool available from the United States so that from 
that date there was no Unfit to the expansion of the cotton 
Industry owing to lack of taw material if the English could 
only ship it to England As they began to dominate the seas 
to an ever increasing extent the French were never able to 
interrupt the regular supplies and there was no fear that the 
machines would stand idle for shortage of raw material.J 
I Moreover, the English had such large trade connections 
that they could expect to sell eaaJy any quantity of cotton 
S goods that were made and this was a further inducement 
/ to manufacture on a large scale. The introduction of 

• Barnes said that higher prices lor the yam might have attracted 
hands bnt that it would hare made cotton goods too costly ; they 
had to be cheap to oat-nraJ wool " IKshMy of the Cotton Industry/' 
p 116 

tTbere were riots against the jennies by the weavers who feared 
they might be forced to weave dosee with the finer yams. " An 
Historical Description " (Ogden), p 83 
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machinery in cotton v/as further facilitated by the fact that ’ 
the technical difficulties in spinning raw cotton by machinery' 
were easily overcome. Thus if machines were put in, the 
markets were there, the raw material was available end lent 
itself to machine production and the investment promised 
to pay, 

m. — T he Inventioks in the Textiles. 

{a.) The Sfinning 0/ Coiion and Wool. 

Before the cotton or wool could be spun it had to be opened 
out, all the.lumjisjor Jm o_ts g ot^ou t of t he raw material and 
the_£bre£ m^e into an ^even fleeey. roll. This preliminary 
process was called cardi^ng and was usually done in the home. 
In the case of wool rclquired for spinning into worsted as 
distinct from woollen yam a long staple wool was required 
for the worsted thread and this was obtained by a process of 
combing the wool. But in cotton and wool the raw material 
was'^'carded, i.e., after being scratched open the fibres were 
interlaced for wool and straightened for cotton by wires fixed 
on to cards. When the wool required for worsted yarn 
was combed, the short fibres w'ere used for woollen cloth and 
the long for worsted stuffs. A machine had been devised for' 
carffing^as early as 1748, but was not utilized until the inven— ' 
iuons'of mechanical spinning created an enormous demand’ 
for carded wool to work upon. It also required further! 
improvements which were supplied by Arkwright who took . 
out his patent in 1774.* The standing di fficult y, however, • 
was to get th e yarn sp un as it took from six to eight spinners 
to keep one weaver going, to say nothing of the annual 
summer shortage when the women were engaged in field 
work. Mrny attempts were, .made to eyolve a^ spintu ng 
machine to rdieve the scarcity but the first practreaT success 

JAverags Aknuai, Import of Cottox Wool ; — 

1701-1705 - - 1,170,881 lbs. 

1716-1720 - - 2,173,287 „ 

1781-17S5 - - 10,941,934 „ 

1786-1790 - - 25,443,270 „ 

1800 - - 56,010.732 ,. 

Guest, " Compendious History of the Cotton llanufactaie,’' 1823 

P - 51- 


Baines, op. cit. p. 177. 
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WRS due to_ HargreaveSjj_jjf Blackfaum. who invented an. 
improved hand macHSTin 1767 wUch he called the "'^enny-' 
after his_wife. This spu n fl evgn threads instead of ona and 
was soon improved'iipon soT^tit^im as many as a hundred, 
threads-at once, but it was almost immediately followed by 
a machine worked by water. The. water frame, as it was~ 
called, was invented by Arkwright in 1768 and rapidly got 
out into the trade after 17851 when he failed to maintain his 
patent on the ground that he had been anticipated by two 
other men, Highs and PauL The social importance of the 
water frame was that people had to be concentrated in one 
building for the sake of the water power ; the jenny could be 
worked in the home. Arkwright's machine. . therefore., 
meant the..conung..of.±be Ja ctog usystem, He was partly 
financed by the stocking manHarturer, Strutt, who wanted 
a stronger yam for his stockings than the jenny could turn 
out and Arkwright accordingly set up a factory at Cromford, 
near Derby, in 1771, to be near the stocking manufacture.* 
In some cases the weavers kept a jenny or two in their homes 
to do their spinning, and the supply of yam was re-enforced 
from two quarters, from the j'ennies of the home workers 
and from the factories worked by power. Te chnically Jl ie 
wa ter frame was superior to the jenny. Tfie jenny could 
only Spin a thread Wrong emough lor~ the weft, the warp 
had as before to be made of linen yam brought from Ireland 
or Hamburg. The water frame gave the thread such a firm 
twist that it was suitable for warps and pure cotton goods 
\ could be made for the first time in England. The result was 
' that the Act prohibiting the wearing of cotton goods was 
repealed.i n- 177 4 . if the goods were made in England. 

So slowly m 3 the water frame spread owing to la^ of 
trained hands, unwillingness to go into the fa'^ories and 
difficulties with the madiinety itself, that the ni^ber of 
water frames in 1780 was said to have been only 20 but 
they had increased to 150 by 1790.! The jennies, therefore, 

•Arkwright had adopted the idea of water power from a silk mill 
which had been set up by Sir Thomas lombe m Derby in 1719- who 
had brought the idea from Italy. 

tGuest, op. ett , p. 31. " The difficniUea which Arkwright encoun- 
tered in organumg his factory system were much greater than la 
commonly imagined. In the first place he had to train his work-people 
to a precision m assiduity altogeUier imkaowu before against which 
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continued to make the weft as the water frames were so few 
that they were fully occupied with the warps. Spinning 
continued to be carried on in the homes on the jennies from 
twenty to tliirty years after their invention (1767-1790) and 
onij' slowly did the factory system evolve. 

WTien the jennies came in many men began to devote', 
themselves wholly to spinning and gave up their weaving 
or their farming. Many small yeomen farmers who felt the 
effects of the agricultural revolution and who had hitherto 
not engaged in industry also began to buy a jenny or two 
and spin yam. Then the jennies began to get more and 
more elaborate and e:^ensive. The newer jennies ousted 
the earlier and simpler jennies but they became so costly that 
only rich men could afford them and so the capitalist began 
to set them up in workshops and the workers had either to 
use them as wage earners in a place provided by the employer 
or, if he could not get hands, he ran his machines with water 
power. The home-worker found that a machine bought 
this year was obsolete the next and ceased to invest in jennies. 
So great was the difficulty of getting macliines at all that many-- 
cotton spinners became makers of machinery as well. The 
result" was a strong impulse to the growth of mills on the one 
hand and a greatlj' improved -agriculture on the other. As 
men became wholly dependent on their fa,rms for their living, 
better methods were adopted.* ' 

In I775_the cotton trade was still further stimulated by 
the invention of the mule by Crompton who by combining 
the jenny and the water frame evolved a cotton spinning 
machine that spun a yam so fine that it was possible to 
devel^^ the manufacture of muslins in this country. The 
mule was, like the jenny, a hand machine that could be 
worked in the home. The mules were “ erected in garrets 
or lofts and many a dilapidated bam and cow shed was 
patched up in the walls, repaired in the roof and provided 
with uundows to serve as lodging room for the new muslin 
tlieir listless and restive habits rose in continual rebellion ; in the 
second place he had to form a body of accurate mechanics very different 
from the rude hands which then satisfied the manufacturer ; in the 
third he had to seek a market for his yams. ... So late as 1779. 
ten years after the date of his first patent, lus enterprise was regarded 
by many as a doubtful novelty." Ure, " History of the Cotton 
Manufacture, 1836." 

• Gaskcll, " Artisans and Machinery, 1836," -pp. 25, 30. 
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wheels. ^ Many industnous men commenced business 
with a single mule worked by their own hands, who as their 
means increased added to their machinery and progressively 
extended their business until they rose to honourable eminence 
as the most useful and extensive manufactureis in the king- 
dom "t T^_mule was adapted to water power by Kelly, 
o^Glasgow, in 1792, and Dale, of New Lanark, was ihe 
first to use power for working it. Crompton himself worked^ 
Hs inules by power in iSos." By 1612 it_ had supersede d 
Ar kwright's water frame for all tine yam s.t 
In osing’Bbthlhe jenny andthe m^e h great deal of skill 
was recjuired on the part of the spinner It was not a question 
of pulhng a handle and letting the machines do the work. 
The early water frames were low and simple and on them 
children could be employed, and tMs was the case with the 
mole or the jenny at the very first but they rapidly became so 
elaborate as to be imsuitable for duldren and were worked by 
women or men. The childreii continued to be employed as 
piecers. 

• Sometiines the pennies and mules were collected into 
I workshops, and as they became heavier and more elaborate 

horses were emplo>ed as power, then water, and finally 

* steam was adopted. The self-acting mule— whidnnade 
spinning an automatic affair Was not inven_tedJilLl825 and 
*then only turned out coarse yams. 'These machines were 
expensive and their adoption was slow. They seem to have 
•become fairly common, however, between 1850 and i860 


for medium and coarse yams § 

The woollen industry as a whole was revolutionized later 
'.than cotton, partly because it was an older trade and very 
,. pr osoefou s and the enlreprcneurs were th erefore Jess likel y 
*to make a chang e. When people are doing well in one direc- 
^ 'tion to persuade them to alter for the unknow n. 

Their work-people ^re very hostile to machinery and the 
j early machines were clumsy things always J ireakijig- 4 gjyn- 
f*Moreover v;at er^ is an uncertain rywe r. There is sometimes 
^ too much of it^whOT tte ’nver is in spate, in summer there 


* •French. " Life of Crompton." p. 89. 


\0p. cU , p. 131. . , 

JArtiele on the '' Rise, egress, present state, and prospects of 
Cotton Manufacture," Ediohur^ Review. 1827. 

§Chapmaa, '* Lancashire Cotton IndustTy." p. lO. 
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is often too little ; in winter it occasionally freezes. The \ 
uncertainty of water as a motive force made manufacturers ' 
slow to adopt wateFpo wer f6“w6flr'tlie~eaTly~niachi'trery. 
and-Bteam in' ifi'Tum' presehl:ea~the~dlfriculty of constant 
” breakdowns, the prob lem o f repairs and the sca rcity of coal 
due partly to transport and partly to'ir^ortage'dfliuners. 
The general tendency was to gather the workers into work- 
shops where they coidd be supendsed and to put them to work 
on raw materials and looms prordded by the emplo}"er, which 
stage lasted longer in the woollen industry than in cotton. 

There were technical obstacl es, too, which made it more- 
difiicult for mechanism to be introduced in connection with 
w'ool than cotton, the softe r thread of ‘ the former being 
more apt to snap. 

As in cotton, machinery came in w-ool first in the preliminary 
processes of carding and spinning and then spread to weaving, 
but it came more slowly in the spinning of wool and worsted 
for the reasons indicated above and also because t here was 
no t the same scarc i tv of hands . As, however, the spinning 
of wool was carried on in most cottage homes all over .England 
machinery', when it did come, was bound to have a great 
social reaction on w'omen’s earnings' an'd' on Tanuly earnings. 

The first stage of the change was the adoption of the jenny 
for spinning. This seems to have taken place in the North 
from 1785 onwards, about eighteen years after the jenny 
had been applied to cotton. Although riots against the 
jenny took place in Somerset in 1776, it is spoken of as a new 
introduction there in 1794 by the writers on the agriculture 
of Wiltshire and Somerset. As the jenny was merely an 
improved hand implement and did not require w’ater or 
steam power, it was used in the cottages in place of the 
spinning-wheel. The adoption of the jenny did not break 
up the sjfstem of family work but it. penaHzed the poorer 
persons who could not afford jennies " As, however, there was ' 
so much employment in weaving owing to the increased 1 
abundance of yam, the amount of unemployment created was ; 
slight. Wool spinning by power was another matter ‘ 
altogether, but the transition to factory spinning was by no 
means rapid. In worsted, where a long staple wool is required, 
spinning factories seem to have come at the end of the 
eighteenth century. The worsted industry had migrated to 
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the North from the Eastern comities. It was, therefore, a 
new industry in the North and the adoption of machinery 
was hastened by a scarcity of hands.* 

It was, however, easier to introdnce machinery for spinning 
worsted than wool owing to the fact that the long staple 
wool used for worsted presented fewer technical difficulties 
for machinery. As many as tea mills for spinning worsted 
existed in Bradford in i8oo.f A false reed or slay was 
invented in i8og which guided the shuttle and made it much 
easier for the weaver to use mill-spun 3'am which was rougher 
than the hand-spun yam, and the worsted spinning factories 
seem to have increased rapidly after that date. 

In wool the transition to spinning Tni1k was slower. That 
it did come was due to the fact that the taw material became 
scarce and the employers became unwilling to give out the 
wool to be spun or woven in the home as so much seems 
to have been embezzled. Moreover, it was troublesome to 
send about the country to give out the wool and collect 
the jeaay-spun yams from the cottages. They therefore 
preferred to set up iennies in a workshop or spinning shop 
and they hired persons who worked under supervision. 
From this it is but a short step to harness the machines to 
water or steam with the workmen as overlookers There was 
here also a transition stage of workshop production between 
that of domestic production and factory produc^n,. 

Power spinning in wool as distinct from worsted was 
introduced into heeds, probably by Gott, early in the nine- 
teenth century.} The rates for spinning in cottages had risen 
to a considerable height owing to the general demand for 
labour, and this stimulated the use of machines.§ The 
adoption of power for spinning was by no means general even 
in the North and in 1828 mide spinning had only just been 
introduced in the West of England though the jennies appear 
to have superseded hand labour by 1803. By 1830, however, 
we maj- say that the spiiming of both wool and worsted had 
become definitely a factory industry. This meant a great 
loss in the country districts of the South*Df ‘England and the 


• “ Annals of AgricuUuic, XVI.,** p. ^*3. 

-t Tames. *' History o£ the Worsted Manufacture," p. 335- 
IBischoB, " Comprehensive History of the WooHea and tV’orsted 
Manufacture, I.," p. 3*5* 

5 " Annals of Agriculture, X, p. 381. 
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poor law had to step in and supplement wages ■with a dole 
which proved to be extremely demoralizing in practice. 

(6.) Weaving. 

In weaving the change to the factory system was much 
slower than in spinning. It must be remembered that there 
were two kinds of weavers in the eighteenth century. One 
class„,carried on weaving as a bye-employment and did a 
little ■ farming, the other depended wholly’ on weaving. 
The latter lived in the countrj’- or in a town’*' and was in a 
very depressed condition when yams became so difficult 
to obtain. He could not, like the first class of weaver, fall 
back on his agriculture as he possessed no land, and as small 
farms became more and more difficult to get during the 
eighteenth century, this class of weaver tended to increase. 
The abundance of yams turned out by the jennies, water 
frames and mules created a veritable famine in weavers. 
The class that had hitherto combined a little agriculture and a 
little weaving gave up the former and took whoUy to weaving, 
so large were the profits. Their places on the small farms 
were taken by men who devoted themselves wholly to farming. 
The second class got from the macliines all the yam they 
required, their work did not have to stand stiU for lack of raw 
material and their earnings steadily increased. There then 
began a great competition for weavers; The cotton manufac-! 
tirrers tempted the woollen weavers away from wool to make' 
cotton, and there was a scarcity of woollen weavers who were - 
also in demand owing to the new output of woollen yam from , 
the jennies. The gro^vth of the muslin industry after Cromp- . 
ton’s mule introduced the fine yams also increased the scardty 
of weavers. Women and children ousted by the spinning 
and carding machinery took to weaving and found it vety; 
profitable. 7 In the year 1793 the weaving trade was said 

*Coniparc Silas Hamer. 

tGuest, op. cU„ p. 31. A description of the prosperity of the weaves 
is given by Radcliffe, p. 67. *' The operative weavers on machine 

yams both as cottagers and small fanners even with three times their 
former rents might traly be said to be placed in a higher^ state of 
wealth, peace and godliness by the great demand for and_ high price 
of their labour than they bad ever before experienced, their dwellings 
and small gardens clean and neat, all the family well clad, the men 
with each a watch in his pocket and the women dressed to their own 

E 



54 The Industrial Revolution 

t o be “ t^atjaf a gentle man." “They (the weavers) brought 
home their work in top boots and ruffled shirts, carried a 
cane and in some instances took a coach. Many weavers at 
that time used to walk about the streets with a £5 Bank 
of England Note spread out under their hat-bands ”• 

\ A contemporary says: “It wja at this time impossible 
j to get more weavers than were then employed although many 
descriptions of goods . . . were in such demand that 
any quantity might be sold. . . . There was not a village 
’ within thirty miles of Manchester on the Cheshire and Derby- 
shire side in which some of us were not putting out cotton 
warps and taking in goods, employing all the weavers of 
woollen and linen goods ... in short we employed everyfl 
person in cotton weaving who could be induced to learn thel 
trade, but want of popidation, want of hands and want on 
looms set us fast "t 

The deficiency was partly supplied by the adoption of 
Kay's fiying sh uttle; sometimes called the spring shuttle. 
Paienfed 'By'KSyT^ Bury, in 1733. it had encountered so 
much opposition that the inventor was obliged to take refuge 
ia France. It did not therefore make much headway, but 
towards the end of the eighteenth century it came into its 
own. Dihe the jenny, it was an improved band machine. 

' The scarcity of weavers was, however, so great thaTthere 
was an excess of yams which were being sent abroad and a 
cotton industry was being stimulated on the continent which 
the English manufacturers considered to be very dangerous. 
As a result they held a meeting iu 1800 to try and devise a 
power machine for weaving cotton goods ia order to use up 
1 the yams at home. Cartwright had invented a power loom 
lancy, the church crowded to excess every Sunday, every house well 
furnished with a clock in elegant mahogany or fancy case, handsome 
tea services ia Staffordshire ware with, silver or plated sugar tongs 
and spoons Many cottage families had their cow. paying so much 
for the summer's grass and about a statute acre of land laid out for 
them in some croft or corner whxch they dressed up as a meadow for 
hay in the winter The yarn . . . which was wanted by the 
weaver was received or delivered as the case might be, by agents, who 
travelled for the wholesale houses* or depots were established m 
particular neighbourhoods to which they could apply at weeLly 
periods.” 

• French, ” Life of Crompton." 

f Raddiffe. op. cit., p. ll. 
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in 178^ but it was imperfect in many respects. As a result \ 
of this meeting a great stimulus was given to the invention J 
of a practicable power loom. One of the great obstacles 
to the adoption of the power loom was the fact that the ’’ 
loom had to be stopped frequently to dress the warp. ^Xhis 
^fficulty was surmounted by Johnson in iSog., The success- 
ful devdopment of the power loom is ascribed to Horro.cks, 
of Stockport, m. 1813.- The power loom was widely adopted 
in^ptton-by 1835 but had only slightly affected the other 
textiles at that date. The figures are as follows :* 


England 

Scotland 

Ireland 


Totai, Number of Power Looms in- 1835. 



Coiion. 

Woollen. 

Silk. 

Flax. 

Mixed. 

Total. 

- 

96,679 

5*105 


41 

25 

io 3 , 5 C >4 

- 

17,531 

22 

— 

16S 

— 

1-7,721 

- 

1.416 

— 

— 

100 

— 

i, 5 if 


122,801 


Therefore out of 122,801 power looms, only 7,175 were to 
be found outside the cotton industry. One would expect 
that in cotton at least the hand loom weaver would have 
disappeared by 1835. ^his was not the case. The 

Commissioner in 1840 recorded the surprise he felt “ at the 
discovery that notwithstanding the gigantic competition of 
the power loom the number of hand looms employed in this 
branch of the trade of weaving is not only very considerable 
but from almost universal testimony almost as great as at , 
any former period. ... It would seem that the power ' 
loom has created for itself a market almost sufficient to carry ’ 
off its own productions leaving the demand for cotton cloth 
nearly as great as before.'’t 

It is interesting to notice that although men displaced] 
women as spinners when the jermies and mules became large s 
and heavy yet women W’ere the first power loom weavers^ / 
thus taking over a trade which had largely been carried on 
by the men liitherto although women had always done some 
weamng. 

The five thousand power looms recorded as e.xisting in 

♦ " Report on Hand Loom Weavens, 1840, XXIV.,’’ p. 591. 

t " Report, 1840, XXIV.,” p. 650. 

t " Report, 1824, V.,” pp. 302, 481,. 
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the woollen industry in 1835 were chiefly used in worsted 
weaving where tbey^ had been introduced by Horsfall, in 
1824. Woollen as distinct from worsted weaving was said 
to be “ in its infancy ” by the Commissionet appointed to 
investigate the condition of the weavers in 1840 • It did 
not become definitely a factory industry in Yorkshire till 
the decade 1850-1860. The finishing processes of woollen 
cloth such as fulling and shearing had, however, been subjected 
to machinery early in the nineteenth centuiy.j- Althougli 
i Cartwright had_ invented a wool combing machine brtween 
|f750‘!rnd~i"7g2, wool combing stiU continued fd'be'a hand 
jtrade'and was not revolutionized till after 1840.$ 

I The standing difficulty about the introduction of machinery 
yas the scarcity of raw wool, so that machines, if adopted, 
might stand idle a large part of the time. It was not until 
•large supplies of Australian wool came in after 1830 that 
I we get the rapid spread of the factory system in the woollen 
{industry. The other difficulty was the shortage of machines 
owing to th^lack^of trained engineers to make them, and 
that again was not“ remedied fill the general adoption of 
)nachine tools between 1820 and i&jo After 1815, when the 
troops were demobilized and population increased rapidly 
weavers became so plentiful, (he trade being easily ieamt, 
that there was no lack of hands and machines would not be a 
great economy. In a new trade like cotton it was largely 
raachinejy or nothing but in wool there was a very old 
industrial tradition and there was a choice between domestic 
and factory production. Thus weaving came first in cotton, 
then spread slowly to worsted and later to wool. It would 
need weighty reasons to make the woollen manufacturers, as 
long as they could get home workers, abandon the system of 
organized domestic production for the expenses of a factory. 
We find, however, between 1815 *835 a growingien dency 

Jo group hand looms in workshops, i.e., there is in weavmg as 
ixT s^nmng''tEe stages of dottlesdc production, supervised 
group production without power, and the factory system with 
steam or water power and all tlwee systems may be found at 

• •• Kicksoa's Report, 1840," p, ao. 

+ See Charlotte Bronte’s “Shirley** Between i8o6 and 1817 the 
number of gig milU in Yorkshire increased from 5 to 72 and the 
number of machine worked shears from 100 to 1462. 

} Burnley, “ Wool and Wool-Comhing." 
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work in 1840. After 1835, however, the power loom spread! 
rapidly ; more machinery was available, more wool was / 
forthcoming from Australia, and the condition of the hand, 
loom weavers, whether wool, cotton or silk, became in-> 
creasingly miserable * But they disappeared slowly even then. ', 

. It thus took seventy years at least (1770-1840) before the ‘ 
two principal textile trades were radically transformed by 
machinery. Although the abimdance of cotton yarn did 
much to extend the manufacture of cotton stockings, net 
and lace, yet hosier}', net work and lace and linen weaving did 
not become factory industries till after the forties. 

(c.) Linen, Lace and Hosiery. 

The spinning of linen yam by machinery had been regularl) ; 
carried on by Jilarshall, of Leeds, as early as 178S, but onb- 
coarse yams v.'ere turned out. The, first really . successful 
machine was due to Girard, a Fren’chman, v/ho spun the flax 
wet. He came to England as he could not raise the capital , 
in France nor could he obtain there the slcill to make his ! 
machinery. A. patent was taken out in 1814 for his machine 
under the narne of Hall.f The great obstacle in flax spinning 
is'the stidry-nature'Of.Lhe fibres, and.the consequent difficulty 
of separating one from the other. Tlus was got over by Kay, 
in. 1826, who devised a preliminary process of preparing the / 
flax with the result' that_flax spinning machinery spread so,^ ' 
rapidly after that date that the Commissioner in 1840 spoke ' 
of home spun linen yam as “ superseded.” Between 
Marshall's in 1788 and Kay’s invention in 1826, thirty- 
eight years had elapsed. The reason for the slow progress 
of machinery in linen is given by a writer in 1819 as “the,, 
low .prire of labour.” The, Irish womenjvho no longer spiiti , 
linen- yarns! "f of '"the warps of "cotton piece goods after 
Arkwright’s water frame had produced a strong cotton warp, , 
werc-O.nly ^0 a nxi ous to take any price for spinning linen, 
with the result that hand spun linen yams were cheaper; 
than factory yams and they were also much finer. _ These 
factors, joined to “ the expense of machinery with its wear 

* " Reports on Hand Loom Weavers, 1835, XIII. ; 1S39, XLH. ; 
1840. XXIII and XXIV." 

t Horner, " The Linen Trade of Europe." 



5^ Tlie Industrial Revolution 

/and tear,” tended to keep tlie spinning and weaving of flax 
^ m the stage of domestic industi>'. The power loom in Unen 
was of such recent introduction in 1840 that it was said to 
cxerdsc no influence on the trade.* 

I Linen weaving, therefore, continued to be an important 
{hand trade throughout tlje fifties. 

The net trade and lace trade liegan to feel the effects of 
machinery in the^'flftics. It was stated in 1841 that there 
were twenty-nine or thirty power factories in that trade 
and forty workshops with hand machines,! but the bulk 
of the work was still done by hand in the workers' own homes 
on looms or frames hired to them by the givers-out of work. 
By 1861 the lace trade lud so far become a factory industry 
that it was included in the Factory Act of iSGi. The 
Inspector, however, still chronicles a large amount of home 
work in this trade at that date J Although stocking frames 
worked by steam came ta os early as i846§ the grcat^nqniry 
into truck in 1870 reveals to what a large extent hosiery was 
still a home work trade. The masters hired out the frames 
and charged a rent wliich was often oppressive. The people 
who did not hire frames did not get the work given out to 
them and the masters made such a profit from letting out the 
frames that they often placed out frames in excess of any 
work that they could supply to fully employ the frames. 
, As a result of the cnqmry frame rents were prohibited by 
the Act of 1874. The profits out of these frame rents put 
a premium on the maintenance of hosiery as a »ttage 
.industry ; with their aboiitiomthe transition to factories was 
rapid. The embroidering of socks and stockings by women 
also became a macTitne Industiy after jSSo H 


• " HickMn's Report," p. 14. '* Head X,oom Weavers. 1840." 
t " Export of JlBClifnery, 1841. VII. " TefiJa's evidence It is 
Interesting to trace lierc also the stage of workshop production without 
power before the introduction of power " Tlie small machine owuct 
or the single machine owner ceases to operate in the trade and it is 
becoming more of an aggregate of machines under one roof. p. 138. 
t " Tremenheere’a Report, 1861. XXII." „ 

< Ilutcliias and Harrison, " History of Factory LegisUtton, p. 
J56. In 1861, of 120,000 persons employed in this trade only 4,063 
came under the Factory Acts. , 

iTbe spread of machinery can best be Uaeed in the annual teporU 
of the factory inspectors. A perusal of these reports will show how 
difficult it is to pereralire about the spread of machinery. Hand loom 
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It IS tlius G&S3' to scG tli^t tliG tra.nsforiiicitioii of tlic textiles^ 
was going on all through the first three-quarters of the nine-i 
teenth century.* '• 


(d.) Industrial Chemistry. 

The developments in the textiles stimulated the discoveries * 
in industrial chemistry. The old method of bleaching linen | 
or cotton had been to steep it in sour milk and expose it for 
some months to the air. Bleaching often took eight months. ’ 
jRp.ebuck evolved oil qf vitnolmnd set up works at Manchester 
in 1746 and Prestonpahs in 1749.-- Thisj'evolutionized the. 
indu^^ of,.bleaclMg. A French chemist, Berthollet, took 
the matter furffier and’’developed chlorine' the knowledge 
of which was brought baoKMrbm France' by Watt in 1786, 
when it was tried in Glasgow in the bleaching field of his 
father-in-lawf with the result that bleaching was reduced 
to a few days. Idie process^ was made a commercial success 
By Tennant in' 1799. It would have been impossible for the ' 
cotton industry to have increased rapidly if the cloth were ! 
hung up for montlis in the bleaching. \ 

weavers still exist in Scotland, Wales and Ireland and the writer 
possessed in 1920 two costumes, the cloth for one of which was woven 
by a hand loom weaver in Scotland and for the other by a weaver in 
the South of Ireland. 


• From the niunbers of persons employed in textile factories in 
the United Kingdom (figures from " British Commerce and Industry,” 
ed. Page, II., p. 230) we can see the position of cotton as the pre- 
eminent factory industrj' in 1835 and the spread of the factory system 
in the other textiles. 


Flax, Jute, 

Colion. Wool, and Hemp. Silk. 

1835 - 219,286 55.461 33.212 30.745 

1850 - 330,924 154.180 68,434 42,544 

1861 - 451,569 173,046 94,003 52,429 

1870 - 450,087 238,503 145,592 48,124 

1880 - 528,795 301,556 162,965 41.277 

1901 - 522,623 259,909 150,310 31,555 

The figures are said to be taken from tlie Annual Reports of the Chief 
Inspectors of Factories and Workshops and from the Statistical 
Abstracts for the United Kingdom. The effect of the Lancashire cotton 
famine is traceable in the figures 1861-1870. Otherwise it is dear 
that the expansion in wool, flax, jute and hemp took place chiefly 
between i860 and 1870, 

t Baine.s. " History of Lancaster, 178S." p. 476. 
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] In the Commons Journals there are several requests alter 
?779 inventors for rewards for discovering dyes : XuiJcey 
/red, a scarlet dye, a green and yellow dye for cotton and 
linen _are all mentioned, wUdi shows the way the new cotton 
<trade''was reacting on industrial chemistry.* New chemical 
' works were a riecessary corollary of the textile factories, and 
the new chemical works required machinery and steam power 
' and reacted in their turn on the metallurgical industries 
/ Finally the colours had to be got on to the calico by some 
I quicker method than printing with hand blocks and-cylinder 
1 printing developed after 1785 .! Tins meant the developmST 
[ of great bleacUng, dydng and printing industries in dose 
' proximity to the tej^e factories and they in their turn 
'idustered round the district where coal and machinery were 
' to be obtained and repairs were easy to execute. The ptoxi- 
(raity of the cotton trade and the machine shops made for 
j rapid improvement in the industry.} 

The general process of the ^aage was that the early 
^factories set up in country dbtricts where water wm available 
,for power, and industry then retained much of its rural 
character. As, however, steam became increasingly em* 
ployed, the newer factories set up on the coal areas near the 
fron foundries, partly because they could get coal easily and 
partly because they were in touch with the machine makers 
and the subsidiary industries. 

The new factories were a greaj improvement on the old 
I type. Many of these bad been ordinary country houses 
I converted into factories. These older places would not stand 

• *■ Comasons Journal," VoL 34, f. 104 ; Vol 37, p. 39*; Vo?. 

^ t^Baiaes, " History ol Lancaster, 1788," p. 265 The Peels were 
the great calico printers. 

j “ The cotton jsanulactore is improving because the manufactureii 
of machinery are co-operating wire the cotton manufacturers. It 
they do not co-operate they can never produce any very important 
improvements and it is from want of that co-operation and eipenence 
that France must continue behind us.” 

"A cotton manufacturer who left Manchester seven jears ago 
would be driven out of the market by the men who are now Uving in 
it provided his knowledge had not kept pace with those who have been 
during that time constantly profitting by the progressive improvements 
that have taken place in that penod : this progressive knowledge 
and experience is our great power and advantage." " Report on 
Artisans and Machinery, 1825. V," p. 44- 
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the^jweight^and vibration of the steam-driven . machinery! 
and so buildings specially' built for the'purposc were erected' 
after 1815 with a great improvement in the conditions under 
w’hich the hands worked. The work was also much more 
reg ular ^when -steam was the motive power. Water was apt 
to dry up or freeze, and bverlime was wbflicd to catch up 
arrears. Moreover, the amount of water power was limited, 
and this limited the number of factories. Steam enabled 
an almost indefinite expansion to take place.* ! 

It must be borne in mind that the change did not consist ^ 
of a sudden jump from home work to factory work but that 
it consisted of many stages. There was first an improved 
home implement like the jenny for spinning or flying shuttle 
for weaving ; secondly there was a grouping of persons in a 
workshop to work these improved hand implements under 
supervision, the reason usually being the desire to prevent 
the theft of .raw material or to get work more punctually 
executed. The scarcity of hands produced a stage of small, 
ill-regulated factories worked by water in country districts 
and these were followed by greatly improved larger factories 
set -up in towns and worked by steam. All these various 
phases of industrial organization went on side by side and 
only gradually did the factory with its steam-driven macliinery 
become the prominent type.f 

IV. — Slow Progress of the Factory System and the . 

Detolopjient of Engineering and Coal Mining. 

{a.) The Reluctance to abandon Family Work. 

The typical form of production eventually ousted by : 
machinery was the same in England as in France.^ A mer- 
chant employer gave out orders and raw material to the 
people who worked for him either in the towns or scattered 

• For the effects of steam on children's work, if.e p, 92. 

fThe clothing trade in 1920 presents many of these fcatiirM to-day. 
There is the little dressm.aker with her sewing machine, the clothing 
contractor who cuts out the garments and gives them out to workers 
in their own homes. Sometimes he gather.s them into workfihops for 
supervision, and the sewing machines used in these hig work-rooms 
are frequently worked hy electricity. Tlicn there arc tlic clothing 
factories. 

Jin Yorkshire the domestic worker was far more of an mdependent 
producer, growing his own wool, making Ids own cloth in all its proccs-ses 
and taking it to a cloth hall to be sold to the dealer or buyer. 
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over the country districts. Wlule many of these latter 
carried on a little agricnitme alongside of their industrial work, 
/ the effect of the jenny and the mule was to cause industry 
I and agriculture to become specialized and for men to' de'vote 
/ themselves to one or other eidusively. As long as work was 

\ carried on in the home the earnings were family earnings 

children, mother and father all worked and the money was 
Jjiooled. There was not much independence for the members 
' of the group. “ So long as families were thus bound together 
f by the strong link of interest and affection, each member in 
' ite turn, as it attained an age fitted for the loom joined its 
labour to the general stock, its earnings forming part of a 
fund the whole of which was placed at the disposal of the 
father or mother as the case might be ; and each individual 
looked to him or to her for the adequate supply of its wants. 
No separate or distinct interests were ever acknowledged or 
idreamt of. If anyone by superior skill or industry earned 
more in proportion than another, no claim was made for 
‘such excess on the part of that individual : on the contrary 
It was looked upon equally as a part of the wages of the 
family.”* X'56^/>7 

■ If a wage was paid it was never calculated to keep the 
family, the wage was intended to suffice for the maintenance 
of the man, and the wife and ^diildren practically kept them- 
selves either out of the produce of the farm or their earnings 
f at spinning, carding, weaving or mining.f Although 
•Gaskell, " Artisans aad Sladuflery." V|2. S 

tThe following extracts from ofBcial sources stow how prevalent 
this was 

A weaver would scora to marry a servant girl but chooses a weaver 
who earns as much or half as much as himself.'' Report of the Com- 
missioners on Hand Loom Weavers. X., x84r. -p. 47 (nbboa weavers}. 

*' In the &st place the weaver’s pecuniary position is improved by 
uniting himself with a woman capable of earning perhaps as much 
as himself and performing for him ofBces involymg au actual peenniaty 
saving.” Report, op. CU , p. 45- IWooUea trade.) 

" I have seen cases when the wife was more expert at the loom than 
her husband and although this » not a general role the wife and 
children of a weaver in most cases contribute very materially to their 
otvn support." Report of Commissioncf on Hand I.oom Weavers, 
1840, p. 650 

" While the males were employed digging la the pits nitb pici- 
axes and shovels the women were engaged in carrying the coal on 
their backs from the extremity of the mines to the pit bottoms or m 
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conditions of work in the home were by no means ideal,, 
the handling and the stabih'ty of a family wage were 
advantages which a man would, not lightly forego. Under 
t^ facto ]g_s ystem each unit became independent. and recdved’ 
its JownTpaimisnt- The domestic manufacturer clung, there- 
foreiUfo" his old method of manufacturing to the last. The 
family earnings made it worth his while to do so. He might 
only earn 7s. himself in a week but the labour of the united 
fai^y might bring the amount up to 21s., and so he held 
on. Clf he had a little patch of land or garden that provided 
a bye-emploj’meat he would also be very unwilling to give 
it up for regular factory work.'* Both the family wage, and 
fhe J jye-employment were a kind of insurance making for 
■"stebility of conditions 

One reason for the slow transformation of the English 
industrial system from domestic to factory industry was the 
^fEculty of getting hands to go into the factories. Had it^ 
noTTieeiOoPflieTafg^e numbers of Irish who'migrated owing 
to the over-population of Ireland it is difficult to see how the; 

dragging that mineral there by hutches or hurleys along the under- 
ground roads. Jluscular strength in a female, not beauty, was the 
grand qualification by which she was estimated and a strong young 
woman was sure of finding a husband readily. There is an old Scotch 
saying, ' She is like the collier’s daughter better than she is bonny,' 
proving the value put upon that description of female excellence." 
Letter addressed to the Buchess of Hamilton by the principal agent 
of the Hamilton Estates on the subject of the Education of Eemales 
in the ilining District of Lanarkshire, quoted in Report XXIH., 1851. 

" The crying reproach, however, in regard to the great mass of toe 
mining XJopulation of the district and those engaged in analogous 
occupations remains in full force — that of sacrificing toe best interests 
of their children by sending them to work at toe earliest possible age 
in order to profit by the small sums they can then earn. The excuse 
that such additions to toe receipts of the family are necessary can 
seldom be valid in this neighbourhood where wages are so high." 
Report of Commissioner on Observation of the Mining Law, 1851, 
xxin., i>. 3. 

That this prevalence of women and children's work was also toe 
accepted rule in Agriculture can be seen from toe following remark 
in the " Gentleman's Magazine," 1834, VoL I., p. 531 : 

" Formerly it was of no importance to the farmer whether he 
employed a single or a married labourer, inasmuch as the laboureris- 
wife and family could proHde for themselves. They are now dependent 
on the man’s labour or nearly so." 

Sec also p. 96 for an additional example of cliildren’s work and 
family earnings, ' 
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( factory population couJd have been recruited. Tlie peasant 
farmers and agricultura! labourers dispossessed by tlic agri- 
ciiUiiral revolution also formed a large proportion of the new 
" hands.” An oITicial report on the state of commerce, 
(rSio-ii) states (liat if a manufacturer svorc obliged to stop 
work for a time ” his workmen get dispersed tJirougliout the 
country and he cannot collect them again but at considerable 
trouble and expense/'* which shows thcdifliculty of recruiting 
I hr the factories. It must also be remembered-that the 
I basing dilhculty was acute. If a man set up a factory or 
' iron works in tlic country he had to house lus cluld apprentices 
i or erect Cottages for workmen and tins took some time to do. 
I In the towns the most appalling overcrowding took place and 
f the difiicultv of finding accommodation liniitcd the numbers 
' employed m factories. 

( 6 .) Relueiance 0/ (he Employer io tmharh on^aclory 
Proiiiichon 

Fxom the economic point of view the employer or givcr*out 
0! orders was in a very strong portion. If lie stopped giving 
out orders he incurred no loss in factories or machiucs standing 
idle tvith rates, taxes and interest at the Bank going on all 
the time. He could practically make the home-worker who 
had no agriculture to fall back on take what price he liked 
to offer — no combination was possible between people so 
dispersed. Ipac cotton manufacturer, Raddiffe, states that 
his firm used to employ 1,000 weavers scattered over three 
counties at the beginning of the ninetceuth century.f The 
home-workers used to underbid each other in their desire 
to get work ollottcd to them and this made the rate of 
remuneration low. In order to get work they were often 
forced to pay high rent*; for the frame*! or looms supplied to 
them by the employer and in addition they had to put up 
with payments m kind and deductions that often made 
home work open to the worst kind of sweating.) 

•Quoted A. Ctuinlugli.im, " British Credit/’ p. 79 / 
t" Ongiu of tlie New System of Moniifacturc, 1823,” p- iJ. 

In Trance we find the seme syrtem on a larger scale. We tear lust 
before the Revolution 0/ oac nse^ant who had 3 100 coantrv worters 
iu Ills employ and nnother was said In *770 to have no less than 6,000 
scattered through hanguedoc. (ToiK, h'mdustric dans les campagnes 
la fill de Tancien regime ) 
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An einplo3'er was not likely to change readily a system in 
which, economically speaking, he held the whip hand and( 
incumd. ver5^Jittle capital expejase . other than warehouse ! 
room, for one where he had to provide machines, factory, 
coal, light and cartage, borrow money from the Bank and 
take the_ risks_ of stoppages on himseif . Hence the coming 
of machinery is notliing like the rapid cataclysm that it is 
apt to appear from the use of the word “ revolution.” It is 
easy to see that _in what were practically new trades, such as 
cotton spinning '"dr engineering, there worild .not be hands 
enough and therefore that there would be an inducement 
from the outset to employ mechanical appliances.- In new 
districts with the difficulty of transport there would also 
be a scarcit}' of hands as in the worsted industrj' in Yorkshire, 
and this again would stimulate the adoption of labour-saving 
inventions. That machinery spread eventually to the older 
trades such as woollen weaving was apparently due to the 
delaj's and dishonesty involved in the system of home work.; 
So long as there was no alternative the employer had to make 
the best of existing conditions ; when machines provided an 
alternative he gradually, but only gradually, reconstructed 
his method of production. In 1840 one of the Commissioners 
on Hand Boom Weavers cited the case of a man who had 
recently adopted macliiner}'- for the following reasons : “ He . 
could turn over his capital in much quicker time. He could , 
command a much better price for his cloth by its being more ' 
regular in the weaving and more honestly manufactured., 
That he was neither robbed of the warp or weft and now, 
he coidd take an order and know when he could execute it, . 
which while he employed hand loom weavers he could never 
do.”* 

Another Commissioner speaking of the great irregularity 
in the weaver’s work owing to the fact that he could “ at 
any moment throw down his shuttle and convert the rest 
of the day into a holida)’’,” went on to say that in Manchester 
in a workshop under the supervision of the master one hundred 
webs woidd be finished in the time “ in which fifty would not 
be finished by an equal number of domestic weavers.” f 

• Mr. Muggeridgc, " Report on Hand l/oom Weavers," 1840, XXIV., 
p. 607. 

■j- Hickson, ” Report on Hand Loom Weavers,” XXIV., 1840, p. 10. 
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J In some cases the introduction of machinery was directly 
\ due to trouble with the workmen, ending in striHfs winch 
f^duoed the masters to substitute mechanism 

“ The shearmen before the introduction of machines in 
that department were notorious for their drunken and careless 
habits, (^-'liey would sometimes refuse to work when, they 
knew that their employers w-ere nnder contract and penalties 
as to time, unless he gave them drinkj, and it was to dear 
themselves from these drunken dictatorial liabilities that the 
'manufacturers eagerly adopted the use of machineo' to rid 
themselves of the shearmen ”t 
In the same way in other branches of the textiles and in 
the engineering trades some of the most important inventions 
were ^develop^ in consequence of labour trouHes. This 
was' the opinion of one of the great machine nialrers as recorded 
by his biographer 

“Notwithstanding the .losses and suffering occasiooed by 
strikes, Hr. Nasmyth bolds the opinion that they have on 
the whole produced much more good than evil. They have 
served to stunulate Inveution in an extraordinary -degree.-. 
‘Some of the most important labour-saving processes now in 
cotnmon use are directly traceable to them. In the case of 
many of our most potent self-acting tools and machines 
manufacturers could not be induced to adopt them until 
compelled to do so by strikes. This was the case with the 
self-acting mule, the wool-combing machine, the planing 
raacliine, the slotting jnaclune, Nasmyth’s steam arm and 
many others. 

(c.) Growth of Population relieved the Scarcity of Hands. 

The coming of machinery was probably delayed oiving to 
the rapid increase of ^(^lulation in the nineteenth century, 
whicipmade it” less urgent to introduce machinery in the 
older trades as more l^ds became available. The causes 
• In France it was the turbulence of the workmen after the Revolu- 
tion that led the manufacturers of S^.an to try to introduce machinery. 
Schmidt, C. : " EnquCte snr la draperie a Sedan " in Revue des 
doctrines (conomiques. I913, p. 9.|. 

t Hand I/)om Weavers’ Report, 1840. XXIV.. p. 373. SW*'* 
fSmiles, ■' Industrial Brngtaphy, Iron Workers and Tool Makers. 
p. 294, 
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of tliis growth of population are many. In the first place 
there had been throughout the eighteenth century in England 
a cessation of the plague, and although typhus and small-pox 
still took enormous toll, the devastating epidemics of the 
sixteenth and seventeenth centuries seem to have ceased. 
It has been suggested that bur5ang the dead in coffins, rvhich 
seems to have come into fashion at the end of the seventeenth 
century, may have had something to do with lessening the 
plague.* 

The agricultural revolution of the eighteenth century had 
provided winter fodder for the cattle in the shape of good 
hay and turnips. This meant that fresh meat was available 
all the winter instead of the salt junk that had been the usual 
fare when the cattle had to be killed and salted in at Martin- 
mas, because they could not be kept alive over the winter. 

Winter fodder also meant winter milk, while a regular 
suppi}' of fresh food and vegetables to towns, especially in 
winter, was facilitated by the new turnpike fdads and thus 
decreased the high death rate from scurvy, "l^w’ards the end ' 
of the century indcukition seems to have lessened the mor- 
tality from small-pox. After 1750, owing to the knowledge 
gained in the new L}ing-in Hospitals, there was an extra- 
ordinary fall in the number of deaths in child-birth and 
far more young infants w ere kept alive. 

Apart from a ^cessation oJ[^ epidemics and famines, several 
other factors contributed to the growth of population. One 
of the causes limiting marriage had been the difficulty of 
getting houses. With the coming of the factory system it 
was necessary to build new houses either in the towns or in 
the country districts for the new hands, and although there 
was a great difficulty in getting houses and much over- 
crowding h^ffid become , much jeasier to get -married, and set 
up a home. Indeed there are many complaints of the unruli- 
ness of yoimg people who leave home and set up for themselves. 

^ Tte law had forbidden a man to marry while he was still 
' an apprentice, and apprenticeship lasted tiU 2x or 24 according 
tq rihe Itrade. Apprenticeship tended to decline after 1720 
and compulsory apprenticeship was abolished in 1813.) It 
therefore ceased to act as a limitation on marriage. Nor did 
a young couple need to hesitate before getting married for 

♦Creighton, ” History of Epidemics." 
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prudential reasons. U^ildrea could always get employment 
in factories or in domestic work and from a very early age 
would become profitable to their parents.^ ^ 

j {d.) The Development of Iron Manufacture, Engineering 
I and Coal Mining 

We have seen that it took seventy years to develop the 
factory system in the principal processes of the cotton, 
woollen and worsted trades, but in the iron, engineering and* 
coal trades the transformation vras even slower and occupied 
the whole of the eighteenth and the first three decades of 
the nineteenth centuries. (Die succession of wars in the 
eighteenth century created a constant demand for iron for 
ordnance and ships. England was, however, suffering from 
a timber famine and up to the end of the seventeenth century 
had not been able to use coal instead of charcoal as the 
sulphur in the coal spoilt the iron. -The iron industry 
consisted of two main branches, smelting andforgjng.f Ihe 
first was transformed between 1709 and 1782 by using coke 
but thesecond was not affected till after that date. Previously 
iron ore was smelted by charcoal in a blast furnace. Water 
power was employed to work the bellows. Wood and water 
determined the location of the industry which in the early 
eighteenth century was forsaking old centres like the Weald 
to find new woods near water!) 

The iron produced by bl«t furnaces was either ladled 
hot into casts or moulds, making articles like cannon, or pots 
and kettles, or was allowed to cool into pig iron when it had 
to be re-melted in a foundry and “ cast- ' The iron required 
for special strains such as ship’s pumps, bolts, nails, anchors 
and tools had to be refined. 'This second stage was done 
in a forge by frequently rehea'ting the pig iron and hammer- 
ing it to get out impurities. Water ivas essential for the 
hammers and for the transport of ore and finished goods. 

' Charcoal was also needed for reheating^ The bar iron 
from the forge was rolled into plates, or slit into rods for 
nail makers in rolling and slitting mills. The re y>'zs not 
^.sufficient water power in any one.spot-to-work-all-these- 
operations, so eadi process was carried on in a different place 
! in small works. At the beginning of the eighteenth century 
about two thirds of the iron need^ was imported in the form 
♦Report on Hand Loom Weavers, xS^o, p. 689. _ 
fOn the whole subject Ashton ** Iron and Steel in the Industrial 
RevolatJOD." 
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of bars (refined) from Sweden and Russia and was worked up ■*' 
at Newcastle, Hull and ‘ London. Round Birmingham’ 
45,000 domestic metal workers were partly dependent on 
this imported iron in the manufacture of which they were 
able to use coal.* Imported bars also went to Sheffield for 
conversion into steel swords and knives. A small amount 
of pig iron from British America came to London and Bristol 
and was cast there. In 1720 only 20,000 tons of bar iron 
were estimated to have been produced in England, an amount 
diminishing up to 1750.! This was serious both for the iron 
workers and the nation, as the Swedish supplies might be 
interrupted in time of war, to say nothing of a rise in price. 

The change from wood to coal was inaugurated by Abraham ' 
Darby who cast pots and pans at Bristol. He migrated to 
Coaibrookdale in Shropshire in 1709 where he coked his coal 
and smelted iron vith it successfully. | Tlie practice did not, 
however, spread beyond the district till 1760. John Wilkin- 
son, operating at Bersham, Bradley and Broseley between 
1763 and 1770 was famous foir his new method of boring 
cahridn, invented in 1774, whiclr, when applied to Watts’ 
ste^ engine made it a success. The first iron bridge over 
the Severn was cast in 1779. Other new centres were 
inaugurated by the Walkers at Masborough in 1746 and by 
Roebuck at Carron in Stirlingshire in 1759-60. Meanwhile 
Huntsman had revolutionized the Sheffield steel industry! 
by_ inventing cast or crucible steel between 1740-2. 

The use of coal in the forging or refining of iron was made.' 
a commercial success in 1783-4 by Cort, who was working for' 
the Navy at Fareham. By combining the reverberatory 
furnace in which coal was used, \vith the puddling process 
which eliminated the carbon and by putting the iron in a 
pasty form under rollers to get out other impurities, he not 
merely made it possible to use coal but turned out 15 tons 
of refined iron instead of one ton in twelve hours. ' His 
patents, owing to the misappropriation by his partner of'--- 
government funds, were seized and thrown open and were 
energetically developed in the South Wales area. Thus/ 
the eighteenth century saw the rise of a new blast furnace; 
iiidusfiyusmg'coKe andJituatedonTheb^^^ Tlie'steam 

engine niade it unnecessary to consider water power, and 
being regular gave about twelveextra weeks’ workintheyearj 
The new canals and roads enabled the iron industry to selec^ 
♦Ashton, i>. 104. \Ib., p. 13. f/A., p. 36. 
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‘ their sites without considering river transport. The import 
J ceased and an export of iron had begun by the end of tlie 
I century. Iron_ became cheaper and was used— fot-new- 
; purposes. distncts dewloped, and the Midlands, 

' South' Yorkshire, South Wales and tJie West of Scotland 
^became centres of iron manufacture 4jhese.H0.videia_iiew. 
(tnarkeHor coal and for the steam engine.-, A new population 
^Was recruiledTor these areas and a new race oflron uurkers,- 
' engineers and wealthy iron masters emerged. The size of 
the business \vas no longer limited by the available water 
power. With the steam engine pow’er \vas unlimited and all 
processes could be combined in one place. The typical large 
scale capitalist business at the end of the eighteenth century 
was the iron works, not the textile factory,* The iron trade 
suffered considerably after 1815 but the war demand was 
gradually replaced by the need of the new towns for pipes 
for sewerage, gas and ivater. Gas lamps for the street, 
cooking stoves, machines and steam engines all provided 
newmarkets. In i828 Tfeily>n inv ented t he hot blast w hich 
reduced the ainount ofeoaT required for^smeltjcg^ hv more 
This cheapened jeon. TTiSn the growing demands 
of the ,rail}yays«.after the thirties created another era of 
expansion In the irorfindustry. 

I faft-development of coal mmlng ^yp al so grad ual. Iniyis 
the problem of pumping water out ol thtf pUsfiafbeen solved 
iby Newcomen. Only at the end of the eighteenth century 
was it possible to apply steam to raise the coal from the pithy 
fusing Watt’s double acting steam engine, and women were 
jStill employed in considerable numbers as late as 1842 in 
iCarrying the coal up the ladders out of the pits on their backs. 
^Pre’rtously the steam engine had been used to pump water on 
’to a wafer wheel which raised the coal. Then there was the 
^further difficulty of gettmg the coal moved from the pits 
to the canals for general distribution. Tlie ^ roa ds. _though 
improving ^ere by no means good,^ Maca 3 a^h^_not.yet 
be^mTo revolutionize the surface. " Wpodeu, failway s^had. 
beeftlafd down in tlie seventeenth century to convey ihe_coal. 
4 rom the pits to the rivers. They were, if possible, arranged 
,oh an indine and the coal trucks went down by their own 

*In 1812 It was said that it cost at least ,f50,ooo to erect a set of 
iron works (Ashton, p. & 3 ), and there were no loss than ten works 
near Birmingham which had cost over this sum, each employing 300- 
500 men. Crawshay employed 2,000 men at Cyfarthfa. 
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impetus. The rails were, however, very unsatisfactory, the 
wood soon decayed or got broken with the heavy loads passing 
over ; there was great loss of time and heavy expenses in 
constant repairs. An enormous improvement occurred when j 
iron rads were subslltut^ after 1767, and thesc,connected_up ; 
fbe'-pits ■\yith-thc jiew canals. These rails gave a great* 
impetus To the moving of coal. By i8^_a_steam, engine, 
invented by_Blenkinspp_, was succe^ully used to haul the 
coarhlong one of these waggon-wa3^s, as they were termed, 
from" the Middleton Colliery to Leeds. It was in connection 
with coal that those experiments in modern mechanical' 
transport were worked out which have wrought a revolution 
in the transfer of bulk}' articles.* 

The figures of tlie estimated amount of coal extracted show 
how small was the coal trade during the eighteenth century. 

Tons. 

1700 - - 2,148,000 

1750 - - 4.773,828 

1770 - - 0,205,400 

1790 - - 7,018,728 

ti795 ~ ~ 10,080,300 Canal Period. 

1S54 - - 64,700,000 Railway Period. 

1913 - - 287,411,869 

{^By 1816 the industry showed considerable e.xpansion'jbut 
the fifteen million tons which was the then estimated total 
shows hoAV restricted must have been the amoimt of steam 
power in use when one considers the demand for household 
fuel. /The shortage of miners was so great that women and 
children went down into the mines in increasing numbers 
but the lack of miners no doubt hindered the rapid develop- 
ment of the coal fields. J ^ 

The i nvention by Anarew Smith, in 1839, iron wire 
ro£e for winding up the coal made it no longer necessary to 
employ women 'to carry it up the ladders. The hempen ropes 
were costly as they wore out so soon and women were cheaper. 

• *GalIoway, " History of Coal Mining,” Chapter XVII. 
fReport of Coal Commission, 1871, XVIII., p. 852. 
fWomendidnotgodownin the mines afleri78o in Northumberland 
and Durham. In that region the coal-owners utilized the steam engine 
to lift the coal out of the pits and they had tramways in the mines 
along which the coal was dragged. Children were, however, exten- 
sively employed in this region to open and shut the ventilating doors. 
Galloway, ” Annals,” The large demand for coal in this region 
probably led to the introduction of machinery instead of women. 
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Jn the same way the exhaust fan patented by Foumess, of 

moden^sysTentoGenSadon 

lan^t was possiblelo dispose with young children. 

The steam engine is another instance of the slow march of 
the " revolution.” Newcomen's engine was yeiy pvtra ^ra ggjit- 
in the use of coal and for' over sixty years steam was only 
^e3T6Fpuinp5ig\vater out of irunes. Wattmade the steam 
engine much more economical m the use of .coal, reducing 
'tEe amount required to a quarter of what had previously been 
used, with the result that after 1776 his engine superseded 
Newcomen's in the Cornish tin mines. One has only to read 
Watt's life to see the endless difficulties he and his partner 
Boulton encountered owing to the lack of skilled workmen. 
All their men had tohe tiught engineering from the beginning. 
The engines when put up were often breaking down and 
no one could mend them. Watt hiraseU had to live m Com- 
wall, a place he detested, simply because no one but he could 
rectify the engine troubles that were frequently occurring. 
Unit} Wjikhison invented his method of boring the j:yhaders 
it was almost im^ssible td get the steam engine'parts ma^ 
true ta.spedfication. Jn 1782 Watt invented the’^ajXjor 
planetary movement and this enabled steani Jo "be applied 
drive machinery of all kinds. Pumping c'easVd Iq be its 
onl y use . £&e steam en^ie hSd been adopted as 

the motTve' powef m" 5 'corn ihilt. a paper mill, a cotton 
spinning factory, a brewery, in Iron works and the Wedg- 
'wood pottenes.* The steam engine could, however, only 
spread slowly. The skilled engineers were lacking. *1116 
ifirm-Of^Btmlton & Watt had a monopo ly ow ingTotheir patents 
and the output of the one firm would be quite madequate to 
transform the methods of manufacture of Great Britain with 
any rapidity. The engines themselves were so defective. that 
their use spread slowlyj and thfiu was a standing difficulty 

•When used in cotton factones the steam engine was first applied 
topump the waterthat worked themiU. The steam engine to work the 
machineiyjiself was installed byPeelia S787,DnnlorateTin 1789 and 
Arkwright m 1790. 'When »t was proposed to introduce it into Brad- 
ford in 1793 thewould-be mtrodnter was threatened wth prosecution 
by his neighbours. Wedgwoodiatioducedoneinto his pottery manu- 
facture in 1782. Lord. Capital and Steam Power, p. 179, note I, 

t" Even after Watt had removed to Birmingham and he had the 
assistance of Boulton's bestworlonea.Smeaton expressed theopuiion 
when he saw the engine at work that notwithstanding the exceUence 
of the invention it could never be brought rnto general use because of 
the difficulty of getting! ts various parts manufactured ’.’nth precision. 
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in getting men to work them to say nothing of the repairs./ 
By 1800, a quarter of a centurj' after the Watt’s steam engine ^ 
and eighteen years after the invention of the rotary move- 
ment, there were only sixty-three in three of the principal 
manufacturing centres, viz., eleven in Birmingham, twenty 
in Leeds and thirty-two in Manchester, In all England there 
were but 289, wth 4,543 horse power. Of these eighty-four 
were in cotton mills.* 

After 1S15 steam as a motive power began to be more- 
.widely us ed, but water wheels did not disappear rapidly even 
after 1815. Water mills were frequentty encountered b}' 
the Commissioners who were inquiring into the condition of 
women and children in factories in 1833. Indeed, one gains 
the impression that at that date about half the textiles mills 
were still worked b}'' water, f So long as water was employed 
as the principal power the textile industrj’- tended to maintain 
its rural character as it was necessarily scattered along 
streams or located near water-falls. Tlie adoption of steam 
meant concentration on the coal areas and the growth of 
towns, larger works, and increased production. It also 
meant that industry could practically set up in any spot 

Sometimes tlic cylinders when cast were found to be more than an 
eighth of an inch wider at one end than the other ; and under such 
circumstances it was impossible that the engine could act with precision . 
Yet better work could not be had. . . . There was usually a 

considerable waste of steam which the expedients of chewed paper and 
greased hat packed outside the piston were insufficient to remedy and 
it was not until the invention of automatic machine tools by the 
mechanical engineers that the manufacture of the steam engine became 
a matter of comparative ca.se and certainty.” Smiles, “ Industrial 
Biograph)^” p. iSo. (1897 Edition.) 

*" Ix)rd,"o/). cii.,p. 175. Iron Foundries, collieries, copper mines, 
and breweries employed steam in 1800. It was also used to pump 
water for canals and town water supplies. 

■fThe number of steam engines and water wheels in 1835 are given 
by Ure, " Philosophy of Manufacture," Appendix, as follows : — 

Steam Enghtes. Water Wheels. 


Scotland 


224 

214 

North of England . . 


21 

34 

Lancashire 


814 

340 

West Riding 


582 

52b 

Cheshire 


249 

94 

North of Ireland 


17 

23 

Staffordshire 


13 

3 

Derbyshire 


33 

63 


r.053 
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and was not confined to regions where there were water falls 
for power. 

\ There was also a dearth of skilled engineers to make 
{nachinery of any sort,* not merely steam engines. It was 
Only after^^^o iJiat the tools were gradiiallyJnyfiate^Tth 
(which heavy machinery could be rapidly and accuratelyniade. 

The early niaclune makers were men in quite a small way, 
and had been as a rule apprenticed to blacksmiths, carpenters 
or millwrights. Machines were all made by hand, every 
screw varied and every bolt and nut was a sort of spedality 
to itself. ‘\As everytliing depended on the dexterity of Land 
and correctness of eye of the morkmen ^e_w pik 

was of very unequal merit besides tJemg jexceediiigly 
Even in the construction of comparatively simple 
^machines the expense was so great as to present a formidable 
obstacle to their introduction and extenrive use.''t When 
once the machirie was ^ct ,up there was no guarantee that it 
would work jiro”pdny io' inaccurate and faidty was it in its 
parts “ Not fifty years since,” says Smiles, writing in z85j}, 
" it was the matter of the utmost difficulty to set an engine 
to work and sometimes of equal difficulty to keep it going. 
Though fitted by competent observers it often would not go 
at all. Then the foreman of the factory at which it was made 
was sent for and he would almost live beside the machine 
for a month or more ; and after casing her here and serening 
her up there, putting in a new part and altering an old one, 
packing the piston and tightening the valves the machine 
would at len^h be got to work." 

It is ob^ious that under these conditions the spread of 
machinery would not be rapid- ^he inven tion of tools fot 
machine making was, therefore, epoch maVo^l Ifachines 
could at last be made by unsized persons who could be 
easily obtained, yhe number of machines could be indefi- 
nitely multiplied. J They were made with such perfect accuracy 
up to a thousandth part of an inch, that the long process of 
adjustment after erection could be dispensed with Machines. 

•When Brunei invented his block mschiues coosidetable time elapsed 
before he could find competent mechanics to construct them and even 
after they had been coostrocted he had great difficulty in finding 
competent hands to work them. Smiles. ’* Iron Workers," p. 179 
fSmiles, •' Industrial Blogtaphy,” p. »r*. 

J ■■ Industrial Biography," p. i8x. 
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^Decarnejmjich_cheaper as well as more reliable and there was { 
Sr;;;fiT^Jnd_i^eme'nOoadopX^^ WhST th^e' machines /' 

to make machines were Invented machine making was,' 
revolutionized and the adoption of machinery was consider-', 
ably accelerated.* 

Sir William Fairbairn stated that when he came to Man- 
chester in 1814 " vath the exception of very imperfect lathes 
and a few drills the whole of the machinery w'as executed by 
hand.” Clement’s planing machine (1825), his lathes (1827 
and 1828), Nasmyth’s steam hammer (1839), his machine for 
cutting key grooves in metal wheels of any diameter (1836), 
Roberts’ punching machine for drilling holes in iron plates 
(1848) were only a few of the inventions which revolutionized 
machine production and made iron bridges, railway loco- 
motives and iron steamers become practical possibilities.” 
"The great pioneers of machine tool-making were Maudslay, 
Murray of Leeds, Clement, Fox of Derby, Nasmyth, Roberts, 
Wdiitworth of Manchester, and Sir Peter Fairbairn of Leeds. ’’f 

Great Britain had to evolve engineering and create and 
tr'ain a race of engineers before she could carry out a radical 
transformation of her industrial rnethods. In the process 
sKe trained engineers not merely for herself but for all Europe.^ 
M^y inventions were also made by Americans and other' 
foreigners but these inventors were obliged to come to Great 
Britain to get them worked out and then as a rule the inven- 
tions were considerably improved upon. No other country.' 
had either the coal, the iron-founders or the skilled mechanics,-; 
to say nothing of the capital required. i 

An Englishman, William Wilkinson, had successfully 

•Report on the Esport ot Machinery, 1841, VII., p 96. " What 

used to be called tools rvere simple instruments as I .should call them 
such as hammers and chissels and files, hut those notv called tools 
are in fact machines and very important machines " (the witness 
instanced planing machines and engines for cutting wheels). " By 
the production of tools machinery is made by almost labourers and 
made mucli better. It required, without those tools, first-rate workmen 
and the tools that we now have also produce machinery at much less 
cost than they formerly did . . . hlost of the tools or machines 

used in machine making are self-acting and go on witliout the aid 
of men ; the man who works the planing machine is a labouring man 
earning his 12s. or 14J, a -vveek.” 

■f Fairbairn Presidential Address to British Association at Man- 
chester, i86i, . 
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started the Creusot Works in France m 1781*. Other 
Englishmen had taken over cotton spinning machinery, 
both Hargreaves’ jenny and Arkwright's water frame, and 
had started factories in France.f Although the export of 
r nany kij idspf machinery was prohtbited5£^'^25, r^^ip^ 
wasmevertheless freely smuggled out, the partTbeing mixw 
up with the parts_ of other machines the export of whichjvas 
permitted.^ A regular msurance business seems to have 
existed by which people who smuggled out machinery insured 
against the risk of its being stopped or confiscated. Machines 
were also erected from English drawings,^ while English 
artisans were to be found in factories and engineering shops 
all over the continent and in the United States, in spite of 
the fact that Ih^rohibition on emigration was only removed 
in jS 25^ when, ^flT'certain reservations, the SporTlif 
iiSiCmnerv was also pernutted.§^ 

I In the second great Conunission of 1S41, h eld to consider 
.the removal of all restrictions on the 'er^it of machines, 
this tenHency to hire English mana^rsTi&d Toremeirto work 
l^glish machines on the continent and train foreign workmen 
fis even more marked, as machines were more easdy obtained 
jand manufacturers complained bitterly of the way in which 

*DaIIot, “La revolution techniqoo . . . dans la metallurgle 
francaise” in Revue des doctrines economiques, >912. 

f Schmidt, Les debuts de find ustnecotontiierc cn France, i7$o>iSod 
in Rev. d'histoire tconomique, 1913. 

i An amusing account of two attempts by a Frenchman to smuggle 
out English cotton machinery in the eighteenth century is told by 
C. Sehnuiii m “Les dfbuts de I’lndoslrie cotonmfre 1760-1806" in 
“ Revue d'histoire £conomique “ i9i<, pP- 43-44- 
That it was not easy to obtain English machines the following 
account of an attempt to import them into France in 1798 will show 
“ After a penlous voyage pursued by many men-of-war Bauwens 
disembarked at Hamburg, where he hid himself at the house of his 
brother with the workmen be had brought with him. When these 
learned that it was in Pans or Ghent that they were to work, they 
fled and denounced Bauwens to the English minister. With five 
English who remained faithful Bauwens lied, crossed Belgium, the 
fragments of the machines hidden under his carnages. When he arnved 
m Pans he put them together.” Bauwens finally established a cotton 
factory at Ghent and employed over a thousand workmen but was 
ruined by the collapse in 1811. 

§ In 1825, before the repeal, 15,000 to ao.ooo British artisans were 
ssid to be in conlinental Europe of whom 1,500 to 2,000 were in the 
Iron Trade. Report, 1815, V.. p. 43. See also an article, Edinburgh 
Hevtew, 1819, Vol. 32, on "The Comparative Skill and Industry of 
rr.mce and England.” Also Report, 1825, V. p. 112. 
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forei^ers would tempt away their good workmen * JIany 1 
Englishmen also had set up businesses on the continent,.' 
notably in France and Germany, to evade the tariffs. They,) 
too, took out English engineers and operatives to train the! 
unskilled continental workmen. When England developed! 
after 1820 the tools for making machines, the continent was 
said to have gained an enormous advantage in making 
machinery for itself as then a lower degree of skill in the 
artisan was required, f 

From the foregoing sketch of the slow evolution of the 
steam engine and machinery it is obvious that had there 
been no other factors acting as a drag on the wheel yet the 

f ice of the industrial changes could not have been rapid, 
ot merely was the coming of machinery retarded by the - 
:ficiency of machines, their unsatisfactory nature, but the 
dislike of the hands to work in factories, the possibility of 
riots and machine breaking by those who thought they would 
be injured, and the increase of population which provided 
a larger number of hands always more ready to take up 
home work than factory work , all worked in the same direction. 
The soft fibre of wool introduced technical obstacles to the ' 
introduction of machinery in the woollen trade and made ' 
its adoption a slow process and this was also accentuated ’ 
by the shortage of raw wool, so that the machinery when *■ 
.set.up might not be fully emplo3'ed. On top of all this came 1 

•The storj’ of tlie estahlislunent of tlie flax-spinniug industry in 
France, as told by the witness Marsden, is typical of England's influence 
on the continental industrial revolution, (Report 1841, VII., -p. 91.) 
He went over to Mr. Slaberley, an Englishman who was making flax 
spinning maclainery in France, with one hundred English artisans 
and £6,000 worth of tools and, material. The French flax machinery 
makers who followed in his footsteps were said " to have purchased 
excellent tools of all descriptions from Manchester and heeds and 
purchased one specimen of the best models of macliines from the 
diflerent macliine makers in Leeds and other parts of the country and 
have established works for the purpose of making machines ; they 
have taken over the cleverest Englishmen they could get, not looking 
to the salary in the first instance but paying very enormous salaries 
to induce the cleverest men to go and having got the tools together 
with those clever men and the models of the machines smuggled out 
of this country they have been able to make machines . . . quite 

equal to any that I have seen made in England." 

flleports on the Export of Macliinery, 1S24, V., 1825, V., and 1841, 
\TI. 
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;the risk and expense of buttding and working a factory 
espeaaily when dealing with matenals liable to change m 
Uashion. The chief cause acting in the other direction and 
/making for the adoption of machinery was the scarcity of 
hands whi^ was most strongly felt in such a sparsely popu- 
^lated district as the North, and this partly accounts for the 
\ more rapid adoption of machinery there. In other cases 
^ machinery seems to have been introduced owing to trouble 
\ with the workmen and the inefficiency of domestic work 
jit is not surprising then, that it took seventy years (1770- 
' I1840) to introduce machinery into certain branches of the 
jcotton and woollen trades and that even then there was a 
' large survival of home work. 

! The distress of the years 1815-1830 is really due to the war 
,'and its after efiects and only in a small degree to the intro- 
Iduction of machinery, which, if it dispossessed people, slowly, 
on the one hand, created new occupations on the other. The 
industnes affected were chiefly new trades like iron, cotton 
^and engiueeruig and their expansion increased rather than 
■ diminished employment. Even where we find women 
{displaced by spinning machinery there was such au enormous 
Idemand for weavers that they found new openings at the 
jhand loom and in the weaving factories 
' In DO other country was the transition so slow as in this 
countrj'. Other nations were able to begin where Great 
Britain left off in her experiments and as they devdoped 
later their industrial revolution coincided with the raffways_^ 
whi<£'in“their case hastened the pace of thexhange. 

Although industrial conditions were eventually radically 
altered, they were by no means suddenly altered. If a date 
might be suggested when one might say that England had 
become “ revolutionized " and was something very different 
from the England of 1750. perhaps the Yejrs-183 0-1840 mig ht 
be chosen, though there is much to be said for plaang it 
even a decade later. 

By 1840, however, Great Britain had become a t5T3icaIIy 
industrial country instead of an agricultural one. "nie 
development between 1820 and 7840 of tools for making 
machinery had increased the output and use of machinery. 
Neilson’s hot blast, by maldng the production of iron cheaper, 
had reacted on the price of machinery, wliile the permission 
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to export machineiy after 1825 had stimulated the engineering’; 
trades by increasing the demand. The coal output hadfl 
increased considerably, the consumption being estimated atj 1 
30,000,000 tons in 1829.* By 1835 the cotton manufacture! | 
had become definitely a factory industry and wool, linen andl i 
silk were beginning to be transformed, f 

Thus the decade, 1830 to 1840, witnesses the triumph of" 
the factory system over domestic production and the position' 
which the new engineering, iron and coal trades were beginning 
to assume as typical features of British industrial life becomes 
obvious, k 

V. — ^Economic and Sociap Effects of the Change. 

The term “ industrial revolution ” is used, not because 
the process of the change was quick, but because when 
accomplished the _chang^ was fundamental. It involved, in 
the first place, as we have seen, the rise of new industries. ' 
This produced a second change, "namely, a radical trans-i.. 
formation of commerce. Great Britain bSame” organized 
fot^.mass production and world exchange. She began to 
depend as never before on overseas lands for raw materials 
like cotton and wool and on foreign countries for her markets. 
During the lastjh^ of the nineteenth century she became 
increasingly dependent on other countries for her food supply, 
paying for it with coal, manufactures, shipping and financial 
services.- The scale of exchange attained a magnitude hitherto, 
undreamed' of and new articles, bulky products, 'were dealt 
in to an extent that was not merely new but overshadowed, 
in importance the old historical spices and colonial products.! 
Thirdly, new districts came into prominence. In 1750 the;. 
South of England had been the richest part of the country and' 
the Eastern cormties of Norfolk and Suffolk and the West 
of England the chief manufacturing areas. In 1700 the 
six most populous counties were probably Middlesex, Somer- 
set, Devon, West Riding, Lincolnshire and Norfolk. The 

♦Thi.s was the estimate of a House of Lords Committee held in that 
year quoted " Galloway, Annals, 11 .," p. 462. Buddie, the great coal 
expert and viewer, put the amount at half this, viz., 15,300,000 tons, 
which shows that there was really no satisfactory basis for an accurate 
estimate. 

tC/. figures on p. 59 of the numbers of persons employed in factories. 
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I North was a poor, barren district with few roads, a struggling 
small cotton industry in Lancashire and a developing woollen 
findustiy of considerable importance in Yorkshire. There 
was a small coal export from the Tyne to London and the 
continent. By iSoo the population had increased to such 
an extent in Lancashire and the West Riding of Yorkshire 
that they began to rank as two of the most populous counties. 
New districts opened out in Scotland in Lanarkshire, in] 
connection with the coal and iron developments, and a cotton 
industry sprang up round Glasgow and Paisley. South' 
Wales, almost uninhabited in 1750, was transformed by 
Crawshay, of Cj-fartha, into a great iron making centre ; the, 
pottery ^stricte were revolutionized by Wedgwood and cheap 
transport by canals, while the development of coal, iron and 
steel made StaSordshire and Warwickshire rank in 1800 
along with Lancashire, Yorkslure and Jliddleses as the five 
most populous counties of England. The old textile districts 
of the South-East and South-West of England became 
relatively unimportant. Leeds and Huddersfield became 
the chi^ woollen centres in place of the West of England 
while Bradford inherited the worst»l trade of Norwi^, 
f The f ourth great change was the ^owth of towns PecpU 
’massed in numbers~oa the coal and i.on areas, the new unals 
enabled them to get food and fuel even is regions like the 
I North where the food supply was scanty. As there were no 
building restrictions houses were run up any fashion, often 
back to back. There were no regulations to prevent over- 
crowding or cellar dwdlings. ffhere were no arrangements 
for disposing of the house lefufe which always accumulates, 
ash-pits overflowed and spread\**a layer of abomination'' 
about the courts and streets ; there was no system of main 
drainage and no system of sanitaboi^ An adequate or dean 
water supply Imd on to the houses was rare unid after 1S50 p 

•Even in 1830 it was computed that 80.000 houses in London 
inhabitated by 640,000 persons were unsupphed with water. Jephson, 
" Sanitary Evolution of London " p ai The alternative was that 
" a very large proportion of the people could only obtain water from 
stand pipes erected m the courts or places and that only at intermittent 
intervals and not at all on Sundays The water is then kept m close, 
ill-ventilated tenements until it is required for use " Op. ctl . p. 31. 

" In Jacob’s island (in Bermondsey) there may be seen at any tune 
of the day women dipping water, with pads attached by ropes to the 
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The wells and pumps were quite insufficient for the numbers 
who wished to use them and the river and canal water was 
polluted and disgusting. / Towns had always been insanitary 
places suffering from pl^e, smaU-pox and other virulent 
fevers.] In the latter, half of the seventeenth century the 
de^h -irate of^th^ City of London was at the rate of eighty 
per" thousand, in the eighteenth, fifty per thousand.* This 
enormous death rate was due to the fact that tovm sanitation ■ 
was not known. The piling of the population on new areas 
made an existing evil much worse, it aggravated the filth, 
congestion and infection, and no machinery existed to grapple 
■\vith the problem. The Irish who migrated in large nmnbers • 
to furnish the hands required had a low standard and 
complicated the problem. 

In the new towns, as in the old, typhus and small-pox 
were chronic, fevers of all kinds were one of the greatest 
causes of pauperism and the cholera was a frequent visitant. 
Child mortality seems to have been exceptionally heav}' if 
Preston was a fair sample, j 

1ST July, 1837 — 30TH 3 uke, 1843. 

■ ' Average age at death. Above 5 years. Under $ yeats^ 

Ocntry ... 47-39 years ... §2.43% ... 17-57% 

Tradesmen... 31.63 „ ... 61.78 ... 38.22 

Operatives... 18.28 „ ... 44.58 ... 55-4^ 


Thus of the total deaths among operatives in these five years 
more than half occurred among children under five years 
of age. 

On top of the dirt and disease came the great difficulty 
of the disposal of the dead. The overcrowded state of the 
little town burial groxmds added to the horrors of town life 
and poisoned the water 5upply.| 


back of tie houses, from a foul, foetid ditch, its banks coated with a 
compound of mud and filth, and with offal and carrion— the water 
to be used for every purpose, culinary ones not excepted." Op. ctl., 
p. 23. quoting Report of General Board of Health, 1850, 

If this was the standard of the Metropolis it is clear that the early 
factory towns would not fare better. 

*Sir George Hewman, Chief Medical Officer, 3Imistry of Health, 
Lady Priestly Memorial Lecture, 1920. In 1917 the death rate for 
London was 13.6 per thousand. 

-j-Report on the State of the Large Towns, XVH.. 1844, p. 37. 


Appendix, 

tOf Clerkenwetl it was stated positively that " the shallow well water 
f ’the parish received the drainage water of Highgate cemetery, of 
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The fifth cha nge was involved in the biea k-up of h ome 
iindust^ and its replacement by the factory! Instead'of 
' manufactures being produced by families working with simple 
to^j.many of whom carried on an agricultural bye-employ- 
ment , the new unit consisted of large numbers of people' 
massed in one building or on one spot dependent on expeEsire 
machinery worked by water or steam power. The new 
machinery was far too costly for workmen to erect in thdr 
own homes, the use of steam or water as power to move 
the machines necessitated the combination and concentration 
of the operatives or “ hands ’* in one building and the condi- 
tions under which work was performed were radically altered. 
The various members of the family went out to their work 
in the monung and returned home at night. They often 
worked in different factories. The man could 'no longer 
cornhine industry with a little farming. He became anf 
attendant on a machine, his actions governed by that machine' 
and his livelihood dependent on the demand for the product! 
of the machine. Another result was that in many cases the 
wo^ became more monotonous. “ A spioneris required to do 
'Hut one thing throughout his whole life : to watch a pair of 
wheels and to walk three steps forward and three steps 
badiward."* 

The sixth change consisted in the new relation s between 
capiHTInd labour, i.t., Tjetween employer and e'niployeT 
The new type oTIndnstrial production needed considerable 
command of capital, it became more difficult to rise in the 
world and as capital became the most prominent feature of 
nineteenth century industriahsm it became increasingly 
an object of criticism and attack 

numerous burial grounds, and of Ilie innumerable cesspools of the 
district." Jepbsoa, p. 23 The bunal ground in Russell Court, off 
Drury Dane, where the whole ground which by constant burials had 
been raised several feet, was " a mass of corruptiou*’ which ''polluted 
the air the living had to breathe and poisoned the well water which 
in default of other they often bad to drmk." 0 ^. eif.. p. 36. Dickens 
gives a gruesome account of another such burial ground m Bleak 
House where Lady Deadlock goes to visit the grave of her 'over. 
Both Martin Chuzzlewitt and Bleak Kotise describe the fcv«s of the 
time and there was Sarah Gamp as a nurse to add a new horror to 
sickness. 

•Report, cp. etl , 1840, XXIV, p 682, 
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The man with capital was no new feature in Enghsh 
industrial life. The t3^ical capitahst had been, however, a 
giver-out-of-orders, and often of raw materials, which people 
executed in their own homes, in their own way and in their 
own time. While they often were very dependent on the 
inan who. gave them orders the scarcity of labourers and the 
possibility of agricultural work somewhat mitigated their 
position and working at their own pace made it seem as if 
they enjoyed a good deal of personal independence. The 
v/orkers were so scattered that they had no strong class 
feeling of resentment against the merchant employer. Iti 
was easy for a man to become a httle master on his own 
accotmt and he w'ould not be wiUing to combine against the 
position of those to whose ranks he hoped to attain. 

With the new factory system the position of the worker 
changed. He became niore dependent on the employer as it 
became more~difficuIt for hitn to fall back” bn agricrulture, 
e^ea^y with the increasing growth of large farms. There 
waTa rise of a new mone3^ed class, often from his own ranks and 
to them he felt he owed no loyalty. He resented the new 
factory owner driving in his carriage and pair which seemed to 
have been unlawfully obtained out of the labour of the worker. 
The old ties with the village, the squire, the parson or the priest 
were broken when he had to go to the towns for work. For 
his social life he was driven back on his fellow operatives. 
These were vitally interested in their rates of pay and condi- 
tions. Massed together they could discuss their grievances 
and the operative became “ class conscious.” All through 
the eighteenth ceiitury trade iinions had been developing, , 
their’ object being to secure aT standard' wage or a' limitation 
of., .hours.. The State was prepared, however, to enforce a 
system of wages and hours and did not approve of trade 
unions attempting to do its business. Thus when they; 
became prominent they were prohibited as were the I/)ndon ; 
Tailors in 1721. Trade unions continued to appear and,' 
under the scare of the French revolution these prohibitions 
w'ere renewed in 1799 and 1800.'’= In this case, however, the 
State__was_so_cpmpletely laissez-faire that it instituted no 
^andard of .wages and "hours 'and even repealed, in 1813, 
those that had existed from 1563.! It was, however, 
•39 G.III. c,8i. 39&40 Gii'rrc.io6. fs Eliz., c. 4. 
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I impossible for men closely assodated in their work not to fonn 
\soine kind of combination for their common interests, and 
Itrade unions continu^ to eadst disguised as friendly societies. 

form of thrift which the Government encouraged They 
^iWere, however, local in action and confined to a group of 
/artisans of a particular town. It was the railways which 
enabled them to become nationaTsodetTesi Any common" 
'^action by the men could always be checked and their memben 
•prosecuted under tie Combination Acts or the common law — 
I for Conspiracy. Until The Combinatimi Acts wei^repealed 
in 1824-1825 the worker, though beginning to Be organized 
\ on" a local basis* was fairly hehilesgjo effect any betterment . 
j 10^ his position as he had no vote and did not therefore count 
I in politics to an extent that would give him a_powerfuJ 
j leverage. Rioting_jvas his only chance of expressing dis- 
content anfl*^ there were no police the militaryjroidd be 
\ called out to keep order. ' 

The sodal residts of the new methods were not altogether 
bad though the transition stage gave rise to many abuses 
and the situation was complicated by the Frendi wars which 
made raw materiab and markets very uncertain at a time 
when Great Britain was organizing for world sales. 

' So far as the worker was concerned, once the transitio n, 
/period was over a man was physically better off” in a well 
ventilated factory than when he worked in a home littered 
Jwitb the mess of the family production. He no longer ate. 
jdrank and slept with the refuse of Ms work. 

Many Commissions brought out the fact that the weavers’ 
homes were by no means ideal places, though of course they 
varied. 

“ In some parts of Bethnal Green and Spitalfields, inhabited 
by weavers, every house ought long ago to have been con- 
demned and razed to the ground. Ruinous buildings, streets 
without sewers, overflowing privies and cesspools and open 
ditches filled with a black putrifying mass of corruption 
infecting the air for miles round render the district the atede 
of disease and death. There are streets and alleys from 
which typhus fever is never absent the year round. 

“ With regard to health, having seen the domestic weaver 

•The sheannea of the West of England seem, however, to have 
been m close touch with the sfaearmra of Yorkshire 
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in his miserable apartments, and the power loom weaver in 
the factory, I do not hesitate to say that the advantages 
are all on the side of the latter. The one, if a steady work- ! 
man, confines himself to a single room in which he eats,) 
drinks and sleeps and breathes throughout the day an impure’s 
air. The other has not only the exercise of walking to and; 
from the factory but when there lives and breathes in a large' 
roomy apartment in which the air is constantly changed.' 
Some of the factories I have visited are models of neatness ; 
cleanliness- and- perfect ventilation ; and there is no reason; 
all should not be the same."* 

The description just quoted deals with the older trade of 
silk, but in the new industry of cotton persons working in 
their own homes seem to have been in an equally bad position. 

“ Weaving as a domestic occupation, among the hand loom 
cotton weavers, is carried on in circumstances more prejudidal 
to health, and at a greater sacrifice of personal cornfort, than 
weaving in any other branch. The great majority of hand 
loom cotton weavers work in cellars, sufficiently light to 
enable them to throw the shuttle, but cheerless because seldom 
visited by the sun. The reason cellars are chosen is that 
cotton requires to be woven damp. The air must therefore 
be cool and moist instead of warm and dry. Unhappily the 
medium which might be preserved without injury to the 
constitution and which is preserved in the best power loom 
factories, the impoverished hand loom cotton weavers are 
obliged often to disregard. I have seen them working in 
cellars dug out of an undrained swamp ; the streets formed 
by their houses without sewers and flooded with rain ; the 
water therefore running down the bare walls of the cellars 
and rendering them unfit for the abode of dogs or rats.”t 
It is scarcely surprising that the hand loom weavers were 
described by the Commissioner as " never a healthy or strong 
class of people, ”{ and it is difficult to conceive that the 
factories would not be better from the point of view of the 
health of the. worker. 

Tt' is dear from the report of the Commissioners thatj 
weavers in factories were paid in 1840 better wages than; 

*'Hand Loom Weavers’ Eeport, 1840, p. 681. Hickson. 
tHand Loom Weavers. XXIV., 1840, p. 645. Hickson’s Report. 
t It>. p. 425- o 
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home workers and had more tegular work. The amount 
paid to factory weavers in Gloucestershire was ns. gi. a 
week in 1840, the out-door master only got 8s, and the 
journeyman 5s. •jd * The wages were also _more_5te^ 
“ because a manufacturer finds that it is“ more difficult 
lower thirty or forty men working under a roof and who are 
in communication with each otl^ than to lov»er the wages 
of thirty or forty isolated out-door weavers who, owing to 
a surplus of hands, are ever ready to undersell each other."t 
In times of slack trade the master who gave out work 
was able to withhold work without loss to himself but not 
so the employer with a factory. " It is well known that 
factory hands when dispersed are not again colIect^__in^a 
state of effidency without consideiable;tini:eV-trouble~and 
loss ... the poiver loom manufacturer may, but rarely 
does, work short time ... he never risks the dispersion 
of his work-people by leaving them totally without employ- 
ment "J 

Although the sentimentalists were shocked at the break up 
of family hf e, yet the Commissioner considered that “ dotnsstit- 
h^^^iness is not promoted but impaired by al^thejnembeia. 
of aTanulyTnuddUng together and jostling each_<rtber_con- 
stantfy in the same room”§ In the opinion of the Com- 
missioner the man was improved morally by working «gulat, 
hours, II which 'w ere said to engender regClat haTufs.”" 

'One great advantage of the factory system was that it 
became possible for the workers to combine and enforce 
’Hand I,ooia Weavers, 1840. p 404. e/ , also p 649. “ Factory 
hands earn about a weeh more " 

fReport, 9p. ett , p 424. ' Low as is his (the outdoor weaver's) 
pay he would be better ofl i this amount was regular, if he knew every 
week that he would have that certain sum This is nal the case, 
his work is extremely irregular, his means of subsistence are conse- 
quently precarious, he therefore possesses no certainty of habit or 
concentration of his energies ” 

tHand Loom Weavers, T840, ^ 630 Muggeridge's Report. Gaskeil 
pomts out, op. ctt , p 43, that employers did not reduce the wages of 
their cotton spinners la factories *’ knowmg that the lower the work- 
people ate reduced in circumstances the less dependence can be placed 
on their labour “ 

%Ib , #> 682 , ^ 

II Mr Cobden is of opuilon that the factory system by its regularity 
IS workmg a marked and derided improvement in the character oi the 

Irish population with whidi Sfmdiester IS inundated " 7b, p dol 
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decent coudiUoiis, a t.tandaid wage, shorter hours and payment'' 
in full in coin and not in truck. ’ 

The domestic worker who depended on an employer who 
gave or withheld orders as he chose was not in a strong 
position for bargaining when workers were scattered and 
ignoraiit of the price usually paid or the state of the market. 
Although spinners were so scarce one must remember that 
spinning was always wretchedly paid. 

Indeed, domestic industry had always been badly paid 
because the workers were too scattered to combine. Gaskell, 
who idealized the sj-steni of home work, says that “ a family 
of four adult persons with two children as winders earned at 
the end of the last and at the commencement of the present 
centun* per week when working ten hours per day ; when 
work was jrressed th.e}’ could, of course, cam more.”* He 
adnuts that they had animal food very rarely and lived on 
“ meal or r^’c irread, eggs, cliecse, milk and l^uttcr, the use of 
tea being quite unknown.”t He mentions that the factor)' 
operative had “ a limited supply of animal food once a day 
joined with copious dilutions of weak tea.” 

The home worker was frequently paid in truck and had to 
submit to tlie most arbitrary deductions from his wages.^ 
The effect of the coining of mdchihery was' tcT'incr'ease the 
tendency to pay in tnick or make men buy their goods at 
an employer’s sliop at enhanced prices. In the country' 
districts where the water factories settled or where mines 
developed there were no shops and few houses. The result 
was that the factor)' or mine owner ran up houses and let 
* " Artisans nnd Srachincry," p. 24. 
toy Cl!., p. iS. G.-iskcll wns a surgeon. 

"trclkin mentions th.il in 1S.J7 five k indred frame work knitters 
earned £ig\, the deductions were t/j-i, leaving tiicm or 41. Sd. a 
week. lie says in 1845 " in eight of the villages in oiir distriet it was 
found Uiat of eighteen bagmen only two paid wliolly in wages." " His- 
tory of H.acliinc Wrought Hosiery and X,ace " (1S67), p. 459. 

An cjitraordinary c.asc of a frame work knitter working at home who 
wns made to p.ay rent for a maciune that wns liis own is given in the 
Report on Fr.amc Work Knitters, XV., p. 76. 

Saimicl Jennings in giving evidence said : " I worked for T. P., of 
Hinckley, nnd every tiinc I took my worJ: in he used to tell me if I 
did not lay the wlsole of my money out in the shop he could not give 
me any work, and besides that the frame was my own but I had to 
pay rent to him for it that lie should employ me because I could not 
get employment anywhere else." 
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/ them to the work-peopJe and deducted the rents — often high 
\ rents—from their wages.* He also built a shop and in many 
cases a public house and the hands were forced to deal at 
the shop. They frequently got credit at the shop in advance ; 
they became hopelessly bound to their master by debt and 
could not leave his emidoy. In cases where th ey were nmd 
in goods and not in coin they had no mone y to move LWd 
were equally bound, ** Around many mills a fixed'^^Satioh 
has arisen which is as much a part and parcel of the property 
of the master as bis maclunety.’' The following is an account 
of payment in truck given by a witness before the enquiry 
in 1S45 :t 

“ In the whole of that time, within a week or two of two 
years all the money that I received of my employer was 
i 6 s. 6d. and los. 6d. of that I had of him to pay interest of 
the pawn-tickets where I bad pledged things for necessities 
for my wife and family when I could get no money in order 
to buy tilings be did not seU in cases of sickness. When 
Saturday night came I had to turn out with a cert^n quantity 
of meat and candles or tobacco or ale or wha tever I_b ad 
drawn as uages to dispose of at 3 scrious,loss I used to takV 
a can of ale to the barber to get shaved ~mth and a can of 
ale to the sweep to sweep my chimney. 1 was in good receipt 
of wages and in company with my neighbours I used to take 
in a newspaper and I was obliged to take a pound of candles 
at yd. and leave it for the newspaper the price of which was 
4^d. I used to take my beef at yd. a pound and sell it to 
the coal woman that I had my coals of for 5<f , and any bit 
of sugar or tea or an>'thing of the kind that my employer 
did not sell I used to get from the grocer living at the bottom 
of the yard by swapping soap and starch ” 


It is worth noticing, however, that the women did not 
disapprove of this payment in kind. H effectu^y kept_the 
workman from the_pofalic house or beer shop because he Jiad 
•The cottages were let at a rent which brought la 13I per cent 
•• This profitable return is burdened with no drawbati ; no rent is 
lost, every pay night it is deducted from the wages GaskeU, op. 
at., PP. 244-303. fly building cottages near the mill tlie employer wm 
able to begin work earher in the tnoraing, shorten the hours for meals 
and ^so^k late at night. 

fFrame Work Knitters Report, 1845. XV., p. 
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no nipney and his earnings took the fonn of articles consumed 
Bv his wife and children.^ • 


The" scandals of the truck system were attacked by the', 
Acj^o^ 183^^ but it was exceedingly didicult to stop the', 
practice" although in many distnets the good employers 1 
handed themselves together to obtain evidence and prosecute 
the truck masters.! The growing strength of the trade 
unions after 1S50 did much to put an end to the system 
blit where -home woric still existed truck continued to flourish.! 


The prevention of track was placed under the factor}- 
inspectors 30.1887. ' - - — 

One great advantage of the factory system was the general' 
deyclo;[3mgnt_of_intcl!igence.that seems to have taken place' 
among "the artisans collected in the early factories. They 
formed trade mrions and in these early trade unions the man 


got his training as a member of a group and was educated 
through industrial to political citirenship.§ 


• Ib., p. £1. 

t" There tire five .Vnti-Truck Associations in South Stafionlshirc. 
. . . We have ample funchs to c.arry on prosecution.-, and to iiiain- 

t.aiii men who in conscriucncc of joining n.s in our efforts have been 
tltrowii out of cmploymetit by truck paying masters. The cost of 
tlic.se together has nmonnted to upwards of fjioo iu ten months. Wo 
have l.aid between five hundred and .six himdrcd informations and 


obtrdiicd about two hundred .and fifty convictions and notwitlrstanding 
thi.s I do not think we have reduced Uic amount of truck five per 
cent." Report on Minc.s. Home,', May, 1851, in XXIII. of 1851 

P- ‘'.^ 3 - 

+ Report on Truck, 1S70. 

£Gucst, in " A Compendious History of the Cotton Manufacture," 
published in 1823, devotes a cliaptcr to the " change of tlic diaractcr 
and manners in the population superinduced by the cxtcu.sion of the 
Colton Manniacture." 


" Tile opcT.ativc workmen being thrown togctlicr in great numbers 
had their fnailfics sharpened and improved by constant communica- 
tion. Conversation wandered over n variety of topics not before 
ess.ayed and the questions of Peace and War which interested them 
importantly inasmuch as they might produce a rise or fall of wages, 
became highly iutercsting and this brought them into the vast field 
of politics and dismissions on the character of their government and 
the men who compo.'ed it. They took a greater ir.terc.st in the defeats 
and victories of their country'.s arms and from being only a few degrees 
above their cattle in the sc.alc of intellect they became Political Citizens. 

" The faciiity with which the wcavcr.s ciiangcd their masters, tlie 
constant effort to find out and obtain the largest remuncralion for 
their labour, the excitement to ingenuity which the higher wages for 
fine manufactures and skilful workmanship produced and a conviction 
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It is true that the worker disliked the regularity aud the 
“ tyranny of the factory bell ” and the Commissioner recorded 
“ evei^here I observed a visible reluctance to working in 
factories.”* There was strong feeling against worWng under 
superintendence and being subject to a foreman’s orders. 
When the family broke up into independent working units 
and the boys kept their money to themselves and married 
when they chose and when the girls were mistresses, too, of 
their own earnings the loss of the family wage tended to 
lessen the stability of life. The loss of the bye-employment 
also worked in the same direction. The spedaijration of 
workers in a factory and the growth of occupations for boys 
which led nowhere and merely turned out unskilled labourers 
were poor alternatives for the aU-rouod industrial training 
a boy got in the home where industry was carried on. I It 
must, however, be remembered that family work and the 
family wage often meant that the members of the family 
were sweated by their parents or the wife by the bu5b3nd.Jr 
[On the other hand endless new opportunities were opened 
out by the new industrial developments. The transport 
' trades expanded__aQd wanted men as drivers a^d”ffi5HT0 
' ttfanage the barges and load and unload the^goods at the 
' wharves and these occupations were by no means monotonous. 
The buil ding , trades ^ere.ctyiag out for hands ^ erect the 
new towns and factories, coal miners were wanted, so were 
engineers of all kinds as well as men to work in the blast 
furnaces, iron works and chenucat factories. ^lany of the se 
new occupations were dangerous o r u nple asant '^ut ail the 
that they depended maialT^J Ifietfowii exertions produced in them 
that invaluable feeling, a spirit of freedom and independence and that 
guarantee for good conduct and improvement of manners a con* 
sdousness of the value of efarrseter and of their own weight and 
importance " 

On the other hand GaskeH laments the decadence in the character 
of the factory artisan and considers the home worker an infinitely 
superior person. Gaskell, " Artisans," p aa, 1836 : " That he was 
inferior in some respects js not dem^ : be could seldom read freely 
or write at aU, but he went to cdtordi of chapel with exemplary 
puuctualitv ; he produced comparatively speaking but little work but 
he was weU clothed and well fed; he knew nothing of_ clubs for raving 
politicians, or combinations which could place him in opposition to 
his employer but be was respectful and attentive to his superiors, 
and fulfilled his contracts to the letter.’* 

• 76., p. 649. 
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factoty and metallurgical workers seem to have been well^ 
paid. when compared ^A^th the home workers. The factories! 
were not popular at first as they limited a man’s independence' 
and lowered Ms social status since he was no longer a 
“ master,” and liigher wages were necessarj' to attract opera- 
rives into the factories. 

The ovenvork of cliildren was not new* but it was brought ' 
into special prominence in this period and the einls were 
recognized and combatted. 

Conditions of work in the home were bi' no means ideal 
and the ovenvork of cliildren did not begin with the factories.' 
“ The creatures were set to wor.k as soon as they could crawl 
and their parents w'cre the hardest of task-masters,” t w'as 
oue description of cliildrcn’s work in pre-factory days. TMs 
is borne out by a description of the bovhood of Crompton, t 
“ I recollect that soon after I was able to walk I was employed 
in the cotton manufacture. Sly mother used to bat the 
cotton wool in a wire riddle. It was then put into a deep 
brov.Ti mug with a strong ley of soap and suds. Jly mother 
then tucked up my petticoats about my waist and put me 
into the tub to tread upon the cotton at the bottom. When 
a second riddicfu! was batted I was lifted out, it was placed 
in the mug and I again trod it down. This process was 
continued till the mug became so full that I could not longer 
safely stand in it, when a cliair was placed beside it and 
I held on by the back.” We should to-day consider it per- 
fectly preposterous to put a tiny cMld in petticoats into 
strong, soapy w’ater, possibly cold, for it to work its little 
feet up and down cleaning cotton w'ool. Nor had matters 
changed niucli in.jcS(5d...,,A Commission reported in favour 
of legislation on the following ground : “ But more especially 
would Eucli legislation be a protection and benefit to the great 
numbers of ver>- young children, who in many branches of 
manufacture are Irept at protracted and injurious labour 
in sm^all, crowded, dirty and ill-ventilated places of work 
by 'tbeif parents'." It is unhappily to a painful degree apparent 
through the whole of the evidence that against no persons 

♦ Cualop, “ Apprciiliceslup and Child Labour," pp. 99-101. 

t Cooke T.aylor, " Notes of a Tour in the Manufacturing Districts.'' 

+ I-rcijcU, " Life of Crompton." 
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I do the children of both sexes need so much protection as 
1 against their parents 

/ The early water frames were worked by paupeiLapprsutices. 
The machines were low and children could more easily work 
them than adults. These apprentices were housed and fed 
by the employer and as they were a peculiarly helpless, 
friendless class, there were grave abuses, but even here the 
children seem in some places to have been kindly treated.f 
The pauper apprentices seem to have become rare by 
j8i6.J They were but a temporary expedient owing to 
the fact that the early factories were set up in the country 
near water-falls where the population was so sparse that 
labour had to be imported. As soon as the newer factories 
could obtain steam power they set up on the coal fields and 
in towns and they hired children who lived with their parents. 
There was then no need for the employer to feed or house 
the children, who at least enjoyed the shelter of a home 
\The con ditioa of children's work in factories was very trying. 
There was the heated atmosphere, often eighty to eigStj^ve 
, degrees, and there was an enormous amount of dust. (lu 
I some departments of cotton spinning it was impossible, 
j according to evidence given in 1816, to see across the toom.p 


• Report, 1866, "V , p n 

fAn appalliag account of the sufferiugsof ose BImeoe, a pauper sent 
up to Lancashire from St. Raocraa to work in a cotton mill, u given 
in the " Memoir of Robert Blmcoe." iSjJ (John Brown) “ When 
Blincoe could not or did not keep pace with the machinery the over- 
looker used to tie him up by the wrists to a cross beau and keep him 
suspended over the machinery till lus agony was extreme. To avoid 
the machinery he had to draw up fais legs every time it came out or 
returned. To lift the apprentices up by their ears, shake them violently 
and then dash them down upon the floor with the utmost fury was one 
of the many inhuman sports in Litton JIiU in which the overseers 
appeared to take ddight^' (p. 39 ) 

On 'the other hand, in the " Life of Kitty Wilkinson," by W. R. 
Rathb^e, we read ip. S5) : *' Long afterwards when Kitty was a 
wotuan ishe used to look longingly back to those Caton days (where 
she worked in a cotton mill and was lodged in the ‘prentice house) and 
would often say, ' If ever there was a heaven upon earth it was that 
apprentice ''house where we were brought up in such ignorance of 
evu and where Mr. Norton, the manager of the mill, was a father to 
us all.* Sometimes she was so happy she would smg for joy.' 

♦Report on 'children in Litton iulls. 1816. 

§Minutes of Evidence taken before the Select Committee on the 
State of Children in Factories, 1816. Ill 
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Then there was also the strain of keeping pace with the 
machir.en'. The hours worked were, in 181G, anji;lung from 
twelve, to- fourteen with onh'- one hour off for dinner. The' 
other meals were apparently eaten vdhie work was going on. i 
The children were all this time on their feet, moving to and ’ 
fro the whole twelve or fourteen hours. In the" case of 
the water mills they had to work overtime to make up for 
irregularity in the water supply. 

There was abundant eridenco that the hours worked were 
far too long though the Commissioners reported in 1833 that 
the hours were even longer in the homes where they considered 
that the work was performed under more unwholesome 
conditions. 

liy’ iSib very few children under ten seem to have been' 
employed in the factories investigated. 

Steam power was far more regular than water and the 
gradual adoption of the .steam engine obnated much over- 
time pressure. 

The tendency of factories to settle in towns and use steam 
is especially noticeable after 1815. 

The emjdoyment of steam as power meant that the 1 
macluneiy became larger and more powerful and the machines ; 
were no longer suitable for very young cliildren, and their i 
place v.'as taken by older children and women. From the? 
very first attempts were made to regulate the abuses of 
child labour. In 17S4 the JIanche.stor magistrates decided 
not to apprentice children to any mills where they had to- 
work more than ten hours a, day..'^ In 1802 an Act w’as,. 
passed limiting the hours of apprentices in cotton and woollen 
factories to twelve and proliibiting night work. It also 
laid down regulations for their education and attendance at* 
church and was called “ Tlie Health, .and. Morals of Appren-'- ' 
When the faeforios grew up in towns? oTdirniry; 
children were employed and were not apprenticed. As the 
Act providing -for. compuisory apprenticesliip was repealed in 
1813 ; they thus escaped legislative protection. In.1819 this 
was remedied and no child was allowed in a cotton factory til! 
it was nine, and from nine to sixteen, tr;elvc hours were 


Hutchins & H.'.m'son, " Histoiy of Factory Legislation," p. o. 
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jltije masimuin limit to be worked • The Act did not apply, 

1 1 however, to other textiles like woollen or worsted. Jhese 
Acte were not really effective tiH 1833 whfin-inspectors_w'S^ 
Vappointed and the Acte were ext^dSd to fndtida not merely 
I cotton but woollen, worsted, flax, silk and linen mills. Thus 
Athe abuses of child labour in factories were eventually stopped 
Was it was easier to regulate conditions of employment in a 
'factory than in the home. Indeed, even before regulation 
Ithe conditions of work seem to have been betterinthe factories 
than in the home.t The Factory Acts did not, however, 
apply to mining where children went down into the pit at 
.a very early age, sometimes at five, to sit in the dark all 
'day and open and shut the trap doors for ventilation. The 
'older children were used in some iflstricts to drag along the 
jcoal in trucks or baskets to the pit’s mouth. Although to a 
modem observer the conditions appear terrible, t hree o ut 
o^the five Commissioners who investigated the condition of 
I women and chlldren'in mines in 1842 reported that the general 
\Iiealth'of the children was good and ascribed.it lo the_gQod 
they obtaincd^a.a result of the hi^b $ The bad 
jeonaifTons in mines were not tackled 

■It IS difficult to see )iow loos hours could hare been worked in 
winter when artificial light other than bmps and candles scarcely 
existed. In 1833, in the Reporton Children in Factories, some factories 
in Cheshire were lit by gas, but la the majority of cases where the 
lighting is mentioned it is usualljr candles or lamps. Gas seems to 
have been very unusual. 

t" It appears that of all the employments to which chflclren are 
subjected those canied on in the factories are amongst the least 
laborious and of all departments of indoor labour amongst the least 
unwholesome. Hand loom weavers, frame work knitters, lace runners 
and work people engaged in other lines of domestic maanfacture are 
in most cases worked at an earlier age for longer hours and for less 
wages than tlie body of chddren employed la tactories." Report of 
the Commissioners to enquire into the Condition of Childreu in 
Factories, XX., 1833. p. 51. 

JRepo.t of the Assistant Commissioners to enquire into the Condition 
of Women and Children in Mines, 1842. XVI., pp. I43, igi-iga, 3<5' 

" The collier children always look well and the medical evidence 
abundantly proves their gen«al good health . . . the children 
after their day's work appear as playful as school boys come out ol 
school." This was not true, however, of the East of Scotland [p. 396). 
"'Nevertheless the contrast is most striking between the broad, stalwart 
frame of the swarthy collier as be stalks home all grime and muscle 
and the puny, pallid, stanrelmg btUe weaver with his dirty white 
apron and feminine look. There carmot he stronger proof that it is 
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After the passing of the Factory Act of 1833 there were ' 
grave diftkulties. Of the 40,000 children thrown out of work,* ' 
not one in a hundred was sent to school, as their parents, ' 
now tliat the cliildren’s earnings had stopped, were less able 
to pay school fees than before. They tried to get the children 
employment in factories not imdcr the Act, such as bleac hing 
or dyeing or sent -them intp„collierics. If they could not do 
this the children ran wild' about the streets. Thej' often lost 
t he b enefit of the industrial training and got no other. Where 
they did get taken on in other factories this flood of children 
lowered tlie wages of those already working in them. It 
was quite ob\'ious that an educational system would have to 
be de\’ised to deal with the child till it w'as nine. The dame 
schools in garrets and cellars seem to have been a much worse 
alternative than the factory. | 

The ultimate olTect of the factor}- system as regards children 
was to .make their condition decidedly better. Their ex- 
ploitation in the home Ijecame more difficult when they had 
to be in school a large part of their time and their overwork 
in the factories was stopped by the law and the inspectors. 
Their wretched condition in the mines was brought to light 
and drastically dealt with in.1842, females not being allowed, 
underground at all and Imys only at the age of ten. 

not muscular exertion wliicU hurts a man." />. 193. " The medical 
men almost unanimously agree th.nt there is no disease pcailiar to 
collier children." (p. lo.j.) 

*Hanc! Loom Weavers, 16.. iS.^o, p. 0S6. 

t " With few c.xccptions Die uauic .schools arc dark and confined. 
Many are damp and dirty, more Uian one half of them are used as 
dwelling, donnitorj- and school room, accommodating in many cases 
n family of seven or eight persons ; above forty of them are cellars. 
Of the common day schools in the poorer di.slrict.s it is difficult to 
convey an ndcqnalc idea ; so close and ofiensive is the atmosphere 
in many of thein as to be intolcT.able to a person entering from the 
open air, more especially as the hour for quitting school approaches. 

, . . Mr. tVood . . . notices particularly a school in a garret 

up tlirce pair of dark, broken stairs with forty cliildren in the compass 
of ten feet by nine, wiicrc on a perch forming a triangle with the corner 
of the room sat a cock and two hens ; under a stump bed immediately 
bcneatli was a dog kennel in the occupation of three black terriers 
v.'ho.sc barking added to the noise of the children and the cackling of 
tlic fowls on the approach of a stranger wa.s almost deafening. There 
was only one small windov/ at which sat the master obstructing three- 
fourtlis of the li.gbt.’' llcport on the Sanitary Condition of the 
Labouring Classes, Appendix, Liverpool, i8.j4, XVII. 
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f The factor}’ restrictions led eventually to the^tate-edocat, 
lion otih g^ chij^ the scope of uhich is ever widening as is 
/idso^be scope of the protective measures designed to help 
jchildren. Indeed, the twentieth ccntuiy promise to be the 
penlury of the child. We hai-e seen that by I’Sso the factoiy’ 
system was not developed to any great extent except in cotton 
[and in the spinning of wool, worsted and linen, therefore 
the^ffectfve enforcement of the Factory Acts accompanied 
the spread of machiner}' in the textiles and gradually miti’ 
(gated its abuses in other trades as machinerj' spread to themj 
’ Piqbablv I hejnarned jv^an-was the most unfavoucabl}! 
flgected . Spinning wasTHefirst thing'to-be'TevoIutiomz^” 
iSmcB textile trade and she was the sgmster — the producer 
/of yarn./ She had, if married, to choose between remaining 
in the home and becoming dependent on what the man 
chose to give her out of his wage or going to «ork in the 
factory and leaving the home. The man’s wage hadjjot 
l^en_fix^ on the basis of keeping a family. It-tetms'to 
have'Been taken for granted thafthe'woi?tan would largely 
support herself and that the children would largely support 
themselves.* When the woman’s earnings declined the 
family income was insuflident, the man’s wages were not 
adjusted to meet the deficit and the woman w-ho does not 
like to skimp the children and date not skimp the wage-eainet 
is always the one to go short first. I The family income became 
so small when the women’s and ^dren’s earnings declined 
that the Poor Law had to step-in, especially in the South of 
England, and wages’ ‘tv’ere subsidized j VThe reform of 
by cutting off the doles, nrassitated^the -readjustment _of 
^ges^to a point where the man could maintain a family.^ 

Much of the success of the domestic worker had depended 
on the fact that he could control a cheap labour snppl^^in - 

•This facility which once existed for a mother and her children to 
procure sufficient money to support herself and tie family without 
assistance from the father was naturally productive of early marriages, 
it was a certain income to the bnsband and bis own wages he employed 
for his own immediate purposes, be they good or be they dissolute, 

The Commissioner speaks of the wife and children being " now 
unable to support themselves "and the husband is obliged to maintain 
them out of his wages." Hand I<oom Weavers' Commission, 1841, 
X., fi. 46. 

tOn the rise of wages in the nm-teenth century, tee Bowley, ' History 
of Wages in the Nineteenth Ce.-«tiiJ7." 
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_hisj(vife and children or apgrentices. This laid the work: 
of wife and children open'tb considerahle sweating and verv ■ 
long hours were worked. It is possible that the dependence 
of the wife on the husband received a “ set-off ” in the fact . 
that she had only domestic duties to perform and had not ' 
got to cam her living as well. If she did choose to go into 
a factory it may well have meant a welcome relief and change 
from the home. 

On the other hand, the factoiy system probably meant 
ttiore independence for. the^ young, unmarried woman.* She 
could now go into the factory and eam'hcr'own livdng apart 
from the family and get her own money to herself. Probably 
neither the single nor married woman regarded it as a hard- 
sliip to go to the factorj'. In country districts, however, 
where there were no factories, the only alternative to domestic 
production was domestic service or field work and these 
alternatives to home ^vork were unpopular. Women are 
social gregarious creatures and factorj* life seems to attract 
them. After all “ the home ” is not always a little sLv- 
xodined rose-covered cottage but is often one or two over 
crowded rooms in a dt3’ slum and to go out to work makes 
a “ bit of n change." 

One must alwa5’S guard against imagining that things were 
spccialK* bad liecause people complained. It is often the 
sign of an awakened public conscience when an enquiry is 
made and searclJights turned on certain trades by Com- 
missions and it doc.s not always mean that conditions have 

*" One of the Rrc.-itest advantages resulting from the progress of 
aianuiacturiiig industry and from severe inniiu.il labour being super- 
seded by roacl’.iuery is its tendency to raise the condition of women. 
The gre.it drawbaci: to female happiness among the middle and working 
classes is tlieir complete dependence and .ihnost helplessness in securing 
the nic.ins of subsistence. The want of other employment than the 
needle cheapens their labour, in ordinary cases, until it is almost 
valueless. In Lancashire profitable employment for females is abun- 
dant. Domestic servants arc in conscrpicnce so scarce tliat they can 
only be obtained from the neighbouring counties. A young woman 
prudent and careful and living wilii her parent.s from tlie age of i6 
to 25 may in that time .s.ivc £100 as a wedding portion. 1 believe 
it to be the interest of the community tliat every yoimg woman should 
have this in her power. She is not then driven into an early marriage 
by the necessity- of seeking a home ; and the consciousness of indepeu- 
dence, in being able to cam her ov/n living, is favourable to thedevdop- 
roentof hcrbcstrnor.il energies." Hand Ivoom Weavers, rSyo./i, 682. 
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suddenly become woise. (The evils become apparent when an 
enquiry is held but what one cannot judge is the number of 
those who are not affected at all or who are affected favourably \ 
People who are prosperous do not often say so for fear of"^ 
attracting the tax-gatherer or encouraging rivals to set up. 
It is always difffcult to leaKse that those who are articulate 
are often a minority. Englishmen are always despondent 


abo ut their own times. andiT 

teni^oranes iti“eveiy ijeriod so that their testimony would 
show that we bad gone downhill ever since the time of the 
Norman Conquest. One must remember that there were 
no police and that when riots occurred the militia would be 
called out to suppress the rioters. Therefore the calling out 
of the soldiers has nothing like the significance it would have 
to-day. Nor had people any other mode of expressing their 
sense of serious discontent tlian by rioting. They had no^ 
recognired trade unions by whidi they could bargain ^QT 
better terms, they haiTimj/otes with wmch to bring political 
pressure to bear. Acts of Violence we-eJbereforej^tlie_pnly 
means of drawing attention to their griev^ces. 'What is 
80 difficult to measure is the proportion between those who 
have given expression to their guevances and those who ate 
perfectly satisfied • 

It IS this silence of the well-to-do that makes it difircult 
to judge the extent to which the imddl^dasses were affected 
by the industrial revolution. Tffey certainly. jncreasedjiu 
numbers and wealth. Many woiHng men Tqse_itonL_the 


•One would imagme, for instance, from readmg the figures given 
in the " Labour Gazette." Jannaiy. 1914. f €, that Great Britain was 
m a state of continual industrial tnrmoi! in 1911. I9ta and 1913 


1911 

1912 

1913 


No of dispuUi 
htgun j»i (ock 

‘J03 

857 

1,462 


Zotof nttmbir of 
aori-peoplt 
involved 
961.9S0 
1,463,281 
677.254 


Duralion in 
wnrfeing 

10,319.591 

40,914.675 

ir,49i.'>oo 


Yet tbe official comuieut is- ** There have now been three years of 
good employment. During these three years of an exceptionally 
active demand for labour, rates of wages have improved m most 
industries so that the workers have benefited both by a greater volume 
of erapioyment and by higher rates of pay " 
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ranks and recruited the middle classes.* To mention only 
a: few i'' tliefe were ArkwrigEtrStrutt. Peel and Owen in the 
eotton industrj* ; Fairbairn, Nasmyth, and Maudslay among 
the makers of machinery ; Crawshay, of Cyfartha, and 
Wilkinson among the iron-founders ; Neilson, the inventor 
of the hot blast ; Gott and Horsfall among the woollen 
magnates ; Brindley, the canal engineer, and George Stephen- 
son, of Iccopotive fame.f^There was sometliing dramatic 
about the rise of these m^ from mere workmen to great 
captains of industry.) We do not, however, hear much of 
the great merchants who necessarily existed to dispose of 
the new manufacturing output, J of the builders who must 
have been in great request to erect the new factories and the 
new towns. A ne w race of contractors arose to make the 
canals, the new docks ‘and the railways 6f“'whom Brassey 
stood out pre-cmiuent. -)^ew race of coal nierchants emerged 
to furnish the new towns and factories nith the new fuel,§ 
while the shop-keeping class necessarily increased in Jill 
towns. 11 Banking also developed with the increas'e'bf business. 

It is interesting to speculate on the elTect of this increase 

•Many of the rich rn-anufactiircrs of Stockport, Hyde and Staley- 
bridge wore s.aid to liave been " halters, .shoemakers, carters and 
we.avers," Gaskcll, " Artis.-ins and Machinery,” p. 32, See also 
Ashton, Chapter IX., " The Iron Masters," p. 210. 

t " Liictioiiary of Xatioaal Biography,” also bmiles' " luvenlioii 
and Industry ,” ” Industrial Biography," " Lives of the Engiacers.” 

JFor tlie rise of a new merchant class in Bradford where Scotchmen 
and Germans migrated to undertake the disposal of Bradford goods, 
tee M. Law, " History of Bradford," p. 195. 

§This was not tnic of London where the c.visting coal merchants 
owned the wharves for unloading the coal ships, all coal being water 
bonie. It v.'as almost impossible for new coal merchants to set up 
in l^ndon till the raik.vay era. The railways provided trucks .and 
storage if required, while daily deliveries of truck loads could be 
obtained and men with sni.all capita] could then tmdertake coal iner- 
chanting and the number of London coal merchants increased rapidly. 
This information has been kindly supplied to me by 3 Ir. Dale. 

y The origin of a iiianufacluriug town is this : A manufactory is 
established, a number of labourers and artisans are collected — these 
have wants which must be supplied by the corn dealer, the butcher, 
the builder, the shop kceper~the latter wlicn added to the 
colony have themselves the need of the draper, the grocer, etc. 
Fresh multitudes of every variety of trade and business whether 
conducive to the wants or lu.vury of the inhabitants are superadded and 
thus a manufacturing town is formed." Guest, op. cit. (1S23), p. 4. 



loo The Industrial Revolution 

[in_Dum_be rs and vvealtli ofJUtjniddle-dass^on Ukii women- 
Among the Tigger merclmts, manvJactmcis and 
^shop-keepers the place of business became divorced jrom the 
home. The man began to sleq> in one placejind work in 
another, “AVhen the "home was over the shop the wif^elped 
' to _run,.the, business and marriage was as inu^a~'hasiness 
/ partnersliip for the shop-keeping and trading class as it was 
I for the artisan or farmer classes. With her isolation from 
i the business the won^ touch TOth ^ai js, her life became 

i narrowed, if 15 ss strenuous. When the children went to a 
1 boarding school “ to finish/’ or grew up, she was often con- 
l demned to a tea-drinking, fancy-work, district-visiting 
. existence after a few crowd^ years of child rearing 
1 With the growth of capital it became far more difEcult 
jfor a woma n to set up in business for herself, and as she 
was dcp nv^of any training m business, jrfdojvhooiLolten. 
' meant turn. . She 'could not “ carry on ' ' when the man died. 
It IS often not realued bow prevalent widowhood is. 
According to the Census of 1901 one woman in every eight 
over the age of twenty was a widow.* 

While many women no doubt lost greatly by bang “ out 
of business ” others probably greatly prefened the gentility 
of being a “ real lady ” jith nothing to do_~Tlus explains 
the early Victonan women, the viragos and the sugary 
nonentities as portrayed for us in Dickens, Thackeray or 
Jliss Austen. The viragos were women who had not suJEdent 
outlet for tlicir energies, and the Esthers and Amelias were 
so genteel and amiable and futile because they had never 
been brought into contact with real life. 

) While there was some advantage as well as loss to the 
artisan in the change from home work to factory there is 
little doubt that from the point of view of the work turned 
lout it meant not merely a larger output but n CTeater_e ffidency 
\in production. The country weaver was apparentlyjieither 
(aTTrsf^cIais weavefTior u fiist-iate 'farmer. It was said in 
1840 that the Scottish manufacturers would not put out work 
with the hand loom weavers in the North of Ireland, although 
the work was done cheaper there by a tliird than in Glasgow 
because the country weavers were so ineffident-t 
•B. Iv, Hutchins. " The Working Life of Women " (igti), /’• 7- 
t" Weaving in Ireland is le#* an exclusive occupation than ia tbis 
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The same tiling was, true of agriculture. Gaskell, after 
expatiating on the great advantages to the weaver of the 
occupation of a few acres of land, says, “ It cannot indeed 
be denied that his farming was too often slovenly and con- 
ducted at times as a subordinate occupation and that the 
Iflltd^viclded but a small proportion of what under a better 
system of culture it was capable of producing.”* 

‘ Grcat Britain was outgroaing her oam food supply ; import 
in the absence of railwaj-s was very difiicult and e.\-pensive 
and bad farming was a national danger. Nor had the spinners 
been able to cope with the growing demand for yarn. 

As the output of yam increased the price dropped. It 
was said in iiS^O that the cost of spinning had declined from 
IS, 2 d. a pound to id. per pound, and that the raadiine yam 
was better than the hand spun.f This in Hs turn, meant a 
cheaper doth, larger sales,mad_yiiderjiiariie£.' 

It must not be forgotten that the effect of the industrial ‘ 
revolution was to enable Great Britain to surrdve a war lasting:, 
twenty-two years (1703-1S15) in which she not merely bore 
the bnmt of the sea fighting but subsidized a large part of 
Europe against the French. Napoleon’s difficulty lay in the 
fact that the English were so un-get-at-able once the Frendi 
sea pov.’er was broken. He therefore set out to destroy the 
source of Great Britain's prosperity, her overseas trade. 
Her increased production by machinery made it absolutdy 
essential that she should have large markets ; she was; 
organized for world production and it was the capital made 
in this wide-.sprcad trade that enabled her to buy allies and 
focus the opposition against the French Emperor. Napoleon 
did wot merely wish to destroy the sources of British economic 
strength, he washed to set France up in her place and to make 
France the great industrial jiation of Europe as she had- 
been prior to 1789. _ , 

Frencli industiy had been ruined by the collapse of credit j 

country. The vast maiority arc small occupiers of land and the 
weaver who is one day driving his pig to market, another digging his 
potatoes and a third getting a jot) at liarvest work can neither become 
an expert at tlic loom nor as carefnl a workman as one living in a 
large manufacturing town and giving his whole attention to the same 
operation." Hudson's Hcport, H.and I/)om W’eavcr.s, i8.jo, p. 647. 
•" Artisans and Machinery," p. 12. 
tHand Ix>om tVeavers, i8^o, p. 370. 
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and econonuc life geneially during the ten years following 
the Revolution. Napoleon had to reconstruct France indus- 
trially ; he was anxious to start machine prodnction partly 
to beat the English at their own game, partly to combat 
unemployment m France I! goods were to be produced by 
i^e French in quantities Napoleon needed markets. To keep 
^ritish goods out of Europe would give the reviving French 
industry an enormous opportunity. By his “ continental 
^s> stem ” Napoleon tried to exclude British goods from Europe, 
hoping thereby to rmn hjs antagonist and make France her 
industrial heir. The struggle between 1806 and 1812 was 
largely a struggle by France to wrest the industrial supremacy 
from Great Bntain. 


It was the development of the cotton industry that enabled 
Great Britain to find compensating markets in tropical and 
semi-tropical countnes for her products when she partly lost 
the European market for woollen goods. There was always a 
large smi^Iing trade with Europe carried on in British goods 
but the risks of capture and the detours of routes* so greatly 
enhanced the price that if Great Bntain had not been able to 
produce cheap yams by machinery and therefore cheap doth 
It would have been almost impr^ble for the continent to 
have bought her goods. They must have bought French goods 
‘instead. Therefore instead of trying to keep goods out of 
I Europe, as was the object of the blockade in the war of 1914- 
1918, Great Britain tried to thrust them in. Every sale she 
imade tended to limit the markets for French goods. 

' Napoleon failed to accomplish the ruin of Great Britrip, 
so strong was her economic position, and she emergedjn- 
1815 the work-shop of the world, the forg^ottECworld, the_ 

' T 5 aSkei“bf^ the worlcT and the world’s great^tjairiei. She 
• h^tallen'heir to the shipping supremacy oTthe Dutch and 
the industrial leadership the French. . , 

' The advantages of the new methods may be summansed 


'I^Mechanical production increased Great Britain’s wealth 
/and power and tended to make her the foremost industnal 
power in the world. It enabled her to hold her oivn against 
' Napoleon and in saving herself she saved Europe. It helped 

•English doth was at one time snuggled into 
Balkans and sugar was sold at Mayencc that had been landed at Riga. 
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her to lift the great burden of the war debt and lighten thej 
effect of the crushing taxation to pa)' the interest. It pro-, ; 
vided„niore_and_not less cmploynicnt, steadier woflpand 
better pa)'. " The B'ntisli artisan became unrivallcfl-.,as“ a 
sidlled “worker and helped to train Europe. The price of 
'textiles fell which enabled the British both to push markets 
abroad and provide cheaper, cleaner and healtliier clothing 
at hoJuc for cotton was pre-eminently washable as vvbol was 
not. 

In the traiLsition stage there was an increase of truck,') 
the pressure of cliildren’s work was probably increased, 
especially in the busy times. The horrible insanitary condi- 
tion of IiOndon was repeated over and over again in the new 
factory towns or in towns like Glasgow and Liverpool that 
were rapirlly increasing in size. Wiicre the competition of, 
home work entered into competition uith macliines the 
po.sition of the home worker became desperate. Although 
the younger men could go into the factories the older men, 
were probably thrown on to the scrap heap of the Poor Law.i 

After the transition was over conditions improved generally 
through the limitation of cliildrcn’s work by the Factory 
Acts and the development of sanitary reforms. Truck was 
gradually checked by Truck Acts and trade unions^ and 
wages rose. Very few ijc-ople can doubt that the homo wa.s, 
not a siutablc work-place and that to separate the home and, 
the workshop was a great sanitary gain. The general type’ 
of artisan improved in skill and intdligence. b 

On the other hand, there were certain jjermanent disadvan- 
tages in the change. There was a great increase in the 
monotony cf the work, there was a loss of independence, many 
employments such as iron-founding, chemicals and coal: 
mining became more arduous and more dangerous. There 
was a large yearly toll of industrial accidents. There also 
grew up a number of unskilled jobs for mere boys that led; 
nowhere, “ bh’nd alley ’’ employments, which tended to, 
manufactvrre paupers, not because they were “too old at) 
fort)',’’ but because they were “no good at twenty-five.”; 
We have seen that there were t%vo types of home workers,; 
those living in the country' carry'ing on a comI)ination of' 
agriculture and industry' and those \vho worked either in, 
the towns or in the country and were sx^edalized in industry. ; 
The first da.'^s suffered a considerable loss in stability They : 
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' could no longer fall back upon their farm or garden in bad 
; times ; the pure artisan probably gained, however, from the 
steadier work and higher wages offered by the factory. But 
'there was a general loss in stability owing to the loss of the 
jfamily earnings which constituted a sort of family insurance. 
IFinally, for good or for evil. Great Britain changed her charac- 
[ter Instead of being an agricultural country_feedingJieisilf 
jand everting corn with one great-indu 5 tria 1 'export..TVOQl, for 
iwliich she grew the bulk of her raw material herself and for 
the product of which there was a steady demand all over the 
world,* she became a coimtry of engineers, iron works,_coal 
mines, factories and chemical works. SEe*imported the bulk 
oTTier raw materials, both wool and cotton, and after 1870 
she imported hmmatite iron for add steel made by the 
Bessemer process. She imported after X846 the bulk of her 
food stuffs and relied chiefly upon the export of her manu- 
factured goods to pay for the food imports. (The old self- 
suffidog stability of the country had disappeared and she 
relied during the ninetecoth century to an ever-increasing 
extent upon foreign trade and exchange and upon the ability 
of new countries to grow her food and provide raw material} 
Very little was done to improve conditions in England till 
the tUrties, when a great era of reform took place. The 
braTn oftEe country was absorbed by the Freaai wars and 
their after effects. No one knew whether France might not 
break out again. Europe was seething with reflation and 
these political events absorbed the attention of statesmen to 
the exclusion of economic reform One must remember that 
the changes had been going on for about a hundred years if 
one dates them as beginning with N ewcomen's steam engine 
in lyiz.^and they probably did not ap^ar to contemporanes 
as revolutionary as they do to us.^ Nor had statesmen, any 
more than economic or industrial experts, any idea what to do 
to improve matters. The art and science of engineering were 
jnly beginning, hence preventive measures against accidents 
n both mines and factories took a long time to develop. The 
lUge mass of reports and inquiries with which the period 
aetween 1815 and 1840 abounds bears witness to the desire 

•There were fluctuations in particular places owing to wars. Norwich 
lufiered owing to the wars with Spam in the eighteenth century ana 
ilso felt severely the loss of the American colonies. 
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of tlie ruling classes to find out the real stale of affairs and 5 
if possiLIe |)ro\dde remedies. One is always struck by thej 
fact that tlie remedies proposed were so futile. They did not ‘ 
really know wliat to do. Sanitary engineering, too, was in 

infancy and the modem iron drain-j)ipe had not yet been 
evolved. It did not seem to be possible to make arrangements 
for an adequate water supply or for the wholesale recon- 
struction of houses and streets involved in a system of main 
drainage. Besides, no one believed that it would do any good 
if all this were done and until the municipal Reform Act of 
iS35 ,.it „v.-as impossible to get town authorities -vigorous, 
enough to take the matter in hand. Before any sanitary 
reform could be really effective three tilings were necessary’. 
They had to Imow what to do ; they had to have the 
appliances, such as drain pipes, to carry' out the schemes and 
they needed special jiowers to carry them out on a wholesale 
scale. It was difficult to get all three tilings to combine. 
The doctors began to have some idea how to fight the fevers ; 
the difficulties of the engineering problem and the state of 
the munidpalities held the reforms back. Nevertheless the 
population both in town and country increased rapidly, though 
as one reads the sanitary' reports it seems difficult to conceive 
how anybody was left alive at all.* Only, in 1848 was^ a 
beginning_madc by. the appointment of a Board of Ifealth tb~ 
tackle the problem and it almost at once fell foul of the 
engineers. I,ittlc was really done in the matter of effective 
sanitation till after the Crimean war. The appalling loss of 
life and the reforms instituted by Miss Nightingale advertised, 
the fact that sanitary measures could really' do some good 
and the science of p reventive nicdicinc developed hand in 
hand ■v\'itir_sanitaryy^cngineering. In tliis way Great Britain 
invented for the world the ivay to Ii\’e healthily in the mass ' 
in townsT It was' difficult, however, to condnee people that 
“ something ought to be done.” They were intensely' 
intere.sted in the state of their own and other people's souls, 
and they were by no means sure that hard work, disappoint- 
ment and privation were not designed by' an all-wise 
Pro-vidence to wean people from desiring to remain in this, 

•On the declining deatlx-rate sec an article in The Edmhurgh 
'Review, 1827: "Rise, Progress, and Present State of the Cotton 
Mannfacturc.” 
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Vale of Tears. It would be “made up" to them hereafter 
•when the7 lay safe in Abraham's bosom. // 

It was thought to be good discipline for people to work 
long hours. “ Satan finds some mischief still for idle hands 
to do,” was not merely embroidered on samplers but was a 
warning to be acted on while the “ busy bee ” improving •' each 
shining hour " seemed to be a model person, and no one 
reflected that her end was to be smothered in a straw skep 
so that someone else might enjoy the honey. Illness equally 
was regarded as good for one and a discipline from the I,ord 
that it would be impious to prevent. Parents also honestly 
believed in the dictum of Solomon that “ to spare the rod 
was to spoil the child, ” and that whipping and disappointment 
were a good preparation for bliss hereafter. People were 
very hard on duldren generally, often from the kindest 
motives.* The evils of overwork, crowding and child labour 
were not new only a little more obvious, and after all “ people 
had lived through it before " There was a fatalistic attitude 
abroad. 3 ^e_economists taught that latstez 
only p ossible plan that would be fair to aU .alike,' £ach man’ 
woula'fheo seek out h!s own welfare and attain it if left 
untrammelled and the result would be the greatest happiness 
of the greatest number This was believed to be the ideal 
quite as firmly in Revolutionary France as in Conservative 
England. In fact, no 9 Qg_had the Jaiowledge'affirst to cope 
Vvith the new conditions. Only gradually did English states- 
inen work out for the United Kingdom and for other countries 
the way to combat the new evils through inspection. Factory 
Acts, Health Authorities and drainage. 

Thus the jnodeTn_ syste m of d rainag e which has made the 
modem system' oT ImH^to^Her m masses a healthy possi- 
bility took some decades to devise. The requisite appliances 
had to be invented and made, local authorities needw to be 
stirred to action involving so much ejcpense and reconstruction 
and people had to be educated to appreciate its importance. 

The same difficulties were encountered in mining. WTi^ 
the mine owners of Northumberland and Durham got ^r 

• Cf. The boyhood of Sir Walter Scott In Lockhart’s “life.” The 
irst sue children bom to Sir Walter Scott’s parents all died, wiuch 
ihoTs-s that child mortality was not confined to the poor as Sir Walter 
Scott's father was a Writer to the Signet. 
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Huniphrei^Dayey to invent-a^safet}- ]anip.jt..proved a .great ' 
boon but did uot involve much capital oiitlay. Other matters ,■ 
such as ventilating and double shafts involved large capital 
ciqrenditurc and were a doubtful venture, 'i'iifi-hnowledge 
pf rnuiing cugincciing was vera-. defective-; experts contra- 
dicted one another and a Committee wliich sat in 1835 to 
enquire into the dangers ih'’'mining and to propose remedies 
frankly stated that they did not know any remedies to 
recommend.* In factories, too, when it was so difficult, 
to get engineers to make the macliincs it was equally difficult 
to get them to make appliances to safeguard machines. The 
theorv' was honestly held that the longer hours people worked 
the larger would be the output and that the profit was made 
in the last hour. It took a long time to make people see 
.that long iiours did not pay in the long nm while “ industrial 
fati^e ” and its elTccts have only been scientificalh- studied 
during the recent war. As a matter of fact vriiat actually 
happened was that the power of dealing unth inanimate objects 
by mechanical means increased, man’s power over Nature 
increased, his power as a productive animal enormously 
increased but his new powers outstripped his power to remedy 
the e\'ils that the changes brought. His capadtj’ for produc- 
tion increased out of proportion to liis capacity for securing 
the welfare of the human instrument engaged in that produc: 
tion. It is the problem of the twentieth centurj' to invent 
a .social mechanism -to. promote human welfare which shall 
correspond “ in power to the industrial mtclirmi^m of last- 
century'../ But it must be remembered that machinery and 
mechanical transport have enabled the worldng classes to 
command . a variety- of, food, a-skandiud of dotliing and , a’ 
possib'iiit>' of change sucli as rvould not have been pos.sible 
for even princes and nobles three centuries ago.^. 

•1S35 V., p. vni. “ On a reviev.’ of their labonrs your Conunittce 
cannot but feel .'ipprcbensivc that they have in grcat in'^-'is'ue failed 
in devising adequate rcjacdies for the painful calamities they have 
had to investigate ; they entertain noUvith.standing a sanguine expecta- 
tion that the attention of the public will be availin.gly turned to tliis 
intcre.sting subject . . . The great di.ssimilarity of the niiner.-il 

stratifications of Uic kingdom, 0)_e constantly varying circumstance.^ of 
particular mines render it in their opinion impossible at present to lay 
dovra any precise directions or to form any rules of universal 
application.” 
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The general features of the industrial revolution in even- 
.country have been of intidwork and. domestic- 

(l^dwtion relatively to mflSilneuork in lactories, the ^ara- 
tion of_agriculture and industry as two separate purrs' 
the growth of to_wM, the deavage of sodal dasses, the rise 
of hUgr"6usinesses and monster impersonal corporations, 
the growth of education under the supervision of the State 
and the authoritative regulation of industrial conditions 
so as to fix a imnimum standard 

Although the same features are encountered in each country' 
where the industrial rex’olution takes place, the sufferings of 
the readjustment were probably more severe in England than 
in any other country. In the first place by the time other 
countries had started England had worked out methods of 
dealing n-ith the most obvious of the evils. In other countries, 
too, the transition did not take place in the middle of a great 
war lasting twenty-two years (1793-1815) with only a short 
break. The after effects of the struggle in high taxation and 
'an exhausted continent unable to purchase except on a verj 
restricted scale were felt in the United Kingdom till 1840. 

] It was Great Britain that experimented with machines 
and bore the burden of the failures,^ Other countries ivere 
abl^d begin where' sBe left off. It was Great Bntain who 
.worked out through her oivn doctors and sanitary engineers^, 
the way to live healthily in the mass in towns. It was Great' 
^Britain who invented the factoryinspcctor,*lhe great instni; 
ment of State regulation and control. 

For the first three-quarters of the nineteenth centurj* 
although France was the second great' industrial nation and 
a rival of whom the Enghsh manufacturers were always 
afraid, the British were the great world manufacturers and 
traders Great Britain continued to influence the whole 
of the economic development throughout the world during 
the nineteenth century by her inventions in the technique 
of manufacturing and transport. The raw material producing 
countries were drawn upon to provide material for the work- 
shops of Northern Europe, the food producing countries were 
opened up to feed the population grouped on the coal and 
iron line of Europe. This great producing area looked in 


•Inspectors of the qual’ly 
the of l.ouis XIV.. but 


of the Roods had eiisted in France from 
not ol the social coaditioo of the werker 
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its tam to the rest of the world for its market. America, ’■ 
Asia and Africa became focussed upon Europe and the result i 
when the medianical transport developed b)' Great Britain- 
iiad prodded swift and rapid connection was to make the . 
world one great market. 

Tlie sixteenth centur\’ was the ccntur\’ when Spain s wayed ' 
the cconoTnic~'dC5ti nies of Eur op-e, the indies 'and the; 
Amcncas. Tlur~scventccnth~a huur v belo ngs, to Holland' 
wth her vast exchange business and shipping, the eiglitccnth 
is the century oJ Eraime with her great industrial, commercial 
and colonial development, and her leadership in ideas, but 
the nineteenth century is the Centura'' of the predominance 
and world-wide influence of this tiny island on the outskirts 
of Europe. 
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INDUSTRIAI. AND COMMaKOAI, POUCY M GREAT 
BRITAIN. DURING THE NINETEENTH CENTURY 
SYNOPSIS 

I — ViSSEI'PaJRE AhTJ THE REACTION 
Z — X793-Z815 Period of tie French W«s 

1— t8j5-i830. Penod of socul distress flue to ^fter efiects rf tie 
wars Heavy taxation fO pay fIie''fntereit”oa lt» 
National Debt. Spread of maehlhery, 

3— 1830-J830. Period of Reforms. - 

ta) Go-veninjent regulation of iDdnstiial condition*, lory 
HiunaBitanans led T)y~SbaItrtbuiy, 
l — Factory Act. 1833 CreaUos of inspector*, 
a — ^Xruck Act, 1831. Payment of Wages regulated. 

3 — Coal 21 ine* Act. 1842. Prolubitioa of female latwuz 

tmder ground. Sfuimum age of ro for boy miner* 

4— 1844) 

1847 r Tactory Acts ucluded women. Hours fixed. 
1850 1 

3—1848. Board of Health created. 

(b) Repeal of restriction* — £,aissez>faire — The Benthamitee. 

t — 1835 Trade unions permitted with certain reserva- 
tions. 

3—1823 Emigration free. 

3— 1823) 

and 1 Export ol machinery permitted. 

1843) / 

4 — 1834. Reform of the Poor Law. Free movement 

8— ^833. Reform of the mnniapalities 

6 — r826 Jomt stock banks other than the Bank of 
England 

7 Joint Slodc Companies with limited liability. 

*”1854 f Usury Laws 

9 — 1822-24) Reduction of the tanfi and the abolition 
1842-46 f of com and meat duties 

1853 1 Establishment of "free trade.” Taii 5 for 
1 860 j revenue only. 

Repeal of Shipping restrictioos and conse- 
^8 ^ I ‘l“ent freemg of the colonial trade. 
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Industrial and Commercial Policy 

In Great Britain tlie free traders v.erc the manufac- \ 
turcis and the land-on-ncrs -vrere the protectionists : on 
the continent the reverse was tlie case. 

The years iS.M-jS.jd marl: the crucial period of 
Government regulation of industry and free trade in 
commerce. 

(e) Growth of lalwur movement. Trades union movement, 
183.;. Chartist movement 1S38-1S53. Both im 
successful. 

(d) The coming of tlie raU tfays. 

1 — Great increase of employment. 

2 — Stimulated large husmesses. 

3 — Stimulated .agriculture. 

<! — Stimulated iron .and steel trades. 

^ — 1S50-1S73. The Good Years. 

(а) Great csT).aj)sion of tr.ade cspcci.ally mctalhirgica! indaslrle.s. 

I.arge foreign demand for rails .and maclnncs. 
The victory of the iron steamship. Increased 
demand for coal. 

(б) Rise of prices and greater rise of wages. Formation of trade 

luiions on a national basis. Factory Act, 1S67, 
included work-.shops and nou-tcntilcs. Successful 
devdopraent of co-operative movement, 

(ej Great Britain’s monopolistic position due to inability of 
Fr.ance to compete in the met.allurgic.al trades and 
to wars on the continent and the Civil War in the 
United States. Great Britain supplied the belli- 
gerents and financed constructional works in all 
parts of the world with the result tliat orders for 
equipment and renewals came to this country. 

(d) The development of mmiicipal activities. Four possible 
airrertivcs to Uic power of c-ipital emerged during 
this period — titc co-operative movement, the 
tr.ade union movement, increased factory legisla- 
tion, municipal action. 

3_iS73-iS 86. Tlie Gre.at Depression. General fall in prices. Cur- 
rency changes. 

(o) .Agriculture — depression due to wheat and meat imports 
which were facilitated by railway and steamslu'p. 
(6) Shipping — depression due to competition between steamship 
and Bailing ship, the Suez Canal, new typt's of 
steamships, 

(c) Iron and Steel trades — depression due to Bessemer process 

with reconstruction of the iron industiy. 

(d) Distributing trades: Alteration of trade routes due tj 

IheSuez Canal and the railways. Direct shipments 
to the continent, 

(e) The new German rivalry. 

6 1885-1914, Reaction from L.aisscz-fnire. 

1 Kew Colonial policy — constructive imperialism. 

2 Kew era of labour legislation. 
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3 — Hew policy tor diildren. 

4— Extended powers for trade unions, 1871-76 and 1006 

5— Rise of trusts. 

6~,}itvr agncultural^Ucy us Jrebnd and Great Bntam 

7— Transport. Fixfog ot railway rates. 18SS-1894 

8— Commerce. Comtserdal education ; proiision of com 

mercial intelligence ; consular service reorganised 

9 — Increase of nsunia^ activity ; tiamwaj's, electncity 

liousing. £_ 

Causes of the growth of State octioa: 

I — The great depression 
a — German inflnence 

3 — Intensified conipetltion due to railways 

4 — The labour movement 

5 — Influence of railnay amalgamations 

6 — Science — health movement — scientific investigation 
Increased expenditure met by Income Tax and Death Dnties 

II — Causes op the Sofkeuacv op GKear SmAjir ourwc the 

NDfETEHKTn CEVtUBV 

I— Pioneer 0! the new industrial technique— long start, 
s— Abundant supplies of coat and geographical situation of the coal 
fields 

3— The development of sliippug 
^—Financial connections all over the world 
3— British investments abroad 

III — Oftotvrn tK W’EtPARE OP the Wopeixc Classes prsiHe 

TBE Cesturv 

IV —The Contrast between tice Ikdivtpuausu op Great Britain , , 
AND French and Gersian pAjERNATj«'t T f 
Bt.tish economic development in the nmefeenth century owed 
notUng to State aid Bntuh indtviduabsm and French and German 
paternalism date from the seventeenth century. Jhe^u iyiva l.of^ 
serfdom and prevalence of feudalism made for paternal gov»ninent iq_ 
France and Germany. (Their earl y disappearance in CrwftBiitam^^ 
pjade^Qi indiyidual action "N The UlUuellCb ui ruticanism ^tked in 
the same^iiirection. The poverty of the EngUsh monarchs made it 
difficult for them to adopt a constructive pohey involving the expendi- 
ture of money. The tradition of laisseZ'faire was reproduced m the 
United States. DiSeient evolution in Ireland. 

V. The Economic Position op Great Britain in 1815 and 1914 

r.— L aissez-Faire and the Reactiov 

I N looking at British economic development dunug the nine- 
teenth century we can discern two main threads running 
through it. 

In the first place the nineteenth century is remarkable lor 
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tlie _grcat_ gQ^vt'H of the power o f capital. Starting with 
ordinary paitner^ps or one-man lirms, capital became 
mobilized in joi nt stock ban ks and in joint stocl: companies 
with lii nitcd liabili ty. These companies were able to under- 
take woriis on a scale liitherto undreamed of ; they were 
able to look ahead and sink inonet' and wait for returns ; 
they had beliind thorn great reserves of capital and could 
usually get more from their sharciioldcrs or by new issues.* 
Then with the comi ng of mechanical transp ort and the 
shrinkage of the world as a tradiiig area through the develop- 
ment "of rapid communications afforded by the telegraph,: 
railway- and steamship, the companies began to antalgamate' 
and combine, busine sses grew large r and were carried on in 
several countries, the power ot capital was enonnously 
increased, it beca me international in scop e and outgrew the 
boundaries of national sy.stcms. 

To tins growing dominance of capital there developed 
certain correctives or limitations. In the first place trade „ 
un ions increas e d in strength , the national societies coincided 
witlTthe growtlrot joint rtock companies and played, as far 
as Great Britain was concerned, an ever larger part in politics.! 
They were instrumental in obtaining a minimum wage,' 
shorter hours and the proper enforcement of the law as it ; 
existed with regard to truck and sanitation. They also 
provided a mechanism for bargaining. 

The co-operative distiibutive societies, wliich had been' 
the subject of unsuccessful experiments during the earlier 
years of the century, were started successfully upon what is 
known as the Rochdale system in 18.-54. aimed at 

eliminating “profit on price ” by selling at current rates and 
by returning the profits periodically to the purchasers in 
proportion to their purchases. With the extension of these 
societies,' each of wliich enjo}’s complete local aiitomony, the 
necessity for a central purchasing agency arose. They 
therefore formed a federation of societies for this purjiose 
-and the Co-o pcra~rivc"Vniolesal e Societies were started in 

•The iiumhcrof conip.vnic.s carrying on business under the Companies' 
Acts, was stated in 1906, to be more than .jo.ooo and the copital 
exceeded £2000 niilliou.s. Cd. 3052, 1906. 

•j-In 191 S tile members in 1,200 unions were said to be 6,620,000, of 
which 5,400,000 were men and 1,220,000 were v.-omcn. Labour Gazette, 
January, 1920, p. 7 . 
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]i 864, which returned the profit to the shops purchasing from 
|them in proportion to thdr purchases. The surplus the 
‘shops gained by having the dividend returned to them by 
the Wholesale Society was handed on again to the customers 
at the shops. From purchasing the Wholesale Socie tY started 
production in tEelr'own factorids andTanhs. The'undeiTv^ 

/Idea is to eliminate the capitalist ar^TStjfllih'a new system 

(based on co-operation. This is an instance of the mobilis ation 
of cap ital bv consumers as opposed to the mobiilsatioh of 
cap ital bv producer s.*" “ 

, I The development of mu nidpal activiti es after the reform 
of the mumdpalities in 1835 provided an^her-poSible' 
. corrective or limitation on caj»t^ by setting up a monopoly of 
'certain services, the profits on which were supposed to be 
given back to the rate-payers in cheaper services or in reduc- 
tion of the rates. 

The_State itself could not see this growing por^r.Qf.£apital 
imposing certain restrictions on' itslj eserdse and 
ihus there developed during tiie nineteenth century a e rgit 
bo dy of Company Law l aying down conditions undernhmb 
compames snouia woii£^ as to ensure publidty and honesty. 
A great indu strial _co de wa§ de ws^ setting up ^mnimum 
Below which no worker should ”lairin hours7 saoitatfoST'ot 
safety, the scope of wbidi was gradually enlarged to indude 
wages 

During the nineteenth century it has been the policy of 
the central government to r estore somethin? of the security 
of life imperilled by the industrial changes, henc e old ^ ge 
penaons, compensation for acddcnts^^ sidmess pisurance, 
labour exchanges to dovetail work If posable, and iSemptoy-^ 
rnent insurance. As apprenticeship, the old technical educa- 
tion, became less and less important with the ccamng^of 
madiinery, ji new system of general and teclmcal e ducati on 
had to be devised to take itsplace7~ Except in conne'ction with 
the Post Office and Savings Bank the Stete did not, before 

•The numhei oi membeia in the 1.36* disUihutive ttaduss sowtieS' 
was 3.547.567 in I9r6; tbeir safes were ,£125.363.364. ^le surplus 
on the year’s working was £16,650,576 and the diridends returned to 
purchasers were £13,394,854. The Co-operative Wholesale Socieues 
had 2.106 members in 1916, to whom their sales were £66,732,485 ena 
their surplus on the year’s working was £2.365.141 (Royal Commission 
on Income Tar, Cmd. 38S-5. Fifth Instalment.) 
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1914, engage in national trading although the municipalities' 
had started various fonns of municipal trading. \ 

The second great line of thought running through the 
luTsetccnth ccntuiv* is to be fouud in the fact that at the 
beginning of that ccnturj- the general thcorj' was that 
lajssca-fairc, involving free trade and free contract, was 
the pidy possible policy for a government to adopt or ior a 
free people to live j,inder. It was held to be unfair to deprive 
the worker of the right to sell his labour as he liked. The 
grouang class of manufacturers had become more important 
than the old landed interest and it was undesirable to hamper 
them in their acliwities as they would have to pay a large 
proportion of the taxation after the war. Between 1S15 
and 1840 trade was stagnant. It was to the new captains 
of industry’ that men looked to pioneer a reviv’al of trade and 
an increase of employment and nothing must be allowed to 
hinder the free exercise of their energies in production, in 
the opening of new markets and in the expansion of the old. 
The econorrusts seemed to teach that wages could not be 
raised either by any action of the government or by any 
combination on the part of the workers themselves. The 
capital in ea'stence was a result o f savin ?; in the p ast : that 
capltal was di\’ided bctv,'ecn plant, labour and raw materials. 
If labour temporarily got more than its share, then plant or 
raw materials would suffer, fewer people would be employ'cd, 
wages would decline and the ” Wages Fund ’* automatically 
sink back to its original sum. As the amount could not be- 
increased, if either by legislation or combination one class 
got more, then some other class must get less. I t was robbin g 
Petcr-to pay Paul to interfe re. Under the drcum.stances no 
govenimeffrfefTthat it could rightly’ interfere and the con-, 
ditions whidi mitigated the doctrine of the iron law of wages 
were not obvious at the time. _ • 

On the other hand it was also generally' bdieved that if 
wages were increased or if the price of com went down, more- 
marriages took place, more diildren were born and there was' 
a greater struggle for existence because more people existed^ 
to scramble for a share of the “ Wages Fund.” It made 
people afraid to do anything in the way' of philanthropy lest- 
they should increase that " d evastat ing torrent of children.” 

What with the economists.'wFo seemed to say’ that whatever i 
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was done was bound to be futUe, with the obnous misery 
of large families, the shortage in the food supply and the 
over-crowding that everyone saw around them and winch 
again the experts seemed to say would only be aggravated 
by anyone doing an3dhing to relieve it, one may pardon the 
early nineteenth century IegidatQrs_foT_feeling'‘that-his^ 
faire was the only possible line thaL.KQuld,£eriair to all. 
'Meanwhile the growing commerce was hampered'Tjy^an 
Antiquated system of customs, so elaborate as to be absolutely 
.unintelligible Great Britain was making a bid for the trade 
jof the world and to that end the greatest possible freedom 
^of export and import seemed desirable. Her system of taxa- 
tion had not been designed to reach the new rich and therefore 
a readjustment ot taxation was in any case desirable. The 
gubstitut io n of the I ncome Tar Heath Duties fortSe 

jrevenue obtaihed underthejiTd protective .system^eared 
..thrwdy'for free trade. Everyone, so it was thought, bene- 
jfited by exchauge, since nobody parted with go^s unless 
(they wanted what they got more than what they gave away. 
rThe greatest happiness of the greatest number would be 
J obtained by allowing free play for each person to attain his 

Ls.oal- 

1 Certain exceptions were, however, admitted. A child was 
jnot a “ free agent," therefore it shonld be protected by law. 
'Women were poor, weak, helpless creatures ; they, too. must 
,be protected and so there developed the beginning of an 
jindustrial code. Only very slowly and reluctantly did the 
legislature begin to include men. It was obvious throughout 
the century that the country had not been ruined by the 
restrictions on the work of women and children, that the 
most regulated industries, oitton and coal, had become the 
, two leading export industries. It_J2ecaine _cleaM:hat_the 
limitation of tours had meant greater efficiency and that 
sweating was nationally improvident ance the persons sweated 
, were ttown early on to the rubbish heap of the Fo ot L aw. 
It was obvious that the employer or joint stock company 
• could afford to wait, while the workman could not wait any 
•length of time, that he was ignorant of the state of the market 
'for his labour and was at a disadvantage in bargaining He 
(had no knowledge of safety appliances and could not by 
’Mmself inast on thdr being installed. He was himself often 
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most reUictaiit to use them when provided. There were} 
always good factories and good employers and it did not payj 
to let them be driven out of the trade by bad employers.*' 
Bc.sides, it is the business of the State to think in generations 
and not in tenns of inomentarj’ indi\ddual profit, therefore it 
must take long views and secure a health}' efficient population 
by preycnlive,,medicine.,arid.educatipn. As these diingi'ate 
cb^h' and need experts it is impossible for indirdduals to 
provide them in sufficient numbers or on a large enough scale. 
Hence the State must step in. TClSric unions \vere given 
special powers to safeguard the interests of meujuuder .the 
Arts of 1S75 and igcfi, while the I'actorj' Acts envisaged 
woiiicn and diildteri. 'After the depression of iSSfi and the 
new rivalry with Germany the State began to legislate more 
and more for the welfare of the indastrial classes. Laissez- 
faire was gradually abandoned not merely in industry but 
in agriculture, in colonial relatioj'.s, in Irish matters and in 
transport. Even in commerce free trade was challenged. 

There is a strildng contrast between the belief in the efficacyr 
of laissez-faire wludi prevailed for the first three-quarters of 
the nineteenth century and the growtli of State intervention 
and State control whidi have been the characteristic of the' 
last fifty years.! Thus the growth of capital and its correc- 
tives and the complete change of national policy are two 
features which seem to explain the nineteenth century as 
far as Great Britain's internal development is concerned. 

But one would get one’s perspective wrong if one concen- 
trated sold}' on national policy or the Labour movement or 
the organization of capital as the chief characteristic of the 
nineteenth centuiyi The dominant commercial position of 
Great Britain during the century is one of its most salient 
features. During that period the world’s trade pivoted on 
Great .Hri tain. She was the exchange place of the nations, 
tire finauder of the world, the developer of the undeveloped 
countries. Her ships, sailing or steam, w’erc to be met with 
at all times witltin the seven seas, she girded the earth with . 
her rails and moved bulky commodities and food stuffs ; 
with her locomotives and steam engines. She not merely 

‘Webb, S. & B., " Iii(lustrj.il Deniocracj- ’* Ch. on tlic Economists 
and the Higgling of the Jlarkct. 

tDiccj', " haw .and Public Opinion in the Nineteenth Century." 
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I maaufactured for the world but she helped to open up conti- 
I nents, to move millions of people to new countries to grow 
^new products and food. She helped to make man the 
, dominant power over nature. She stood to the world for 
power, enterprise, constructive ability, capadty and financial 
' strength. InadentaUyduringthccenturyshebecamethecentre 
] of two great Empires, one containing coloured races and mainly 
{ situated in tropical or semi-tropical areas and the other 
, consisting of people of her own race reproducing her own type 
^of institutions, the first requiring paternal government, 
the other a common economic, legal and fiscal agreement on 
.the basis of free allied peoples of one race and type. .. 

, T he nineteenth century as far as Great Britain is concern ed 
is a cen^rv of achieveWnt .Although no dotiSt hpTTTim 
will come to decline relati\*cly to that of some other Power 
hhe will have left an indelible impression on the world even 
greater than that of Rome. 

(i) During the ninctccaUi century there are certain well* 
/marked periods m English development. • From the outbreak 
of the French Revolutionary war in J?nt to i8i^ England 
W'as largely occupied by wars with France, yet during the 
whole period great internal changes were going on. An 
ag ricult ural revolution was bring accomplished leading to 
the ousting oftHe pcasantij* and the first phase of the indus- 
trial revolution, dr., the adoption of machinery in cotton 
'spinning and the accelerated development of coal mining, 
iron smelting and engineering, was proceeding at such a rate 
' as to make cotton and iron goods the prindpal-branches of 
' English trade. From about 1800 onwards machinery began 
to be increasingly used for spinning wool as well as cotton. 
Cotton was a new trade and comparativdy few people were 

•They may he summaiued as foUows; 

1. X793'-j8i 3. The period of the French Wars. 

Begiubigs of the industrial revolutuw. 
u._j8r&.]83o, Bepresston end readjustment after the WSr. 
La«sc*-faire. 

ill.— iSjo^sSfo. Period of Reforms. 

Iv. — 1850-1873. The good years. 

V. 1873-18S6. The great depression. 

>i. i 88$-I9I4. Ahaadonroent of laisser-faiie. 

The new iiTalry. 
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ousted by macliinery but \Yith wool it was different. This!: 
was a trade that was spread all over the country' and rvomen’s ) 
eaniinps were particularly' affected. From iSi.t t o 1830 * 
th ere was a gre at deal of unem ployment. The war deniantl"' 
had stopped, tliF^continent was exliauslcd and could not 
purchase largely, returned soldiers found a diSicuIty in obtain^ 
ing work, many of them took to weaving and increased the 
number of weavers struggling for orders. Accordingly’ 
sweated rates* were paid for piece-work to the domestic 
workers sucITas weavers and frame work knitters and this 
tended to prevent the raj)id sjwead of machinery'. Labour 
was so cheap that it scarcely paid to put in madiines. Cases 
arc mentioned by the Commissioners enquiring into the 
condition of hand loom weavers in 183.1 where employers 
gave up machinery' and went back to hand labour as it was 
cheaper. 

fThe period from 1S15 to 1830 was one of deep depression.) 
Taxation was crushing since the interest on tlie huge war 
debt had to be paid. 

Dimr IN' 1816, 

British, Irish. 

Piindcd - - £77=.7f’J.f)37 /.23.435.254 

Unfunded - C .{^..idy.soo I 5.3”1.992 

Aiiiniitic.'! and Interest 

funded - I 30.73U555 L 1.323.795 


Totai, 


/ 8 ^ 7 . 959,792 


£3O.o0.t,o.tlt 


The total debt amounted, therefore, to ,(878,023,833 in 1816. ’ 
As the Irish could not possibly meet the interest on their , 
portion of the debt it was added to the British debt in 1817 ' 
when tlie two Exchequers were merged. Thus the greater ' 
part of the interest on the Irish as well as the British debt ^ 

*The following shows the decline in the weekly c-iruings of home 
weavers given in the Report of the Select Committee on lland Ix)om 
Weaving, 1835, siii., p. 355*56. 

Lbs. oj load. 


1797-1804 - 26s. 8cf. - 28 1 

1S04-181S - J.|s. 7d. - 131 

181S-1S25 ' 61. od. - loS 

1S25-1S32 - 6 s. .^d, - 83 

1832-1834 - 5S. 6 d. • 83 


t" Public lucomc and Expenditure, 1869," XXXV., f. 306. 
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I had to be borne by Great Britan whose population in i8ii 
■) was 10,164.256 in England and Wales, 1,805.864 in Scotland 
] The Irish population was probably about 6 millions. 

Say, the French econon^, writing on “ England and the 
English people *' in 1815. says .* “ We shall not be far from 
the truth in asserting that the government consumes one-haU 

.the inconie_prgduced.by the sofl._the capital and the mdustry, 
oMhe Englis^eople^’ He goes,oa to point out that-tbe~ 
enoflirons-taSation made it impossible for the people to live 
TOthout viforldagtt 

I The English nation tn general," he says, “ with the 
exception of those favourites of fortune (the great land- 
Iholders and rich capitalists) is compelled to perpetual labour. 
jShe cannot rest. One never meets in England professed 
I idlers ; the moment a man appears unoccupied and looks 
[about him he is stared at. There are no coffee houses, no 
billiard rooms filled with idlers from morning till night and 
the public walks are deserted every day but Sunday. There 
everybody runs, absorbed in his own affairs. Those who 
allow themselves the smallest relaxation from their labours 
are promptly overtaken by ruin ” He considered that the 
English were relapsing into barbarism in consequence. 

I Taxation after the War fell heavily on articles of consumption 
‘because the Igco me Tax w^as repealed tn i 8igi_ and with that 
’went fourteen^Hions orrcvenue that had to be made up 
I somehow. Hence articles were taxed and retaxed until 
\ there was an intolerable confusion in the Customs which 
\ gave a point to the agitation for free trade. 

People were afraid to do anything for fear of making the 
< lot of the working classes worse. They were up against the 
I so-called law of the " Wages Fund ” which seemed to say 
that capital at any time was fi^d in amount, that labour’s 
^ share of that capital was automatically fixed and that any 
gain by one class must be at the expense of another class. 
It would therefore, be clearly unfair for the government to 
1 help one class of workers at the expense of another. More- 
iover, people believed that there was a law of population, 
'the discovery of which was ascribed to Malthus, by which 
i any rise in the standard of comfort would result in earlier 

•f>. 21 of translation (i 8 j 6) 

t/’- 23 
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marriages and in more children being bom. These, it wast’ 
held, would compete in their turn for work, wages would fall; 
and the result would be an intolerable struggle for employ-" 
ment, only intensified by the temporary improvement in 
conditions. 

(2)^Xhe fifteen years after the peace, 1S15-1830, were years! 
of,. great social difficulty.. The Poor Law was strained 
the Allowance system of doles in aid of wages, the.worldngl 
nien were not allowed till 1825 to help themselves by fonning' 
combinations.* Trade was stagnant and a great agricultursd 
depression set in which finally ruined the small farmers, 
already in difficulties, and accentuated the problem of unem- 
ployment by adch'ng them to the numbers of those seeking 
work. 

Lowe, w'riting in iS22,f reckoned that two to three hundred, 
thousand men had returned from the war to be re-absorbed 
in industrj’ ; he also considered that no less than 100,000 
dom estic manufacturers had lost their , work through the 
cessation of the demand for army clothing and armaments. 
Tliefe was no need, as has been observed before, for manu- 
facturers to put in machinery, labour was too plentiful and 
cheap to make it worth wliile to adopt machines. This 
abundance of very' cheap laimur, however disadvantageous 
morally, did help the manufacturers to maintain the manu- 
facturing and commercial supremacy of Great Britain by^ 
clieap production, as it had also helped them during the ; 
Napoleonic Wars. They could produce so cheaply that^ 
the doth had been able to stand the extra expense of smuggling 
it inside the continental blockade set up by Napoleon, and ■die J. 
high tariffs after the Peace could not keep it out. 

' “'After the Napoleonic wars,” says Profe.ssor J. Sliidd 
Nicholson, “ this country escaped bankruptcy and national 
ruin and eventually entered on a period of unprecedented .' 
prosperity. Amongst the causes and conditions favourable i > 
to tlu's escape and recovery -were : — ^'i'he lead taken by Greati , 
Britain first in the great industrial .revolution (and later in.; ; 
the grearirevoliition of transport).; the_ favourable balance^ 
of trade : the low cost of labour; retrendiment of further: 

•TWs w.-is not peculiar to England. It \v.is aiso a feature in demo- 
cratic revolutionary France. 

tJoscpli rx)v.-c, " State of Eacl.and." p. O2. 
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expenditure ; the reduction of taxation of property and 
income ; security against social revolution ; the dieck to 
inflation ; and the speedy return to normal foreign exchanges 
after the war.’’* 

But the labourer paid the price because it was he who 
was chiefly hit by the retrenchment of pubhc expenditure 
which meant less employment The abohtion of the Income 
Tax only meant an increase of indirect taxation which it 
is admitted falls more heavily, in proportion, on poor people 
than on the rich, the security of the social order meant severe 
repressive measures, with the military frequently called 
out since there were no organized police forces. The check 
to inflation by the return to cash payments in 1819 did, 
however, assist the labourer considerably by helping to 
lower prices. On the other hand it is certain that national 
bankruptcy would have meant even greater unemployment 
ind a riower recovery, since credit facilities, which enabled 
1 continual extension of buriness, would have failed ; tians* 
port would have remained unimproved and the railways, 
which did more than anything else to increase wealth, exchange 
md employment, would probably have not developed so 
sarly. 

It must again be repeated that to any one who studies 
;liis period closely j t_is not the coming of machinery butthe 
liter effects of the war that caused the social .trouble.of- 
:he decade after 1815. Not till 1840 did the burden really 
'row lighter, partly as a consequence of the reforms and 
jartly as a result of increased employment, itself a result of 
ncreased business due to the railways and the recovery^ of 
lurope which began to buy machines and textiles in increasing 
luantities. 

It is interesting to notice, however, that had as the condition 
>f the British domestic and agricultural workers seem to us 
0 have been, it compared very favourably with that oMbe 
orresponding SasseSronZtha' Continent.- "A great_ raqmry 
yas held into the condition of foreign labourers in 1834! 
nd the verdict was that wages in England were nearly double 
hose paid on the continent, that fuel was cheaper, clothing 

•'* Recovery after the Napoleonic Wars," Glasgow Herald, Jst 

tReport on the Poor Laws. 1834, Appendix F., Part II . Vol. XXXIX. 
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less expensive and mortality lower in Great Britain than/ 
elsewhere.’*' Although food in this country was said to. cost' 
more than on^the" continent, the liuglishman is represented", 
as enjojdng a much more generous diet as the continental! 
labourer verj’- rarely seems to have seen meat, “ In the: 
North of Europe the usual food seems to be potatoes and', 
oatmeal or rye bread accompanied frequently by fish butr 
onlj’’ occasionally by meat. . . . The French returns 
almost exclude fresh rneat.”t In 1839 Symons, an expert 
obscr\’’cr who had been one of the Commissioners appointed 
to investigate the condition of the liand loom weavers here 
in 1835, remarked frequently on the ^inferior condition of 
Fren ch housing.| Nor do^children seem' tb*'Kave 7 been in a' 
niore''{^’oufabie position on the continent imder either the 
domestic or the factory system. We find from the answers 
sent in to the British Government in 183.^ in reply to its 
questionnaire sent out for tire purpose of ascertaim'ng the 
condition of foreign labourers that it was quite usual for a 
child of five to contribute to the fanrilj’- income. 

The following budget speaks for itself. Annual earnings 
of a labourer’s rvife and children in France :§ 




£ 


Wife, 120 fr.ancs • 

• 

A 


Eldest bo3% So francs 

- 

3 

4 

Child, n years, 50 fr.ancs - 

- 

2 

0 

.. 8 .. 30 .. - 


1 

4 

■* 5 *• 

• 

0 

i6 


The employment of young children, especially orphans, 
was also a feature of the development of cotton spinning in 
France. Nor were conditions in the early factories any better 
tliere. A French doctor reporting favourably in the early 
nineteenth century on the “ paternal tenderness ” of a certain 
employer mentions incidentally that the children got up at 
5 o’clock, went to work at 5.30, at 9 had some bread and a 
half-hour’s rest, at 2 o'clock thej' dined and had one hour 
off and then they continued at work until S.H 

*Ib., p. cii. 

t/6., p, cii. 

t " Arts and Artisans at Home and Abroad." 

SQuoted Symons, np. cii., p. 5 ^}. 

IjSchmidt, C. : " L'industric cotonnidre en France " m Revue 
Sliistoire 6conomiquc, 1914. p. <8, 
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The fact tliat these conditions T\ere almost normal every- 
where, even where machinery had not as yet penetrated, 
makes the efforts of the English reformers all the more remark- 
able.^ They were constantly confronted with the bugbear 
of this cheap foreign labour which might take to raaniJacturing 
and undercut English pnees, and their opponents could 
correctly state that the English labourer was better off here 
than the corresponding labourer anywhere else. It was. 
a powerful argument for laissez-faire. On the other liand, 
Ihe'discontent with and determination to improve the rela- 
tively favourable state of things here does give some idea 
of the strength of the humanitarian feeling of the time 
especially when it is remembered that no one could know 
then that the country would not be ruined by the experiment 
and that the economic experts predicted disaster. A great 
deal of the reforming impetus arose from sheer religions 
conviction It was felt that with ineessaot work, people 
had CO time to devote to spiritual things. I^iLibe-4»t> 
l^actory Act of iSoi. regulating the labourjifjiauper apnren— 
nceSj made statutory pronaon for th'e attendance oi the 
,cEIl^en at c^r<^ Nothing is more striking than the way 
jfn which the early Commissioners always enquire into the 
[f‘ moral welfare" of the classes whose condition they are 
investigating • It was not always the cruelty to the body but 

•The following extract from the repoit prestuled by Commlislonw 
Teifcbild who enqtured into the conditioo of women and children is 
mines in Northiunbeiland and Durham (164}. XVI . p, $23) illustrates 
this pomt : 

" It struck me ss an sstonrdmi; fact when more than one boy both 
in pits and iron works, being closely pressed upon the subject, confessed 
that their sole knowledge of sacred and awful terms w« denvpi from 
theif daily desecration at the works The rase of witness No. j86, 
aged 14. who states that he never heard of hell except wheu he has 
heard men swearing about it, was neither solitary nor altogether 
uncommon." 

He continues : " The unbrolea monotony of the duty in conjunc- 
tion with Its duration , and ihe darkness, solitude and other peenhantirs 
of the scene of its performance, must at least blunt the feelings ard 
deaden the intellect so as to dimmish the capabilities of xecciring 
instruction. “ 

To us it seem*: quaint that people should consider a boy ought to 
have shorter hours to learn properly about hell but there was this 
strong feelmg among sincere people at the time and it made them 
press on the reforms. 

Compare also the Committee on Children’s Work in 1810. 
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the starving of the soul tliat moved many people to embark! 
ou the risky path of regulating the hours of labour. I 

(3) The tliird period, from 1830 to 1S50, witucsses a longn 
senes of refonns proceeding from two opposing quarters. | \ 
One group of Tory refonners headed by I.oid Shaftesbury; 
believed in making experiments to sec if some of the rnsible' 
evils could not be .stoppedi Lord Shaftesburj' liimself was a' 
deeply religious man and a pillar of the evangelical party, and 
many persons felt themselves quite safe in follom'ng liis lead. 
He had no axe to grind, he was a good man and being a lord 
would not wish for equalitj' as did those " mistaken persons,” 
the Jacobins in France. He seemed, therefore, to many 
persons to be the safest of gtu'des and tliis gave him a 
very strong position.* Tim result was the fsrst effective 
Factory Act in 1833, the novelty of which lay in the fact that 
it"j&<xited four iiispcctqrs. Giildrcn under nine had already 
been prohibited from eritering cotton factories in 1S19 but 
the law was evaded as there was no one whose business it 
was to sec that it was kept. For instance, how can anyone tell 
that a ciiild who is alleged to be nine, really is nine, in the 
absence of any birth certificate ? It was also uselc.ss to keep a 
cliild out of a cotton factory' till it was nine if it could go into a 
mine or into a printing or bleaching factory adjacent at the 
age of five. Other industries would necessarily have to be 
brought into line and better records \.ouId have to be kept 
if the larv were to be cfifective. l^e starting of tlie inspgc-! 
torate is therefore cpoch-maVdng.'Tt oiily meant ^t first State 
control of certain induVtri'es to prevent irreaclies of the law; 
it gradually extended its scope until in the United Kingdom' 
the State regulates the conditions of work in all factories and 
workshops and to a greater or lesser degree in all industries: 
and tlrat not merely for children but for women and men. i 

It was not the least important part of tlic work of the; 
inspectors to stimulate the adoption of inventioiis wluch 
should make for safety. They could insist by getting fresh’ 
legi.slatiou that the inventions utilized in the best mines and 
factories should be adopted by others and that a rninimura 
standard should be set up below which no business should fall. ; 

•Robert Given, the pioneer of factory reform in 1S19, iv.'is con.ridcrcd 
I'l 1830 to be a dangerous revolutionary, and OasUcr, anoltior advocate 
of reform, w.as impri.soncd for debt. 
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{As the inspectors were officials of the central government 
jthezJger&able. to ensure a stap<laid.Qf_UD iformity w hich would 
not have been possible had they been*~appointed by local 
(authorities. This type of legislation was copied in every 
country starting the new industrial methods. Abandoning 
the ideal of free competition and free contract, so dear to 


the English mind, tjie efio rts of the S^afteshury-partyJurtliei_ 
secured 101:831 an-Acta^insttnidrj n the texti le, the meta l. 


^u rgicalf and the nuningJndu stries. t tf'j^agauiit.the^ayineiit 
of w agesJg things other_than coin, th en ^rfvalpnt nhiigg 
^f the humamtarians prevented cisrdren going to a factory 
till they were nine they were equally impelled to assist in 
establishing some sort of education for a diild till it reached 
that age. It is no accident that the first effective Factory 
Act and the first State grant for schools come in the same 
year. A small sum ot£33.oqojvas.to faandvanced by.th e Stata_ 
in 1833 to help on the erection of schoorhuildingsJn.pooL. 

f areas/ Just as the Factory Acts were the beginniagjuhe 
i^u'striarcode and State regulation of I ndustnal co aditisas. 
so this was the beginning of the intervention of the State 
in education.* 

A ^ As the mines had got deeper with the ever increasing demand 
(for coal, conditions had become worse,"* explosions were fre- 
quent and ventilation and other safeguards were very 
deficient. With the great demand for coal and the scarcity 
|Of •noikers, women and very young children had been in- 
.cieasingly employed in the pits. Lord Shaftesbury wept on 
^0 attack this evil also with the result that women and child ren 
Were prohibited from going underground by an Act of 
{ a drastic interference with the liberty of adults to choose their 
'occupation — while from 1850, inspectors were appointejdJa. 
ensure_the-greater^afe'^ pf_nifin. Women were included in 
the Factory Acts and their hours limited and fixed within 
a definite period by the Statutes of 1844, 1847 and 1850. In 
/the forties the appallingly insanitary condition of the towns 
jwas brought to hght by a senes of enquiries, and the Board 
I of Health was instituted in 1848. with Lord Shaftesbury as a 
jrnPTnl^pr Tts^bj ect was to provide the elements of a decent 


•The State had since 1563 supervised the conditions of apprentice- 
ship which was the technical ^education of its day. hut compulsory 
apprenticeship was abolished in 1813. 
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life in the shape of a water supply, street scavenging and; 
main drainage. The health activity soon spread so as tof 
include the.prevention.of infectious "diseases. and fevers, and,’ 
after 1S72 concentrated on trying to keep people well and' 
not merdy cure them when they fell ill. Every hour of the 
day we dm now witness the engineering miracle of the great 
volume of dean water flowing into a town and the great 
mass of dirty fluid being drawn off. 

The second group of reformers believed that the ideal to 
be aimed at was the greatest happiness of the greatest niunber. 
This, they lidd, would be attained b)' Icadng each man free 
to work out his own salvation and make Iris own contracts 
unhindered. If free, he would always make the best bargain 
for himsdf. In trade, if each man were left alone to exchange 
goods fredy the best result, they held, for the nation would 
also be obtained as each man would act advantageously for 
himsdf and the sum total would be greater wealth. To ensure, 
perfect freedom any laws lundoriug free movement, free 
contract, free choice of an occupation or free sale should be 
sivept away. Each man would strive, unhampered, to obtain 
happiness and wealth in his own way and the sum total 
of happiness and prosperity would be greater than if he were 
cribbed, cabined, and confined by legislation. /. 

There was a rdigious motive at the back of tliis freedom 
movement also. The lai^sez-faire^parly. believed that the 
Ivord had endowcd^certain'^pedples with certain aptitudes 
and that mere man had no right to try and Iiinder them in 
the exercise of their faculties by putting man-made restric- 
tions in the w’ay of the exchan.gc of goods or utilization of 
thdr opportunities. It was deatly opposing the will of the 
Almight}', w’ho had endowed France with the climate to . 
produce wine and England with the climate and sldll to 
produce cotton, to place tariff barriers in the way of an^ 
exchange whidi was bound to prepare tlie way for the brother-w 
hood of man and universal peace by making each nation v 
dependent on the other. 

This point of view is well brought out in the follov.-ing 
passage which also shows how Great Britain considered that 
the natural division of labour was for her to mauiffacture 
and other people to grow raw materials for her use : 

" It is dearly seen that to our bdoved land Great Britain 
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has been assigned the high mission of manufacturing for het 
sister nations. Our irin beyond the sea shall send to us in 
our ships their cotton from the Mississippi valley. India 
shall contribute its jute. Russia its hemp and flax, Australia 
its 6ner wools and we with out supplies of coal and ironstone 
for our factories and workshops, our skilled mechanics and 
artificers and our vast capital, shall invent and construct 
the necessary machinery and weave these materials into 
fine cloth for the nations ; all shall be fashioned by us and 
made fit for the use of men. Our ships, which reach us laden 
with raw materials, shall return to all parts of the earth laden 
with these our higher products made from the crude. This 
exchange of raw ior finished products under the decrees of 
nature makes each nation the servant of the other and pro- 
claims the brotherhood of man. Peace and goodwill shall 
reign upon the earth, one nation after another must follow 
our example and free exchange of commodities shall evex}'- 
where prevail. Their ports shall open wide for the reception 
of our finished products as ours are open for their raw 
material." 

Xot merely ought there to be a general repeal of all laws 
hindering liberty in any form but ^ter their abolition these 
reformers held that the State ought to impose no more restric- 
tions and intervene as little as posable. (TWs group was 
following the ideas of Jeremy Bentham and was necessarily 
opposed to the tenets of the Shaftesbuty party which believed 
in imposing definite restrictions, especially for persons unable 
to bargain freely for themsdves./ 

(.The outcome of the work of the Benthamite party was a 
series of repeals of laws that had stood in the way of free 
contract or free traded 

/workmen were not allowed to form trade unions under the 
jCombination Laws of 1799-1800. In 1825 these laws were 
' modified and men w’ere allowed to combine for certain spedfied 
purposes. 1 The legislators were, however, careful to provide 
‘ that this liberty should not endanger the liberty of other 
\ people by undue pressure on the part of a group. Thia the 
'right of combinarion was hedged in with certain conditions 
designed to secure the liberty of other people. ^Englishmeu 
had been prohibited from emigrating to any place not within 
the Empire. This restriction was also removed at the Jiir.c 
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time and tliey obtained the right to choose their domicile 
cither in tliis country' or out of it.) A further step in the 
direction of the free choice of an occupation or domicile was 
found in the. reform -otAhe-JPoor Law-in 1S34. When the', 
system of^ doles was stopped a man was no longer bound 
to his parish. He had been legally aisle to move previously ^ 
but if he fell into pauperism he would have been removed to 
Iiis original parish for relief under the Settlement Laws. 
Hence the poor person often preferred to stay where he got 
regular relief rather than mor'e to another parish to be moved 
back again as a pauper. There was no incentive to move and 
get employment elsewhere. With the abolition of doles an 
able-bodied man was offered the work-house or had to seek 
for work. He got no more out-door relief. The result was 
that a large number migrated and were absorbed in buDding 
tlie railways. The laws of settlement were also modified in 
severing the last tic that bound a man to one particular’ 
spot. In tiiis way the legal hindrances to industrial liberty 
were removed. 

The municipalities were refonned in 1835 so as to break 
up the close monopoly which had governed the towns. The 
extension of the franchise revitalized all municipal govern- 
ment, and the Benthamites unconsciously prepared the way 
for the efficient working of the liealth refonus of the Shaftes- 
bury party by providing a local government whicli could 
carry those measures out. The recasting of munidpal 
government vrhicli followed these reforms paved the waj' 
for the development of municipal trading — a proceeding 
which would have filled the Benthamites with horror, as 
the}' disapproved both of officialdom and monopoly. 

Further refonus in the direction of commercial libert}' 
followed. 

The export of machineiy was permitted to a large extent! 
in 1S25, In many cases a license had to be obtained first. ■ 
It was completely freed in iS.|3. The Bank of England was ‘ 
deprived of its monopolistic position as the one great Joint / 
Stock Bank in 1826, and a great banking development ensued, i 
The promotion of joint stock companies was facilitated sa as I 
to allow of the much easier concentration of capital. Pre-/ 
%’iously companies had to get a cliarter from Parliament ; ‘ 
from 1S25 they were allowed to develop freely after complying ; 
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/ with certain legal directions intended to prevent fraud 

t The process of company formation was rendered easier 
in_ 1844; in^iS55, with certain exceptions such as banks, 
joint stock'^ottipanies were allowed to” limit~the •liability 
of their subscribers. In 1862 tWs pri\'ilege was extended to 
all trades * 

( •<_ The Usury Taws were partly repealed in 1833 and_finally 
in 1854, and there ceased to be any hindrance on the employ- 
ment of capital by limitations on the rate of interest. In 
general the greatest possible freedom was allowed to the 
accumulation of capital and the conduct of business. This 
I was fadhtated by the introduction of the penny postage .in 
/i_ 838, which opened the way for a vast increase of comiiiuni- 
1 cations 

( The duties on raw materials, lowered between 1822 and 18;^, 
were finally swept away between 1842 and 1846 ; the duties 
on half manufactured articles were substantially reduced, 
( in some cases abolished ; the duties on manufactured goods 
were also reduced or repealed. The duties on com and meat 
I went at the same time and only a few other food stuffs and 

) manufactures remained to be dealt with by Gladstone in 1853 
and i860. The pnndple was then adored that the tariff 
should henceforward for revenue only. ^ 

I Shipping had been deprived of much of its protection by 
•The expansion of this form of business may be seen from the 


following figures; 


t^umber of NomxMl 

Companxti Sfiart Capvfal 

Registered, Thousand £. 
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;i series of laws between 1822 and 1825, and by the reciprocity^ 
treaties concluded with foreign countries after that date.* ItJ 
was completely thrown, open to foreign competition by the’ 
abolition qCtlie ,Isavigatioii Acts in 1S49. Merchants were 
now' free to charter the cheapest ship, v.-hether English of 
American. Witli the Narigation Act went the remainder 
of the restrictions on colonial trade under " the old colonial 
system.” The colonists could from hencefonvard trade freely i 
with foreign countries, employ ships of any nationality they ' 
cliose, even in the inter-imperial trade, and admit foreigners' 
freely to their own markets. The coasting trade of the 
United Kingdom was also thrown open to all comers in 1854. 

Free Tradc_was victorious by 1850, but it must be remem- 
bered "that the tariff changes were ofdy a part of the general, 
moranent for tlic abolition of all restrictions. 

Although there was a free trade movement on the continent 
as well as in Great Britain the two movements differed 
fundamentally. The English free traders were the manu- 
facturers. They feared no competition and they wished to 
be able to get raw materials under the cheapest possible 
conditions. They also wished for the free import of com, 
partly because tliey thought that foreign countries could not 
pay for manufactures unless England would open her ports 
freel}' to their food stuffs. They also desired to stop a demand; 
for a rise of wages on account of dear food and they thought, 
that free imports would lower the price of food. Thej' con-, 
sidered that if the continent could sell the surjdus com to. 
Great Britain, the price of food would rise on the continent;’ 
and fall here, thus the great advantage of the continent in>. 
cheap labour based on cheap food might be neutralized. ' 
Hence the manufacturers financed the movement for the* 
repeal of the Com Laws. The Torj: agricultural party opposed/ 
it. They had no wish to bc"subjectcd to the effect of foreign; 
imports and urged the risluj of the min of English agriculture 
and the dangers of depending on a foreign food supply in| 
time of war. 

As Groat Britain had become a manufacturing State the; 
free trade party were victorious, .ff^'oir victorjq meant a'. 
complete recpnstriiction-of. British finance.’ Tf the revenue) 
derived from the Customs were diminished some other form • 

♦For further details see Part V., Division rv. 



132 Industrial and Commercial Policy 

i of revenue must be found. Hence the^Income Tax nas 
revived in 1842 and in 1853 the Death Dutiesjvere'develored... 
to covM tK defiat created hy GIadstone’s_t3riii changes."^ 
Thus direct taxation was substituted for many of the old 
Customs and Kxase Dubes. 

I On the continent, on the other hand, the backl>one of the 
1 protectionist party was formed by the manufacturers who 
jfeared the English lapaits; the free trade party ncre the 
/agriculturists who wanted cheap manufactures. Thus in 
^Germany the Agrarians or Junkers were free trade, so were 
the great land owners of Russia, the wine producers of France 
and the cotton growers of the South in the United States. 
They were all exporters and wanted markets abroad and 
were willing to take manufactures in return. 

/ When the United Kingdom went over to “ Free Trade " 
j in the forties it was a turning-point in her economic develop- 
I ment. She deliberately abandoned her national policy of 
! self-sufficiency and made a bid for the world’s trade. She 
' relied on importing food and paying for it with her maau* 
ffactures. S^.tlien defioitely adopted a wo.Id..ccoaoay'— 
Jwhen other countries such ns the United States, Germany 
(and Italy were only struggling to attain to national unity 
land a national economy 

France had already attained to a national economy but 
the French Revolution had put her back. commerdaJly 
speaking, for forty years. Eot till 1830 did her exports and 
imports reach the same figure that they had attained in 
178S. She was not in a position to make a bid for world 
trade although Napoleon HI made the attempt when he 
took France and Europe over to a system of loi? duties by 
the treaties he concluded in Europe between 16G0 and 1870. 

1 It is interesting to see how both the Humanitarians and 
I the Benthamites attained their greatest success almost 
jwithin two years of each other. In i8.}6 the ComXaws were - 
I repeal gd-and if one were not going to safeguard the nation’s 
food^pplies there seemed to be no valid argument for any 
sort of protection. It was the great triumph of the freedom 
party. lo 18.14 the first Factory Act included adults — i.e., 
women, and tHs meant that men and women when working 
together would usually stop at the same time and thus the Act 
indirectly limited the hours of men working with women. 
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In 1S47. , there. was, secured. a ten-hour .da5’ for women and 
children and inddentallj' for men also where the}' worked 
with women. In the first place, by the repeal of the Com | 
I,aws the .way was opened for freedom in commerce while 
by the Factorj- Acts of 1S44 and iS.}7, the way was prepared 
for the great labour code of the nineteenth centurj* and the ■ 
gbyernment regulation of industry. Generally speaking, it 
was'the ■i.Hews'of'the free trade party that were predominant 
up to 1S70. ^The Factor}’’ Acts and Mines Acts were con- 
sidered to be exceptional measures to meet the exceptional 
case of tw'o classes, women and cliildren, who were unable 
to look after themselves. The general aim v.'as to ensure 
libert}' of action for the individual. “ The best government 
is that wliicli governs least ” was the maxim. Laissez-faire 
was the ideal. / 

During this period there were trvo working-class upheavals. 
The trade unions had combined in 1S34 to form great federa- 
tions with the purpose of rapidly overturning by a general 
strike the existing system of industry, wliich was henceforward 
to be carried on by the workers themselves, the capitaHst . 
being ehminated. Their \;;ieiys would now be called “ Syndi- 
calism,” but the term £ad not then been invented. 

'"Tire second movement, known as the ” Chartist ” move^. 
ment, aimed at securing political rather than economic power 
for the workers. The Chartists thought that once they had ' 
the political power in their hands they could transform 
society. In this they were the forerunners of Marxian 
Socialism. Chartism was equally an outcome of the new, 
economic conditions. The new Poor Law with its “ bastilles ” 
— the work-houses — was veiy unpopular, while the spread 
of machinerj’ and consequent dislocation of employment and 
the conditions in the mines, all created a favourable soil for 
revolutionary propaganda. 'Both these movemen'ts fadled to 
acliieve any success.^ 

It is interesting to notice, however, that in this phase of 
the Labour movement its adherents all expected that tlie 
complete transformation of society would be rapidly accom- 
plished. With the French Revolution before their minds 
they expected a quick and sudden change; — evolution, 
compromise or gradual amelioration were far from their 
thoughts. The new Utopia was to be accomplished in the 
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twinkling of an eye. Hence the swift collapse of the movement 
when the objects were not promptly attained. ^The dis- 
illusionment of the worker made him accept afterShe fifties 
the capitalist organiration of society and support the 
practical proposals and defirutc aims of the new trade union 
movement for amelioration of existing conditions! A com- 
plete bouleversetneni of the exisfing state of thi^s is alien 
to the British temperament. As a matter of fact there is 
no English rvord to express a loulnerstment. There is a 
passionate attachment to precedent in this country and the 
British never do more than “ tinker ” when changes are 
required but they keep on tinkering until the patches finally 
become a new pot Although its shape and sire may have 
altered entirely in the process of tinkering it always retains 
traces of the original pot France, however, breaks up the 
pot and throws away the sherds and begins to make a new - 
pot of entirely different material. ^The general result is 
that any change in France is an int^ectud one, the result 
of an intellectually conceived plan thought out beforehand, 
and the French always seem willing to start afresh from the 
very beginning. In England a change though ultimately 
fundamental, perhaps, is the result of slow experimentation ;) 
a definite problem is tacMed and then the new problem anting 
out of that is tackled again in its tom. This is the history 
not merely of factory lopslation but of all the other industri^ 
legislation of the nineteenth century' in the United Kingdom.^ 

/ The failure of this revolutionary Utopian movement was 
^not merely due to temperament but also to the developnient 
of the railways. After 1830 they began to extend mpidly 
and prorided new fields for employment ) In 1848 it was 
calcidated by one of the greatest statistraans of the day 
that 188,000 navvies were employed on constructing the 
railways. Others were engaged in making the iron rails, 
preparing the stone, brick and cement for erecting the stations, 
building the carriages and waggons and cutting the sleepers 
and altogether a new employment was found for 300,000 
workmen who with their families would make up a milhoa 
I persons dependent on the railways. (As the numbers of men 
/on construction declined the numbers engaged in 
» the railways increased.* The same authors considered that 
•Tooke &• Kewmarcli, ** History of Prices," Vol. V., f. 357- 
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during the five years, iS-)6 to 1S50, 600,000 people found 
einploymeut in the railway works, wliich were as many as 
were employed in the whole of the factories of the United 
Kingdom, and that (this “ mitigated the disastrous effects 
on the worldng classes of the commercial and political con- 
vulsions of 18-17, and 1849.”*) Perhaps this partly 

accounts for the fact that the United Kingdom was the only 
Europemi country, except Norway and Sweden and autocratic 
Russia, that escaped a revolution in 18.18. 

/(The railways did more than provide employment, they ' 
made enormous demands on capital for their coustruction.'f 
They gave an impetus to all large-scale enterprises by pro- 
\dding increased facilities for the transport of raw materials 
and goods. They were a brilliant exauiple of the succe.ss of 
joint stock companies ; they gave a strilring example of the • 
size to whicii largo businesses might attain and by their ’ 
amalgamations, especially after 1S50, they became the pioneers . 
of the movement towards monopoh’stic combinations in : 
business. They allorded a great stimulus to agriculture by 
protnding better markets for all produce. J 3 y conveying cattle 
rapidly so that they did not lose weight by the way as was 
the case when they had to be driven for days to reach the 
towns, they stimulated stock breeding. The whole of the 
iron and engineering trades were quickened by the enormous 
demand for rails and locomotives. The creation of this new,!, 
channel for investment at home and abroad almost amounted ; 
to a financial revolution. \ 

The following table shows the stagnation of the export 
trade after the war. The figures after 1835 show' the 
revival 

♦Tooke & Ncwiiiard), op. cU., Vol. V., pp. 368-369. 

fl^eoue Levi gives llie capital of the new joint stock companies of 
the years i83.)-i836 as ,£135 inillion.s, of which £69,666,000 were for 
raiiw.ays. " History of Briti.sU Commerce," p. 220. Tooke & New- 
march consider Uiat this capital was the result of saving by the middle 
clrsscs. 

tVfilue of Jixports of Produce .and Ifanufactures of United Kingdom, 
Customs Tariffs of Uic United Kingdom, 1800-1897, C. 8706, 1897, 
p. 51. 
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I8IJ 

{, twlltons . 

■ 51.6 

183S 

{, mtlUoiii . 

- 36.8 

1841 

£ mlltoni , 
51.6 

1816 

• 41.6 

1829 

- 35.8 

1S42 

* 47.3 

1817 

- 46.4 

1850 

- 38.* 

1843 

]8i8 


1831 

- 37.1 

1844 

- 58.5 

1819 

• 35. a 

1832 

- 36.4 

1845 

- 60.1 

1820 

- 36.4 

1833 

• 39.6 

1S46 

* 57.7 

1821 

- 36.6 

1834 

* 41.6 

1847 

• 58.8 

1822 

• 36.9 

1835 

■ -47.3 

1848 

• 52.8 

1S23 

• 33.3 

1836 

• 53.* 

1849 

- 63.8 

1824 

- 38.4 

1837 

- 4^.0 

1650 

- 71.3 

1825 

• 38.8 

1838 

- 50.0 

1851 

- 74.4 

1826 

• 31-3 

1839 

* 53.* 

1852 

- 78.0 

1827 

• 37.1 

1840 

- 51.4 

1833 

- 98,9 


{4) In the fourth penod. from 1850 to 1873, the effect of 
the two great series of refonns was felt. The worst evils 
were checked find freedom was given for expansion. Towns 
became healthier places to live in. The conditions of work 
improved, cmplojineat was brisk and these twenty 4 htee 
years are sometimes tenned the “ golden age ” The improve- 
ment in trade and employment was no doubt largely due to 
the railways which facilitated exchange not merely in England 
but all over Europe, where tariffs were being generally lowered 
after xS6o. A further stimulus was due to the gi^i discoveries 
in Australia and California, which, by increasing the world’s , 
stock of gold, raised prices and made it worth wl:^e to embark 
on new undertakings. Engineenng knowledge had developed 
and the mechanism of sanitation was beginning to be grasped. 
Factory and mine inspectors saw that the new knowledge 
was applied and the extension of the industrial revolution 
which took place in this period proceeded under proper 
safeguards. 

There was a great expansion of trade owing to the fart 
that the Continent had got over the effects of the Napoleonic 
wars and was proving an increasingly good customer for 
British manufactures. But above all the great improvement 
arose from the railways. 

Once the great constructional work for the railways was 
over in England, there always remained the foreign demand 
for rails and locomotives, and a railway once built begins to 
deteriorate with use. The iron rails wore out in about seven 
to ten years and there were increasing demands for renewals, 
Machinery was spreading raindly with better transport 
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facilities for the production and distribution of masses of/i 
goods and this made fresh demands on the engineering and^ 
iron trades, to say notliing of the increasing continental! 
demand^ for British macliinery% Madiines like rails and 
locomotives wear out and need replacing everj' ten to fifteen 
}'ears.* A new t3’pe of ship was coming in, the iron ship 
propelled by steam, and this created fresh demands on the 
iron trades. Railways, machinerj' and steamers all required 
coal as a motive j)owcr, the blast furnaces were one of the 
largest consumers of coal and this demand reacted on coal 
mining, the c.stimatcd production of which was 64,666,000 
tons in 1854 and 110,431,000 in 1870. It is interesting to 
speculate where nil the new “hands” came from. Agricul-. 
hire probably supplied the bulk of them. ^J^lachinery -was 
coming into agriculture after 1850, a good deal of labour 
was rendered superfluous, and the agn cultural labourers 1 
or their sons found new outlets in the police, the railways, in . 
coal mining and the e.\-panding engineering trades. Numbers ' 
of Irish came over to build the English railways and formed 
a large part of the personnel of the English factories. Wages 
rose, especially in the metallurgical industries, and although 
prices were rising wages outstripped prices and the working .• 
classes were better off.f There was no longer any question 
of a social revolution. 

Ernplpyment was steady, for all classes of .workers. Tliey 
began to form trade unions of one particidar trade extending ' 
over the whole nation. These no longer had in view revolu- . 
tionary changes but devoted tliemselvcs successfully tof 
obtaining higher wages, shorter hours and greater safety! 
appliances by negotiation. They provided a mechanism, 
for bargaining and an insurance that bargains would be kept 
and thus helped to promote the “ industrial peace ” of the 
period.. A great Factory, Act was passed in 1867 which 
fixlehded the provisions of the earlier. Acts to all industries — ; 
textile and non-te.xtiie and included workshops as well as; 
factories in its scope. A flourisliing.moveraent had developed ; 
among the workers^for^the.'c'dzoperative purchase of goods.; >. 

•See Sclieclule of agreed rates of dcprcrk-ilion for Income Tax pur- 
poses on p. 69 (AppciuH.x 7) of the Royal Commission on the Income 
'lax, 1919, rirsl instalment of Minutes of Evidence. 

fBoivley, " Wages in the United Kingdom," Diagrams, pp. 130-133, 
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In 1844, the Rochdale pioneers had started a shop which 
gave back the profits to the members in proportion to their 
purchases. This movement spread in the fifties and pronded 
h framing for the operati\'es in self-government, self-depen- 
dence and thrift. *Iiiey_CQmlaQ€d. jor 
as_rveU as sale in ^64, .The good times extended to agricul- 
ture and the agricultural population proved to be excellent 
customers for the manufacturers. England held at the time 
an_ almost monopolistic position in many branches _o f man u- 
facture, notably iron goods. Francs vras unable to compete 
as far as the engineering trades were concerned owing to the - 
difficulty of obtaining cheap coal and iron, while industry 
in Germany and the Unit^ States had hardly begun to 
develop. Germany was absorbed by three wars, one with 
Denmark (1864)1 one with Austria {1866) and with France 
(1870). Austria and Italy were engaged in war or preparing 
for the renewal of the struggle between 1848 and 1S70. Russia 
was freeing her serfs after the Crimean War ond reconstructing 
generally. The United States was also occupied with the 
'Civil War (1861-1865) and the consequent readjustment. 
X.0 all belligerents Great Britain was able to supply^equipment 
for soldiers, iron for armaments, and the seivnoea of slapping 
and capital, while they themselves were hindered from com- 
'peting by the' 3 rain of men and money. A strilriag instMce 
of the monopoly conferred by war is the way in which ^r^ncan. 
shipping, very important before the (Sril War, declined 
'during ^at war, leaving the ocean supremacy to Great 
Britain As most of the continent had adopted a system of 
low duties between i860 and 1870 there was little or no 
barrier to the entry of British goods The opening of the 
'trade with China and the acquisition of Hong Kong in 1842, 
the further opening of nsw Treaty ports in 185S, the opening 
,of the trade with Japan in the same year and Siam in 1857 
(stimulated trade with the Far East. 

f It was during tHs period that England began to take 
such an active part in financing and constructing railways 
and similar enterprises all over the world. Brassey. the 
'great cont ractor, not only built many of the railways of 
France but them also in Italy, Holland, Denmark, 
Norway, Poland, Austria, Hungary, Switzerland, Mauritius. 
India, Argentina (the Central Argentine Railway) and 
Canada (the Grand Trunk). He bui lt no le s& jthanj thirty- 
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foreign railway Jin.es.beUv:eea.i 850 .and 1870,* another instance 
of the 'feachon of Enghsh ^technique and trained engineers 
on thejcontinentV. 

(Jn the twenty-three years from 1850 to 1873 Great Britain |f 
was the forge of the world, the world’s carrier, the world’s}^ 
ship-builder, the world’s banker, the world’s workshop, the I 
world’s clearing house, the world’s entrepot.) The trade of/' 
the world during this period pivoted on Great Britain.-^/ 
She was organized for a world economy when other countries, 
such as Italy, Germany and the United States, were only' 
feeling their way to a national system. Italy up to 1859 ' 
consisted of eight States with eight tariff barriers ; Germany 
had only formed the beginnings of her internal Customs Union 
in 1834 and it was still imcertain in the sixties whether it 
would hold together. The United States was divided into 
thre e econ omic_ateas, the North, the South and the Middle 
Weit and it was doubtful until after 1865 whether there would 
be one, tu'o or three nations within that area. It had already 
tmdergone two sharp crises which had threatened to break 
up the union. The brilliant success of the English seemed at 
the time still further to prove the value of individual initi- 
ative and enterprise and the wisdom of free trade measures, 

♦Table given by Sir A. Helps in ” Life of Brassey," Bohn Edition, 
p. 84. As to the financing of French raihvays by Englishmen zee Sir 
Edward Blount’s Memoirs, He raised £600,000 in England to con- 
struct the railway from Paris to Rouen opened in May, 1843. " I had 
a concession togetlier with M. Charles Lafitte in the construction, in 
1845, of the line from Paris to Boulogne by way of Abbeville and 
Neufchatel. Subsequently, in 1852-1853 I was interested as Director 
Administrator in the line from Lyons to Avignon and also in that 
between Lyons, Macon and Geneva. I practically financed the 
Western of France Railway. I was chairman of the line for thirty 
years and relinquished my position only in 1894." p. 61. 

fFelkin, " The Exhibition of 1851 of the Products and Industry of 
all Nations ; Its probable influence upon Labour and Commerce." 

'22 ; " The silk of China, for example, is woven in Coventry and 
sold wholesale in New York, retailed amongst a thousand other articles 
in New Orleans and is consumed by a neighbouring planter’s wife as 
a ribbon attached to her dress. That American planter grows cotton 
wool which is exported and woven into cloth in Manchester. This cloth 
finds its way into the interior of Bengal and is retailed by a trader 
who probably gives two seasons’ credit upon the sale, and may be 
paid for it at least partly in produce which will be sold for food in the 
English market ten thousand miles off. A halfpennyworth of meal 
from America, a halfpennyworth of coffee from J amaica, a halfpenny- 
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held in check by the trade union movement on the one hand]: 
and by more stringent factory legislation on the other. •! 

, The growth in the foreign trade of the United Kingdom'' 
during the period can be gauged by the following figures : 


ttal Average. 

Imports, 

Re-exports. 

Expoiis of 
U.K. produce. 


million £ 

million £ 

million £ 

1855-1S59 

169 

23 

116 

1860-1864 

235 

42 

133 

1865-1869 

286 

49 

181 

1870-1874 

346 

55 

235* 


The expansion in the exports of iron and steel, textiles and ■ 
coal may be illustrated from the increase from decade to 
decade in the value of the exports. 

Exports of 
Iron and Steel. 
jtjooo omitted. 

1,079 

2,525 
5.350 

12,138 

23,538 


1830 
1S40 
1850 - 

1S60 
1870 

Cotton Goods 



and Yarn 


£000 

1S30 

19,429 

1840 

24,669 

1850 

28,257 

i860 

52,012 

1870 

71,416 


1830 

• 

1840 

- 

1850 

- 

7S60 

- 

1870 

- 


Textiles. 
Woollen Goods 
and Yarn, 
looo 

4.851 

5,781 

10,040 

16,000 

26,658 

Coal. 


Exports. 


£000 


1S4 


577 


1,284 

1854 

3,316 

i860 

5.638 

1870 


Machinery and 
Millwork. 
£000 omitted. 
209 

593 

1,042 

3.S38 

5,293t 


Silk. 

Apparel, 

£000 

£000 

521 

983 

793 

1,290 

1,256 

2.535 

2,413 

2,474 

2,605 

3,88i| 


Production, 
tons 000 


64,666 

80,043 

110,431 


(5) The fifth period, 1873 toiSS 6 , was characterized by a j' 
great depression. The^cffects were world- wide. In thej. 

United Kingdom three great industries suffered especially! 

•Fiscal Blue Book, 1909, Cd. 4954, p. 18. 

t" Commerce and Industry," Vol. II., ed. Page, p. 137, taken from 
Accounts and Papers and Statistical Abstract. 

Commerce and Industry," Vol. II., ed. Page, p. 137- 
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) SEverely : agriculture. sWppmg andjic iroirand steel trades 
Iliere was, however, a general drop in prices in all commodities 
gwmgto_carrency change, though some things were affected 
’ more than otEeis.'* 

I In agriculture, apart from tlie currency complication, the 
Bepression was partly due to the opening up of the “ hliddle 
West” in the Umted States. After the Civil War a great 
era of railway building set m which opened up the prairie 
lands. The railways were built as speculations and competed 
against one another at cut throat rates to carry the grain 
and these low rates acted as a sort of bounty^ pnjexport. 
The competition of the steamer and thel'a^ng’ vessel lowered 
freights at sea and a great flood of American exports began 
to pour into Western Europe. The continental -powers 
dyked up against this flood with tariffs and it was diverted 
into the great free trade matket'of't6eDnited_Kingd6m and 
produced a great depression in agriculture. 

O n top_pf the wheat imports came the meat The railway^ 
'and the r3rigerator car enaljJed meaMo be m’oved aTirHaa 
[new|_beetr moved b^ore Cold storage steamers fadlitated 
tKTtransfe’r of frozen or dulled meat by sea when thtxailways 
brought it to t]ie_coast. The American meat combines start^ 
and made such'profit out" of the sale of bye-products like 
bides, bristles, horns, etc , that they were able to dispose 
of the actual meat at very low prices. American beef and 
pork were soon telnforc^ by Australian and Argentine 
mutton, and Eritish cattle growers, as well as wheat producers, 
suffered severely from competition as far as second and third 
rate meat was concerned 

' With the developments of transport, “ free trade ” became 
, really effective, and the result was a great depression and a 
j reconstruction of British and Irish agriculture. 
t In shipping the depression was due to the competition 
between the old sailing ship and the new steamer. The new 
steamer was capable of doing far more work, * ^ , of putting 
in more voyages than the saihng ship and so the effective 
tormage of the world was enormously increased. Ms was 
greatly added to by the opening, of the Suez ^nal. As the 
journey was so mudi' quicker by the Canal thanb5^the Cape 
again more tonnage was liberated, which increased the shipping 
•I,ayton, " An Introduction to Uie Study of Prices," p. 63. 
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competing for emplo3-ment. On top of tliis, new and more! 
effident..types„of. ships were being rapidty evolved, v/hich in' 
their turn displaced the earlier steamship. The compound. 
engine,with its great economy in the use of coal was being; 
displaced by,J:he .triple exp ansion engine with a still greater! 
economy in fuel. In the eighties the' iron ship was being,* 
superseded by the steel ship. There was Therefore a con-‘ 
tinuous’ scrapping of ships going on. This “ over-production 
of shipping, as it was termed, was still further accentuated 
by the attempts of foreign governments after 1S80 to start 
their own steamship Imes with some form of State assistance. 
There seemed, therefore, to be no end to the ^iolent competi- 
tion and drop in freights until the ship-owners settled the 
matter for themselves by combining into rings in the eighties 
and nineties.* 

Thejrqn trade-was suffering from the great change from 
iron to sted,__The Bessemer process had made steel cheap, 
in “1880 steel plates had cost /ii 14s. 6 d., in 1886 they were 
£6 2s. dd.j Hence there was a general substitution of steel 
for iron. This meant the scrapping on a wholesale scale of 
the” greatest iron industry in the world. Nearly all the 
British iron industry based on puddling had to be recon- 
structed for add steel. Moreover, British iron ores were not 
pure enough for the new Bessem-er process w'hich needed an 
iron free from phosphorus, and a large importation of iron ore 
took .place..from Bilbao and Sweden, ousting the British 
product. England, instead of being dependent for her own 
supplies on her own production, now became largely depen- 
dent on import for sted-maldng as haematite ores were only 
found in Ctunberland. The proximity of her ooal fidds to 
the sea in South Wales, Western Scotland and the North of 
England facilitated import and enabled Great Britain stiff to 
maintain a position as a great en^neering workshop ; but her 
monopoly w^as gone. Just at this time the great demand for 
fails, etc., for raihvays fell off as the main work of construction 
had been finished in England and as steel lasted longer than, 
iron there was a lessened demand for renewals.! ' 

‘Report on Shipping Rings, 1909, 

fDepression of Trade Commission, 18S6, XXI., XXII., XXm. 
2nd Report, p. 332. 

{Sir Lowthian Bell giving evidence before the Depression of Trade 
Commission said that the cost of making a steel rail was less than 
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X Ip addiboa to this, other-rountries started-making'steeU 
|They weie able to begin wheie Great Britain left oS and could 
start an iron industry without such an appalling waste of 
Icapital as was involved in the British reconstruction. The 
Gilchrist-Thomas process enabled Germ^y_to use the great 
resources of minette ores in Lorraine to make basic steel 
after i88o.* The railways joined the vast iron deposits of 
Lake Superior to the Kttsburgh coal fields and the world 
saw an unparalleled production of steel which temporarily 
outstripped the demand. The price for steel rails fell from 
£12 IS. id. per ton in T874 to £5 7s. 6 d. in 1883, Iron rails 
declined from £9 i8s. 2d. to £5 per ton.'j Oeveland pdg 
iron declined from £4 17s. id. in 1872 to £i 12s. loi. iaiSSj. 

Other causes were operating to produce a depression here. 
As the railways were develojMng on the continent a good deal 
of the traffic that had previously gone by sea now went by 
land • the trade routes altered wito the opening of the Suez 
Canal and that brought the Mediterranean ports like Itlar* 
seilles, Genoa and Odessa into prominence. The monopoly., 
flf ^ h^world’s shipping trade passing over London or Liverpool 
was impinged upon. Continental cotintries were -beginning 
tg_ start an industry of that own and no longer leHed upon 
dreat Britain to supply them with engineering tools, machines 
an iroB one because it required less iron ore and less coal. The steel 
was put la a liqtud state from the blast furnace mto the couTetter, 
thus saving one re-beating, and was rolled while still hot. He thought 
himself that s steel rail would last twice as long as an iron rail but 
actual experimenta on a certain railway line showed that a steel ra^ 
lasted ten years as against the seven years’ life of an iron rail. "This 
arose from the fact that an iron TaQ split up and became useless long 
before the actual wear as measured by dimmution of weight rendered 
it unsafe. This often happened when fiie loss of weight did not exceed 
four per cent, of the ongmal weight. Steel rails, on the other hand, 
go on losing weight until they are ten to twenty per cent, lighter than 
they were when laid down." Depression of Trade Commission, 
Second Report, pp. 4 and 51, In actual piactice_ the steel rail proved 
to have a far longer life than ten years. It varies according to user 
but twenty-five years on an average would probably be nearer th« 
mark. 

*The increase in English pig iron production was thirty-one per cent, 
greater in 1884 than in 1870, that of foreign countries was 13S 
Einal Report of Royal Commis&m on Depression of Trade, VIH 
xS86, C. 4893. . , 

fEvideuce of Sir Lowthian BdL Second Report Depression 0- 
Commission, p. 43. 
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and manufactures to the extent they previously had, done. , 
As they began to require increasing quantities of raw material 
they caused it in many cases to be brought direct to their 
own ports, whereas formerly when they only required .small 
quantities or parcels of raw material they had bought them at 
the great entrepot, England. This grov/ing direct trade 
affected .theJEnghsh entrepdt,and distributing trade adversely. 
'Tfce^coigapetitiorL.of-G^rman.yi.was felt even in neutral markets ; 
^e United-.States had barred herself in behind her tariff 
wa^and to a large extent supplied herself. The result was 
that the export trade of England to the United States ceased 
to grow, although the popidation there increased rapidly.* 
England had expanded her own production to fill the gap 
created by the two belligerents in the Franco-Prussian War 
and foimd in the., eighties, that two of her largest markets, 
Germany and .the United States, were increasingly inclined 
to cater for themselves. | 

The great depression marks the period when England’s 
world predominance was challenged and she encountered 
a foreign competition unknown during the nineteenth century. 
It also marks the decline of the French rivalry and the rise 
of the German. The French had been the only industrial 
power of winch the English captains of industry had hitherto 
been afraid. After Sedan, however, Europe foimd that it 
“ had exchanged a mistress for a master.” The Germans,’ 
successful in war, applied their great capacity for organization 
to_commerce. They had acquired a belief in their own powers, 
they had developed an admirable system of technical education 
which was backed up by an exc^ently organized system of 
transport. Their banking system was developed in such a 
manner that the banks not merely supplied the capital but. 
took a share in the management of the businesses to which ; 
they' supplied the money. Thus technical skill and financial ' 
knowledge were combined. A system of cheap railway ; 
rates was worked out so as to promote export and G.ermany 
laid herself out to become the great distributor of Europe in . 
virtue of her central position. Science was applied to assist 
the growing industries of Germany and the result was that 
new trades such as the electrical industries and the chemical 
dyes were developed in Gennany with conspicuous success. 
ig6 n. 
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As soon as the Gilc hrist-l*lioinas process made it possible to 
utilize the phospEoiic ores,_the iron of Lograine was'brou»lit 
to the coal fields of theTluiir distnet' and a great iron Md 
steel industry nas the result. The cotton makers of Alsace, 
transferred in 1870, reinforced the small German cotton 
industry and in tins rvay the German wetories over France 
stimulated a textile and metallurgical rival for Great Britain. 
France with her shortage of coal and her great artistic skill 
had not produced along the same lines as Great Britain. 
Germany was, however, preparing to compete along England’s 
own lines ard m England’s own preserves. 

In 18^ the Commission on the Depression of Trade recog- 
nized this new nvaliy and reported that: “A reference to 
the reports from abroad mil show that in every qtarter of 
the world the perseverance and enterprise of the oermans 
are making themselves felt. In actual production of commo- 
dities we have now few, if any, advantages over them, and 
in a knowledge of the markets of the world, a desire to accom- 
modate themselves to local tastes or idiosyscrades, a deter- 
mination to obtain a footing wherei’er they can snd a tenadty 
in maintaining it, they appear to be gaining ground upon us."* 
Ever since the sixteenth century England has been moulding 
her policy on that of some teal ot supposed rival. In the 
sixteenth century Spain had impdled the English to develop 
some of their horne'reSources, such as mining, as a means of 
defence. It was partly to curb the power of Spain that 
England went to the New World. In the seventeenth century 
England moulded her policy on that of the Dutch. She 
followed them to the Spice Islands and only fell back on the 
mainland of India when she was unable to make her footing 
good against the Dutch in the islands. She copied thdr 
fishing, their slupping, their finance and their agriculture. 
From 1660 onwards the great model was France, as recon- 
structed by Colbert. To build up English industry to the 
French level was the ambition of British statesmen throughout 
the eighteenth centu:^, and so greatly was Great -Britaia 
influenced by F ranceJn-Solonial expansion and m industrial 
devdopraent that the eighteenth century has been termed 
the period of Parliamentary Colbertism. After the French 
Revolution and the development of the English industnal 
•final Report, p, XX. 
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rcTOlution we still find English merchants and pamphleteers 
talking of French progress and French rivalry, but it is half- 
hearted. In three-quarters of a century Great Britain could 
really find no rival of whom she was seriously afraid. After 
iSSb^however, we get a new model — ^the Germ an., and as 
Germany _stopd f or State ' guidance and “State intervention" 
her reaction on this country'' .was .marked. 

The following figures will illustrate the decline in values 
of the exports of the produce and manufacture of the United 
Kingdom during the depression (excluding ships) : 

Exports to 





foreign 

British 

Annual Average. 



countries. 

Possessions. 


£ million 

£ million 

£ million 

1870-1874 

235 1 

f 

175 

60 

1875-1S79 

202 


135 

67 

1880-1884 

234 

i 

153 

81 

1885-1S89 

226 ; 

1 

147 

79 

i89i>-i894(rcvival) 234 j' 


156 

78 

During the period the value 

of the imports 

1 rose. 




Imports from 




foreign 

British 

Annual Average, 



countries. 

Possessions. 


£ million 

£ million 

£ million 

1S70-1S74 

346 


270 

76 

1875-1879 

375 


292 

83 

1S80-1884 

40S 


312 

96 

1885-1889 

380 


293 

87 

1890-1894 

419 


323 

96* 


(6.) The result of the depression was that the period, from j 
1886 to 1914 witnessed a, great change in .English policy../ 
It is the period of the abandonment of laissez-faire ini 
colonization, commerce, industry’- and agriculttue. Great | 
Britain began to modify her cosmopolitan ideas of free \ 
trade and laissez-faire, and Cto co ncentrateon-developiiigdrade S 
\vithin th e British ^Emuirel) It i.s_jio-accidentJ;hat_itu.i8^. / 

representatiyes_pf _the„Dominions__app_e.are.d_ as._part .of _the , 

pageant~atrQueen Victoria’s JubUee. A colonial coSerraye.'. 
followed the Jubilee ; it was repeated in 1897 and became a 
regular institution. The Ur^ed„Kingdom denounced . her 
treaties with Germany and Belgium in 1897 which had pre- ; 
vented'her giving" preferences to'or' accepting them from hen 
•Fiscal Blue Book, 1909, pp. 22, 24. 
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\ colonies. She gave up her pure free trade attitude for the 
jsake of the West Indies and joined the Sugar Convention in 
!i922^and prohibited the import of'hounty-f^ sugar from 
I Russia', Denmark, Spain and tiie Argentine. She thus enabled 
I Germany, France and Austria to suspend their sugar bounties. 
^As the United Kingdom was the great market for sugar 
-'and as she agreed to prohibit sugar from bounty-giviiig 
' countries, it was not worth while for Germany, France and 
Austria to continue the bounty sjstem once they could not 
send tne surplus sugar to this country. The United Kingdom 
had gained in the past by the cheap bounty-fed sugar. She 
had reared up the jam, confectionery, mrated water and 
U^uit industnjs, all based on sugar. Was it worth while 
to run the^nsk of making them pay dearer for sugar and so 
possibly cripple their output for the sake of some scraps of 
tropical islands inhabited chiefly by coloured races? Was 
it worth while to run the risk of a possible rise in the price of 
sugar to the forty-seven million consumers of the United 
^ngdom for the sake of British Guiana and Jamaica? It 
was a turning-point in British trade policy when she decided 
that it was worth while. From that time onwards laissez- 
faire in trade has been abandoned and the economic, ties of 
^the Empire have been knit closer in numberless ways. 

, With the coming of Chamberlain to the Colonial Office in 
1895 a new constructive imperialism was orgamzed. The 
self-governing dominions were not merely linked up with 
each other and the mother country by a regular conference 
system but inter^imperiaJ were subsidized, posta l 

facilities enlar^S'and commerdy aftachra, known asumpenal 
Trad^ Commissioners,'] were appointed to gtve^nfonna^n 
• and assist the development of inter-imperial trade. Many 
colomal government and railway stocks were put within the 
magic drcle of safe investment known as Tmstee-stocks. 
They thus received the imprimatur of the fmperial Govem- 
' ment and the colonies were able to borrow at rates.p£-mteie5t 
^ otherwise unobtainable ^y new countries TheTlnited King- 
doS^hus gave her colonies a^suhstantlal finandal preferenM 
inj'etum^for preferences 01^ British goods in the colonies 
developed afte^'I897.^ 'This finandal preference tended to 
I lower the value of British Ccra«ols as it extended the market 
I for first-dass securities 
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In the tropical dominions constructive imperialism took ; 
the form of s ubsi dizing; the, building, of railways in^^ch) 
regions asUganda, West Africa and the Soudan.' Life was! 
made healtliier in the tropics by the encouragement given', 
tojto^iral nredicine both in Great Britmn and in the tropical i 
'afeasT^leeping' sickness and malaria were investigated and * 
something was done to stop their ravages. 

In addition, the Government encouraged and subsidized' 
the study o^f scientific , agriculture 'in the tropics. The sugar 
caEre"was_irnpfoyed, experiments were carried out on cotton 
in Eg^L, the West Indies and Uganda ; insect and fungoid 
pests were studied and in some places successfully combated. 
The tropical and’ semi-tropical regions are now studded vith 
agricultural experimental stations and laboratories subsidized 
by the home or colonial governments. The new coloirization. 
is._colotrization„by railway^and science.. This could not fail 
to react in its turn on the United Kingdom. Men coirld not 
be trained in India and elsewhere to carry out a policy of 
constructive development and not vush to apply it in their 
owifcouhtry. All this new imperialism was bormd to weaken 
the belief that the State coirld do no good thing. The new 
competition seemed to change popular opinion, which had 
hitherto regarded colonial possessions as undesirable, and 
one result of the great depression was to prepare the way 
for a new colonial policy. 

The effect of the depression was no less striking in the;, 
way in wliich it reacted on industrial legislation and increased / 
the State, control of industry and social conditions. The;/ 
depfeision had resulted in wide-spread unemployment.* | 
A commission .was held to enquire into Swea ting. ; a grealr 
Labour Commission sat and -reported on alTpEases of labour iri 
1892.; n ew la bour.Iegislation-'was- framed and a jperiod of. 
activity in social reforms ensued only comparable with that of . 
tbe'"fKiri;ies and forties. A Shop Hours Bill was passed ip;, 
i893_and an Early Closing 'BrlLw. 1994 - So far as the condi- 
tions' "df work in factories' and workshops were concerned ,' 
the chief change was in the elaborate regulations framed. 
in.^iSgi.'to., prevent the ^jed^ dangers iu certain trades such ' 
as potte^ pr.yyooLsorting, and power was giveii at the same 
time' to the Home Secretary to extend the list of trades 

♦Webb, “ History of Trade Unionism," p. 346, 37S. 
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labeUed/' d^gerous ” with the result that the number » 
'constantly being added to. 

_ After the nineties, however, there is a different spirit in 
iindustnal legislation. Up to that time there had been an 
Attempt to tackle the most flagrant evils one by one as <bc 
factory inspectors brought them to light. The de finite aim. 
fcas to stop^buses. Alter this date,the airnTwaTHi mdcr 
nameO', to restore or cteate the security of life, much of which 
hadjDeen lost by the break-up of family .-work-and the loss 
of the agricultural bye-employment when the factory system 
became predominant. The family wage and the little fann, 
where tins had existed, had been a sort of insurance. Al^ough. 
hn employer had been Uable,since 18S0 for acddenti. caused 
jnot only by his own aegligeoce,” But also in certain employ- 
ments by the negligence of a foreman, he wasjn_i^97, owing 
^0 Chamberlain’s imtiative, made liable for acddMts arismg 
out of and in the course of the empldpmeoi IvSethcr caused by 
negligence or not in the case of the larger and n,ore dangerous 
industries Thus accidents were made part of the^cost of- 
productiofl^ The class of persons tcTwhoia^e.Workniea’j 
Compensation Act applied was considerablyjextlnded in 

£ut why stop at acddents ? Old age and sickness are 
part of every-day life. Why not provide against known 
misfortunes ? In this spirit OId_Age Pensions 
in 190S without any neccssity~Ior con'Iribution co~tbe part 
of the recipient, and compulsory insurance, to which the 
worker and employer both contribute, was institutediaJ9H 
for sickness. There was so much unemployment during 
clepfissioJi'that it was fdt to be unfair to force the able-bodied 
into the w orkhouse. Hence a fter i88^ t became the practice 
of the I,ocal Government Board to^yow the_stattiflg..nf 
^ef works by municipalities, and" the Unen^i^yed-Work- 
tnenls ilct, of 1905, 'ciriied^tBis still further and tried to 
organize arid Improve upon these local efforts. Compulsory 
Unemployment insurance for (Attain seasonal trades was also 
inaugurated m 1911. I^a ^ut e xchanges or S tate ernp loym^^ 
agencies were set up in 1Q09, the idea being ,that the State 
ihSnrbnng employers and emjdoyed together without cast 
to themselves, so that jobs should be dovetailed, unemploy- 
ment minimized and labour made more mobile, rhe 
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remuneration of work also attracted attention. Tie Truck 
Acts_were^lab(^^d ^d tie industries to wiici tiey applied ’ 
were extended so as to prevent unfair deductions wiici siould 
amount to a lower wage tian tiat agreed on. Tiey were 
placed under tie supervision of tie factory inspectors in 
18S7, and .^e s an d ded uctions, regulated in 1897. 
existence of sv/eated trades was ield to be injurious to tic 
nation, tie Trade B oards Act j)f iqoq made arrangements for 
figmg— ^-Jtummu m w age in tie badJy^aid domestic tradS 
suci as ciain-making, lace-mending and finisiing, ready-made 
tailoring and box-maldng. In.1914 it was extended to otier 
tra des s uch as food-preserving, sugar and confectioner}’’, linen 
and cotton embroidery, shirt making and hollow ware, and 
has since been greatly extended in scopeincluding in 1921 even 
retail trades like grocery. Tie mi ners in 19 08 secured.aiLeight- 
iour day by la^w and to tiemrS Velipaid_trade, the principle 
oTixin^£ minimurn wage was erfcndedjn 1912.- 

The Education Acts were extended ,^ter 1902 so as to 
include a technical and not merely general training for tie 
child. Tfi 5 'State''fius began to take into account tie training „ 
of tie child for industr y_or.commerce in_addition to equipping 
him midf'tKe’knowledge necessary, for his . development. as.a 
hum an be ing. As “it "was a pity for the education of a child , 
td'-ie"Tvari:e(f through imderfeeding, meals for necessitous ). 
sc^ol children, were made possible, by the Education (Provi-, 
sion'of"SIeals) Act, iqpb^ .and the Act was largely taken advan-i 
tage of by local authorities. 

}t was desirable that the child should be diverted into 
promising avenues of employment and not enter blind alley 
forms of labour. Hence school advisory committees were set 5' 
u p an d Juyenile.E^gUrr'Exchahgcs.instituted to try and help 1 
the child into jLSuitable..post. 

State regulation went still further when it took account 
of children’s work after school hours and .prohibited certain 
forms of street trading_^d night .trading_by. cSildren-imder 
the Children^£"iicT„'of 1.903. ._JBy another Statute passed in 
ip o8~ th e~'State did still more towards protecting the child 
from the irresponsibility of parents. No child under fourteimri 
is permitted to enter a public house nor is he allowed fb 1 
smbk e~"tiir EeIi^sixteen years of age, wdiile State regulation 
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goes so far as to make parents purchase fireguards to save 
the children from being burnt. 

Such elaborate details show how far we have travelled from 
the period when it was considered almost revolutionary to 
prohibit a child under nine from going into a cotton factory. 
It also shows how legislation has begun to invade the home. 

_ The general trend of devdopment has been for the regula- 
tion to begin with a child on the ground that the pluld could 
not help itself, that it was not really free agent ’’ and to 
extend the regulations to women on the ^oiin 3 of protectin'’ 
the mothers of the future. In actual practice during the 
nineteenth century they have not been able to protect them- 
selves as ePiciently as men. Men have formed trade unions, 
women have done so only to a very limited degree. They 
marry and leave their work. It is therefore not worth while 
for them to subscribe to something from which they may 
never reap a benefit. They have not as much time as men 
to go to meetings of an evening. They have to wash their 
clothes, or make a blouse, or mend stockings, or help to wa^ 
dishes, or cook supper. Moreover there was a strongly* 
rooted early Victorian idea tliat “modesty waslhe.ornanient_ 
of the female character." and women fdt a certain dislike 
to putting themselves forward and speaking at meetings. 
The lower wages of women also precluded anything hke a 
substantial subscription. Hence the Factory Acts_envisaged 
women and children, wHle the trade unions have helped to 
protect men. The unions were the masculine side of the 
Factory Acts and were given greatly increased powers and 
wider scope in the period 1871*1876. Their funds were made 
immune in respect of possible actions arising out of conduct 
amounting to what the law calls a “ tort " by the Trade 
Disputes Act of igo6. Thus while a Bank or Railr^y^Com*. 
pany guilty of tortious conduct may be condemned in damages, 
a trade union under annlar drcumstauces is not liable. 
They were thus placed in a privileged position. 

The very seventy of the struggle to get business during the 
Depression led to the formation of combinations and amalga- 
mations to avoid cut throat a>mpetition. with the result that 
free competition tended to disappear and prices were 
increasingly fixed by rings and agreements Trade^umona. 
were th^n faced with great EmplgyersUiederations and were 
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diiven to rely— oii_Iegi slative ,.action rather than collective!', 
bargaining. This partly accounts fo r the rise o f the Labour! ' 
party ^as an important group in the House of Commons, andlj 
the tendency to press for increased industrial protection by ' 
legislation still further quickened the growth of the power- 
of the State in industrial matters. 

The employers’ combines began to include not merely 
national trades or branches of a trade but they extended 
their scope to include foreign concerns. These international ' 
co mbines made^ “ free.trade.!’ of little or no effect where^.they ' 
exis ted.- .Rational. trusts, also neutralized the effect of free 
competition as the .chief protection of the consumer and made, 
it necessity for the State to step in to prevent abuses. 

The growing power of the State in agriculture is also marked. - 
The Great Depression had vitally affected English agricrlture. 
While the continent had dyked up against the American 
imports with tariffs the United Kingdom still adhered to 
free trade. The floo d o f imports was disastrous for the Irish 
peasant^ already over- rented ~and vnth little or no capital 
or.stajdng-power. Aliew policy had to be adopted in Ireland 
which meant an ever-growing extension of State influence. 
Fair rents were fixe^fqr a. tenn_of fifteen years after 1880, 
to Ke'recdnsidefed'ahd refeed at the expiration of that period. 
The result was that neither tenant nor landowner was free 
to ask or give what price they liked for the hire of land when 
once government intervention was invoked to settle the rent. 

As the fixing of “ fair rents ” gave rise to great friction 
and led to bad farming by the tenant in order to get a rent 
reduction, the next step, started in 1885 and. developed, in 
1903, was_for the Irish tenant to be assisted by the financial 
TCso^^ jaLthejGoveinment to buy his landlord out. The 
process is for the State to fix the purchase price through its 
Land or Estate Commissioners, advance the money, and the 
purchaser has to pay.it back ia instalments over a certain 
period of j'ears. Thus one of the greatest land transfers 
of modem times was being carried out by the Government 
of the United Kingdom prior to the outbreak of war in igi-l. 

It is not, however, sufficient to change- tenures ; the Govern- 
ment having assisted a man to get a farm must make him a 
farmer able to pay his wa}'. The Departmefe of Agfeifltujre 
and Technical Education was set up inTrelandtin'^gg uutE 
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the express purpose of inHudng the Irish peasar?t to acfout 
improved methods. For the outlying poverty-stricken rerions 
of_ the West a special body was created in the Con-’ested 
Districts Board to deal paternally with the region and raise 
its general economic condition by State aid. 

In Great Britain the reaction from laissez-faire in agriculture 
jhas taken two forms In the first place the BoaHjjf AgricuU 
/ture was created in 1889 to help to_stainp out cattle diseases 
i^ajid to assist the farmer by givinglnformatioa anS protecting^ 
|hirn from forms of unfair competition. It therefore ad- 
ministers Acts intended to safeguard the farmer from adul- 
terated fertilizers and food stuffs or from such unfair forms 
of competition as margarine passing as butter Secondly, an 
'e labora te system of agricultural education has been developed' 
and subsidized, scientific research h^ been organized* and 
Eng land was divided into great agricultural admiaistrative 
areas, each of which contained experts who would giv&.^vice 
■Snlnatters pfrtaiaing to cattle, crops and-forestry»- 
I The reactioa is stiii moK stnldag, hon’ever, nbea we come 
jto th^malLhoWings movement- The peasantry w«re allowed 
‘to disappear ^Be typical featuresof English agriculture in the 
^first quarter of the nineteenth century • At the beginning 
of the twentieth century great attempts were made to.re-- 
estahlish^a peasantry. The County Couaals were obliged 
by the Government in 1907! to acquire land and seU or re-let 
fit to small tenants. Should the County authorities decline 
to act the Government could act in default and land might be 
and was compulsorily acquired for the purpose. The Govern- 
ment advanced money for the preliminary expenses and 
subsidized co-operation which is the chief means by which 
the small farmer can hope to circumvent the disadvantages 
of small scale production. The general result is that public 
authorities have become one of the largest landowners in the 


country. 

The increase of the power of the State over latUvay trans- 
port is also noticeable. The great depression raised the 
question as to whether the whole of the rates of Carriage of 
goods were not too high. The result was tJjefimngofraiiway--- 
‘The farms under 50 acres were stiU more numeBaxrtriSfSow oref 
eo acres, being 292,720 as against 143,166 in 1913. but the former only 
accupied sixteen per cent, of the total acreage. Agricultural StatisUcs, 
Cd. 6597. ty Kd. VI* <• 34 
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rate s Jjx the G overn ment between 18SS and 1894, while the, 'I; 
amalgamalTons at the "beginning oFthe twentieth century; 
raised thp whole question of the acquisition of the railwa3*si 
by the State. I 

In commerce the amount of State intervention has bceni 
less. ' T he action of the Government has been chiefl}' confined^ 
to fighting_unfair forms of competition. Thus I^Ie rch and ise- , 
i Mar ks Acts. ha\n been passed since 1SS7 wl iich ~are~intended . 
to secure English m akers^ against' the 'fraudulent imitation 
o T th eir trade marks bj^ forerg hefs o f against fraudule'nt 
descriptions ■n-luch' should lead the buj’cr to' tliihk'the goods 
English when they were really foreign.* Great!}’- increased 
attention has been paid to adulFtraining.for_comme.rce .and 
eco nomi cs have become part of the curriculum of every ' 
Universit}'. In the nineties one Professor was supposed to • 
be able to deal with the whole of Economics ; the London 
School of Economics, founded in 1895, showed that it was as 
useful to have one Professor of Economics as it w'ould be to 
have one Professor of Science. Hence the enormous expan- 
sion of economic training and teaching, mucli of it subsidized 

by Government grants." 

"TIie^Boa-rdT6rrTrade..started a Commercial Intelligence 
Depa rtment in iqoo t o give infonnation to riaders ; it began ' 
to increase the equipment of consuls and started a new 
service, that of the Trade Commissioner to the Colonies and. 
Dependencies. It published _a montldyt journal of trade. 
inteliigence. The Bo ard of Trad C-Mninudr-i'ci addition to the’ 
elabdrafe series~^Tonsular Reports and special reports, to 
keep the British trader au jait with tariffs and other regula-.' 
tions in foreign countries. 

The enormous extension of State activity wliich is charac-l 
teristic of the period after 1870 .could not have been carried ' 
out in England had not the'Chdl Service. been. ref prmc-d._ In' ^ 
that year the appointraenFoFCridI.Servants.by.competiti.ve 1 ; 
examinatiorivmFin^itutedg a^very high standard of probi ty ' 
ancI~'S fngi cirey~u-as estab lished^and' has keen mamtainccL It 
would have'^eeii'liopeless" "fd"fiy to carry through all this 
constant regulation of every side of life -nith a dishonest, or 
bribeabic offidaldoni. 

During this period there was a g reat ex tension of the 
•As to the Patent Act, see pp. 197-S. 'vechly 
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^vities_^ of munidpalities-amLiiot ^merely of the State. To 
watered gas m^y munidpaKties now a dded tramw3>-s. antt 
after 1880 dectncal unde rtaldh^ ' thereby increasing tbe^area 
of munidpaTTrading ^ The health movement again enlarged 
thdr activities in the matter of the inspection of food which 
became one of their more important tuncH^s. Tfae^me 
movement caused many of thein to undertake large schemes 
of muniapal housing and their powers were enlarged by the 
Soasing-JVet nf-lSgo^jrhile the I/)adon authorities obtained 
a considerable extension of thdr powers in this respect under 
the Act of 1894. 

This reaction from laissez-faire was not merely due to 
the great Depression creating drcumstances which forced the 
Government to act. The railways had ioduced.aaJntensified 
form of competition in the world. To assist her own people 
Germany gave them all the support that the State could 
bring to bear. It was hopeless for indiriduals to fight powerful 
governments with the State resources behind them Hence 
it quickened a movement in other countries towards State 
intervention. If Germany gave bounties on the export of 
beet sugar, Austria and France had to follow suit or see their 
subjects injured by the action of a foreign government 
No country could afford to be outdone. ( It was obvious that 
Germany was flourisliing, hence it could be argued that 
State intervention and protective tariffs did not necessarily 
produce ineffidency as had previously been maintained.'^ 
Regulation in industry had not produced unfavourable 
results on the output or the effidency of the worker and this, 
;oo, made people willing to abandon laissez-faire. The 
English coal mining and cotton industries were liighly legu- 
ated by the nineties and thdr products constitute the tvo 
nost valuable exports. Nor had the labour organizations 
irought the country to ruin as had been predicted. (The 
depression of Trade Commission considered that the depres- 
ion could not be ascribed to either trade unions or legislation.) 
“ At the present moment there is, as we have already 

'ointed out, agood deal of distressowingtothewant of regular 

•Ttie indebtedness of local sutboTities in England and Wales Increased 
rom /igi milbon in 1887-1888 to £215 millwn in iSga-iSgp. 
tatisUcal Abstract for United Kingdom, 1896. fi. 40. and i^. f. <8. 
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work, but there can be no question that the workman in this / 
country is, when fully employed, in almost ever}’- respect in' 
a better position than his competitor in foreign countries 
and we think that no diminution in our productive capacity 
has resulted from this improvement in his position. We may- 
add that in our opinion the unfavourable elements in the 
existing condition of trade and industry cannot with any 
justice be attributed to the action of trades unions and 
similar combinations."* 

The Labour. moTcmeut -was growing in every country and 
was forcing governments to interest themselves more actively 
in working-class conditions and as what had already been 
done had not proved inj uiious, the various States were willing 
to go on trying experiments and each borrowed from the 
other, t In Great Britain the creation of the Trade Boards to fis 
minimum wages on which both employers and employed were 
represented, had a great influence in stimulating the formation 
of trade unions among unskilled workers who had not joined 
unions before. The National Health Insurance Act had the 
same effect. People had to join an ‘‘ apj^roved society ” and 
many workers joined their trade union which was recognized 
as an “ approved society, ” because they would get other benefits 
as well. This great growth of trade unionism strengthened 
the Labour party. 

The groui;h of huge railway amalgamations worked in 
the same direction in England as in the United States. People 
became afraid of the power of the railways to throttle trade, 
and the amalgamations stimulated the growing control of 
railway rates by the State. To all these causes making for 
the abandonment of individualism came Science, ^t became 
obvious that in matters of health, no man could hve to him- 
self, hence the increased regulations intended to prevent 
disease and create a wholesome standard of life accustomed 
people to interference even in the home.'s Moreover, as 
scientific investigation became more elaborate ordinary 
individuals could rarely afford the expense of carrying out 

♦Final Report, Depression of Trade Commission, p. XXI. 

■fThc social insurance system of Germany has been copied, _ for 
instance, in a modified form in the United Kingdom. C/. Comparison 
of Dabour Laws in difierent countries, in 2.1th Annual Report, United 
States Labour Statistics. 
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the necessary enquiries. Thu-, there was^ growing tendency 
to insist that the State should subsidize sdentific^investioa^- 
tion for purposes of agnculture or industry as it was alrea^dy 
doing for industrial diseases or for the sake of the general 
health of the community.) 

Although the reactioif was due to a series of economic 
causes perhaps Mr. Joseph Chamberlain did more than mv 
other personality, both on the social and colonial sides to 
shape the general course of events. ' 

'v -All tliese new social services assumed by the State hecessarily 
meant increased expenditure. The larger part of the extra 
I money required in the United Kingdom came from increase 
\of the Death Duties and the Income Tax. The Utter was 
*so graduated after 1894 as to bear more heavily on the large: 
lincomes, to which a super tax was addediiugog. Unearned 
incomes were less favourably treated than earned incomes 
{aitei 1907. Measures were sdso taken j!ui 909 jp^lieyft,tbe 
Wan with children whose income was less than £5^00 a,year. 
b'hese allowances have tmdergone a rapid and continuous 
u’eveftjprtrenf srnce rtraf <fa<e * 

1 Thus even in collecting its revenue, the State has begun 
I to cany out a social policy of assisting or idieviog certain 
[classes and has met the d^dt by taxing the lich^j la the 
^process the majority of the incomes of the commuaity come 
junder review every year in the clajma for repaymga^aUte* 
fni'.nt or exemption 

The following tables illustrate the position of the Umted 
Kingdom as compared with France, Germany and the Umted 
f^tatcs at the beginning of the twentieth century and the 
comparison with twenty years earlier. 

FISCAL BLUE BOOK. 1909. Co, 4954. ^ 

I— ropuiMioN. Asnoai. Average. U'Kousvfn:)?. 

Untied Untied 

Kingdom France Germany Stales 

1880-18S4 35.168 37.728 45.«35 52.514 

I9J0-1904 41.966 39.05* 57.984 79.0'5 

•Royal Commission on the Income Tax, 1919. Minutes of Evidence, 
Vol. I., pp. 51-60. 

tDuiing the war this policy was earned fnrllicr in that mauuf&etnrcfs 
end others were not allowed to keep more than one-fifth of the profits 
they made over the pre-war standard. 
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- 

U titled 


United 


Kingdom 

France Germany 

Slates 


2 -Birth 

Il.ATC PER TnOfS.lNO. 


1880-1884 

32.4 

24.7 37.6 


1900-1904 

27.9 

21.4 34.7 



3 — Dr:,M'n 

R.ATIJ PER TnOfS.V.ND.* 


1SS0-ISS4 

19.5 

22.4 26.1 


1900-1904 

16.8 

20.0 20.2 


4~ Font 

;iGN’ Tii-tDii .^ccregate Import.?, Net, .A.r.r. 

■Artici es ' 



Jfit,i.roN £.f 


1SS0-1SS4 

343.6 

190.9 131.8 

140. 1 

1900-1904 

466.0 

iSa.i 287.0 

186.0 


5 -I.'.fPORT.S MAN'CT.tCTfRES.t 


18S0-1SS4 

64.7 

28.2 42.8 

65.8 

I goo- 1904 

113-4 

32.4 57.0 

78.6 

0 - 

Exports, Ai.t, ARTictHS, Domestic. Miujon /,5 

1SS0-1SS4 

234.3 

133.3 132.8 

165.4 

1900-1904 

2S2.7 

163.6 235.6 

292.3 


7— Exports. 

M.ANUFACTORES ONI.Y.D 


1SS0-1SS4 

206.4 

73.1 91.9 

30.6 

1900-1904 

224.7 

94.6 154.2 

99.8 

6- 

■Foreign Tr.vde 

PER liE.tD OF THE POPin:,ATION. 55 


Imports, 

Xf.t. Ai,l Articles. 



L s- 

1 s. d. i s. d. 

i 5 i . 

1SS0-18S4 

9153 

512 3 7 2 

2134 

1900-1904 

JI 2 2 

4 13 3 4 19 0 

271 


♦Note the favourable death rate of the United Kingdom. 

fNote the enormous extent of the import trade of the United King- 
dom as compared with the three other great powers. 

JXotc the small proportion of the import of manufactured goods 
in the figures of the United Kingdom’s trade. 

§N'otc that the imports of France, Germany and tlie United Kingdom 
in 1900-1904 exceed the exports. In the United States the exports 
exceed the imports. 

ilNote the enormous prcpondercnce of the United Kingdom when 
it is a question of the export of manufactures. Note also the rapid 
increase of Germany's export of manufactured goods, a rise of ifiz 
million as against ^18 million for tlie United Kingdom, also the 
million rise of the United States. 

§§Thcse figures show the preponderant position of the United Kingdom 
in another way. 
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Untied 

Kingdom France Germany 
Exports, Domestic. All Articlfs 
... L > d- C ' 

1880-1884 6 13 a 3 *3 

1900-1904 6 14 9 46 


1880-18S4 

1900-1904 


1880—1884 

1900-1904 


1880-1884 75*9 

1900-1904 74.7 


1880-18S4 

1900-1904 


TBocsa><*o Tons | 

1880-1884 ^1.482 35.950 

1900-1904 101,384 39.087 


C t. d. 

£ t. i 

3 7 8 

330 

4 » 3 

3 14 0 

Miluon £.' 


11.5 

1.5 

22.8 

10.7 

illt.flON /. 

3.7 

3.6 

10,1 

14.7 

(Exports). 

illLLIOH £\ 

5.0 

3.6 

14.9 

3.0 

i (Exports). 

”.3 

0,07 

11.5 

0.13 

) Cr.EARES AT SrirOBTS. 

14.519 

aS.sjS 

31.433 

48,65* 


(6) Sm?tixa ToNNACB OH Recister. Thousand Toss Net 

Crtti tannaii 

1880-1884 ^.937 0.971 l.*33 se* (a) 1.317 

lakes (6)4, i 5 o 

1900-1904 9.958 1. 190 2.183 (^) 0.877 

lakes and men {&] 5.773 


(c) Tonnage Sold to Foreigners. Thousand Tons 
1880-1884 103 14 22 aS 

1900-1904 249 22 47 >3 

•The preponderant position of the United Kingdom la the erport 
of manufactured iron goods is stnkisg when one compares the fact 
that the United States surpasses her in the output of pig-iroa {tee iS) 
and in steel output (19). It is interesting to observe the rapid inaease 
of the export of machinery from the United States in twenty years 
by £12 mulion, uhile the United Kingdom increased by £8 milhoa. 

tHere again the predominant position of the United Kingdom Is 
obvious. Note the rapid increase of German cotton exports. 

|The business of the Britidi seaports fs obvious from these figures 

The sea tonnage on the Bnllsh register is more than twice that of the 

other tliree powers put together. Great Britain also built largely lor 
other nations. 
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United 



United 


Kingdom 

J-rance 

Germany 

States 


14 — ItAItWAVS— JIUKS 

IN Operation.* 


iS8c>-iSS4 

18. .{22 

15.93S 

21.719 

111.564 

1900-1904 

22 • 23 I 

24.027 

32.232 

20S.408 


Passf.ncers, :.rjr.i,ioxs. 


18S0-1SS4 

652 

192 

243 

• •• 

1900-T904 

1,179 

431 

922 

649 


Goods, Mhuon 'foxs. 


1880-18S4 

253 

84 

187 

• •• 

1900-1904 

•5 3-1 

124 

370 

1.069 


Gross 

Receipts, 

3XII.EI0.N /. 


1SS0-1SS4 

68.6 

44.1 

47.9 

• •• 

1900-1904 

loS. 7 

59.7 

103.4 

361.6 


15 COTTON’ 

CONSUJIED, 

MIEI.ION CwTS.t 


iSSo— 18S4 

12.9 

2.0 

2.9 

8.3 

1900-1904 

14.3 

3.6 

6.8 

18.2 


SPIN’Dr,ES, Tuousan’ds. 


1880-18S4 

41.170 

3.887 

4»900 

12.087 

1900-1904 

46,640 

5.9.10 

8.450 

21.403 


16— Wool, 

Consumed, 

JHeeion Lns.J 


iS8o-i8S4' 

33 < 5 .o 

409.5 

219.8 

343.1 

1900-1904 

450.8 

517.2 

3 - 15.3 

448.4 


17— CoAi, Output, Mii.i.ion’ Ton’s .5 


18S0-1SS4 

156.4 

19.3 

51.3 

88,7 

1900-1904 

226.8 

31.8 

110. 7 

2S1.0 


18 — Pig-Iron Output, 

MiLEioN Tons. 11 


1880-1SS4 

8,1 

1.9 

3.2 

4.2 

1900-1904 

8.6 

2.6 

8.9 

16,4 


•Note the liugc mileage and goods tralEc of the United States and 
the large passenger traffic of the United Kingdom. 

•fit is interesting to note tlje large consumption of cotton by the 
United States as compared with the value of the export of cotton 
manufactures (ii). Note the predominance of spindles in the United 
Kingdom. 

Jit is interesting to notice that France consumed more wool than 
the United Kingdom both in the period 1880-1S84 and 1900-190.}. 

§The coal output of the U.S.A. passed tliat of Great Britain for 
the first time in the quinquennial period, 1900-.I. 

SThc pig-iron output of the U.S.A. surpassed that of the United 
Kingdom in the period 1890-1S94. 
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18S0-188} 

1900-1904 

I The following table shows that Great Britain was main- 
( taining in 1913 her enormous lead in trade and bears witness 
I to the strength and vitality of British industry as a whole.t 
I It also shows the growing importance of German trade. 

JiVCHCASE IK MitxioK £ ON Average of 1910-1913 over 
Average 1895-1899. 


Untied 

Kingdom France Cermanv 

ip-b.-uci. OuTPur. MiiriON Ions.’ 



Untied 





Kingdom 

Germany 

France 

Slain 

Net Imports 

Imports of manufactnied 

218 

2^0 

i}5 

163 

and partly manufac- 
tured eoods « 

7a 

1$ ■ 

37 

81 

Total Exports of domestic 


produce and manufac- 





lures 

Sx’ports of masu/actured 
and partly manufac- 
tured goods • 

250 

211 

«>5 

211 




>77 1 

170 j 

7 > 

:4a 


n. — C auses of the Supremacy of Great Britain dueivc 
THE Nineteenth Century. 

The supremacy of Great Bntmn between 17S9 and 191^ 
was the result of a combination of several factors. 

,'f In the first place s he had a long start a nd although that 
1 meant that she had to beat' tte^uiaea of the experiments 
and that other countries could begin where she left off, it 
,did mean that jhe bad evolved a-iace of sHIlf cLandjtiaiued 
'workers such as no other country in the world possessed and 
this enabled her to hnprove upon or adapt ma^ies invent;.d. 

•These figures illustrate the growth of the steel output and llie 
important position occupied hy the United States 

tPeport on Commercial and Industrial Policy after the M’ar. Cd 
9035. *918. 
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elsewhere.* Although English machines were exported in[<. 
‘lafgelmmbers after 1825, foreigners could not work them tdi 
anjd;bing like the same advantage as the English. f Tliis,' 
higlily_de\'eloped..skill..in.,engiueeriug enabled her to acquire 
and' devSop the new trade of iron ships so that she became 
the .world's sliip builder. It is w’ell knowm that the Lancashire 
cotton spinner could w'ork more spindles than any cotton 
operative in the world and that English fine yarns are un- 
surpassed. During the nineteenth century British goods 
invanahly stood for good quality and workmanship and great 
was the difficulty Great Britain experienced in preventing 
other nations putting her trade marks on their inferior goods, f 

Moreover, as Great Britain was the first to develop machine 
industries on a large scale t^_s.ubsidiary industries had grown 
up_around the principal industries and acted as their feeders. 

if the long start had given the British a race of trained 
workers it had also helped to develop a race of bankers, 
merchant s an d manufacturers who were able to take large 
view's", “who were highly' speaaliied in finance, exchange and 
manufacturing and who were able to visualize the world as 
one market. The development of rapid communications 
first of wllin tliis coun^J;ended to foster the sense of states-’ 
manship of commerce in the British directors of companies, - 
general managers, captains of industry and merchant princes. 
The result w'as that m extraordinarily high level of specialized 

*" It is admitted by everyone Uiat our skill is unrivalled, tbe industry 
and power of our people micqualled : their ingenuity as displayed 
in tbe continual improvement of machinery .md production of com- 
modities without parallel." Report, 1825, V., p. 16. Speaking of 
inventions brought here from the United States the Report of 1841 
says : " Those inadiincs have been subsequently improved upon by 
tbe great skill of the mccliaiiics of this country and by the greater 
aptitude whidi the artisan here has in suggesting or carrying out 
improvem-jiits on account of the knowledge which the great quantity 
of madiir.cry constructed in this country has given to the machine 
maker.'’ Report, 184J, />. 112. 

•fReport on the Export of Machinery, 1841, VII. 

It was said that the English artisan caniiiig 50s. was more profitable 
than the foreign artisan earning 20 jrs. Men brought from Stafford- 
shire working at the .same piece-work r.atcs as Belgians, ceriicd^S - £5 
a week, while the licloians earned iS - 20 /r. Report, p. 30. This was 
also Biasscy's experience. iV. Helps, " Etfc of Brassey." 

JReports on the Jfcrchandisc Marks .kets. 
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transportable. When the revolution took place in the steel 
industry after 1870, it was necessary to import iron ores from 
Spain and Sweden for Bessemer sted as the EngEsli ores were 
not pure enough. It was the situation of the English coal 
fidds on the coast in Wales and the North that enaljled the 
ore to reach the coal from Spain and Sweden without an 
expensive inland haul by railway. Great Britain was thus 
able to continue to be one of the great iron producers of the 
world. In an economic d\dlisation which during the nine- 
teenth centurj' was based on coal England was the largest 
coal producer. It was only in 1900 that she was surpassed'^ 
b}’- the United States,* but she continued to be the largest] 
coal exporter up to 19x4. Here again the geographical situa- 
tion of the coal fidds on the coast hdped the export. German 
coal exports to the Mediterranean, for instance, were hampered 
by the long railway haul. It was easier for Great Britain 
to reach the Southern countries by sea. The cost of coal pro- 
duction in the United States is considerably less than in the 
United Kingdom but as far as export is concerned the extra 
haulage from the United States mines to the ports and the 
longer sea passage neutralized the cost of production. 

The magnitude of her coal exports has caused Great Britain 
to provide docks and other accommodation in fordgn ports 
for bunkering ships. /‘Most of the docks and coal handh'ngi 
facilities in South AiMiican ports are controlled by English / 
companies who have long had the business of bunkeringi 

•Production or Coal. 

^ lln.LioN Ton. 


Annual 

A verage . 

United 

Kingdom 

Prance 

Germany 

United 

Slates 

1855-1859 

66.0 

7.5 

— 

12.4 

1860^1864 

84.9 

9.8 

15.4 

16.7 

1865-1869 

103.0 

12.4 

23.5 

26,7 

1870-1874 

120,7 

15. 1 

31.8 

43.1 

1875-1879 

X33.3 

16.3 

38.4 

52.2 

1880-1884 

156.4 

19.3 

51.3 

88.7 

1885-1S89 

165.2 

20.7 

60.9 

115.3 

1890-1894 

180,3 

25.4 

72.0 

153.3 

1895-1899 

201,9 

29.6 

89.3 

189,1 

1900-1904 

226.8 

31.8 

no. 7 

2S1.0 

1905-190S 

254-1 

34.0 

135.3 

380.2 

X913 

287.4 

Fiscal Blue Book, pp , 166-167, Cd. 4954. 
40.1 187.0 508,0 



i66 Industrial and Commercial Policy 

/ English ships at call all over the world.”* It is to tliis, 
control of the facilities for handling coal that the American 
Federal Trade Commission ate inclined to attribute the 
success of the English in supplying South America nith coal 

'^te magnitude of her shipping conuections has been another 
cau-se oF the expansion of Bntish ludustty'andT^eT'Her 
ubiquitous tramp has gjven her facilities for the reedpt and 
despatch of goods which n-ere unri\-alled by any other countrv 
iiefore 1914. It is scarcely realized, however, what an impor- 
tant asset the Englis h ship canta in has been in pushing 
English trade. As he goes all’ovet the world it ishisbusm^ 
to get freights, and he is willing to cany* for anyone who mil 
charter him, but be wishes above all to get back to England, 
and will work tow ards that end in getting cargoes.! He is one 
of the best agents for British trade and he is found c\-eTy- 
where. 

As has already been observed, the United Kingdom was 
organized for world trade when other countries, France 
excepted, were only developing national unity. The result 
Is that djxrin g th e last half.of the nineteenth centufy:_En^ish 
finanaal TOanecHboV were established all over the world 
The bill on Eondon has become the international currency of 
commerce, purchases in the United Kingdom ha\’n 
stimulated oecause dnandal settlement hu been so easy) 
(Great Britain " has provided all the financial facilities needed 
lor its exporters and importers to do business with other men 
anywhere on the globe, and conversely through British 
agencies, merchants in the most remote regions have been able 
to transact business not only with British subj^s but with the 
merchants of any other countiyA ... In short, wherever 


•U.S.A. Federal Trade Comraissioii. Co-operation in Atnenean 
Export Trade, I., 3^0. 

f' There is no merebaat that is so good a drummer for trade as the 
ship-owner. You get a fellow with • ship in the Far East, and he has 
no cargo for it ; anylhmg short of stealmg that fellow will resort to 
to get a cargo for his ship, so we ofteu get lery low rates of freight 
wluch IS a great advantage to the PaaBc coast, for instance If I was 
living in London do you think I would be puHiiig for the Pacific coast ? 
N'ot at all I would be pulling for London . . . every shipowner, 
wherever you find him. is working to try and get his ships batt tome 
to his liotne port . . ” Witness before the Federal Ttaa e_Oim - 

•uission, U.S.A. ,1916. Report on Co-operation in the Americanfixpo^^ 
Trade. I , 35 
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British imports are bought or British exports sold there is • 
either a local banlc intimately connected with London or- 
there is a British bank for the accommodation of British 
commerce.” No other .nation has any such comprehensive! 
hnandal organization for foreign business.* 

Great' Britain has. been above all the financier of great' 
(^structional vrorks — railways, docks, electrical light and' 
power works,'^water works, electric tramways, telegraphs, 
telephones, cables, all over the world, to say nothing of 
mining and plantation companies, t The materials for those 
works were generallj' ordered in this country. The engineers 
were British and preferred British goods in the use of which 
they had been trained at home, the directorate of most of 
the companies was domiciled in England, they had interests 
in other British concerns and the orders were placed in the 
United Kingdora.| The orders for renewals, always such an 
important consideration, would also come here. 

Thus the early start, the abimdant coal supplies, the skill 
of th^Eriirsh arti«m,' the ubiquity of British^ shipping, the ’ 
uHIvers’aIitr~bf the British Vandal organization, the ma^-“ 
tucTe’cTBritish investments abroa'd combined with the exed- 
lence 'of the mianufa’ctures of the United Kingdom have all 
combined' to ensure her predominance during the past century. ' 


in. — GKOWTH UN' TKE W’ELtV.RE OF THE WOREIN'G Cl.-^SSES. 

This great industrial and commcrdal development and 
consequent creation of wealth has not been carried out at the 

‘I'eJeral Trade Coaumssioa, I., pp. 40, 4*. 

t'The Federal Trade Coiamission, II., pp. covers tlurty-seveii 

pages with the enumeration oi mere names and approximate capitali- 
zation of British Companies abroad. In round nimibers about iC4,ooo 
millions of British capital were invested abroad in 1913. 

J Federal Trade Commission, p. 66, p. 2S1. 

The importance of training engineers -who get used to certain types 
of mechanism and do not readily take to others and therefore act as 
commercial agents for the coimtry where Uicy are trained, was recog- 
nized by the Germans. " Promising young Chinese were educated 
as engineers in the schools and universities in Germany at the expense 
of German business organizations as w-cU ns the establisliment oi an 
engineering school in Shanghai with German equipment and German 
instructors for the training of j'oung Chinese in Cliina in German 
engineering standards, metliods, equipment, etc.” The Report of the 
Federal Trade Commission, op. cU., I., p. 112. 
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expense of the working classes. (Not merely have their wa-es 
'risen but they get more for the money, t.t., real wages ta\*c 
I risen as well as nominal wages.^ The following table drawn 
' up by Professor Bowley* brings out that fact: 



Nomitidl Wagts 

Prtcet. 

Peal llacu. 

1790-1810 

Itlsmg fast 

Rising s cry fast 

Falling slowly 

1810-2830 

1830-2832 

Palhag 

Palllog fast 

Risbg slowlr 

Nearly 

stationary 

Falling slo^rly 

Rising slowly 

1832-1870 

Hising fast 

Ruing 

Rising coasidn* 
ably in tbe 
nbole period 

1670-1873 

Rising very fast 

luaing fast 


1873-1879 

Palling fast 

Falliag fast 

Rising fast 

1679-1887 

Nearly 

stationary 

Pallbg 

Rising 

1887-1892 

Rising 

Rising and 
falling 

Rising 

1892-1897 

Neatly 

stationary 

Palling 

Rising 

1897-1900 

Rising fast 

Rising 

Rising 

Jgoo-1914 

Palling a little 

railing and 
ruing 

Stationary 


/‘.i^ kf%-- 


/» - / /I 


~/il4 


DietJontfy of PoUtlcal Economy .•* ed. Palgrtve. i9oS- Appes-lb. 
p. 8oi. 
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Professor Bowley shows the rise of wages by an 
number as follows : — 
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index 


I850-1S54 

Judex Number 0/ 
Nominal Wages. 

55 

Real Wages. 
5 ° 

1855-1859 

60 

50 

1SP0-IS64 

- 62 

50 

1865-1869 

67 

55 

1S70-IS74 

7 S 

60 

1875-1879 

- 1)0 

65 

IS80-IS84 

77 

65 

75 

1SS5-ISS9 

79 

1890-1894 

87 

85 

IS95-1S99 

92 

93 

1900-1904 

100 

100 


This table shows that real w-ages doubled in the last half 
centi^’. Educat ion l^s^l^een ffee^sihce 1891, illitefacy'hns 
declined, foodls rnore.Yaned, transport has developed oppor- 
tii niti ^ for hoii^3-s. and (±ahge, pauperism has lessened in 
propoffio^tojthe population,! serious crime has diminished.! • 
riinft,' ai” shown by the accumulations of friendly societies 
and in sarings banks showed a marked increase. 

Funds. § 

1877 1905 

L L 

Ordinary friendly societies 5,211,052 jS,o^ 0 , 6 ^o 

Branches of registered 

orders - - 7,75~.05° 23.888,491 


1S50 

Deposits in Post Ofnee and 
Trustee Savings Banks /29 millions. 

ij. od. per head 
ot population. 


1907 

£20^1 millions. 
£4 151. id. per 
head. 


It seems clear that the Englishman was better off in 1834' 
than the continental labourer and as a consequence of thel 


♦He says : " The result is not to be regarded as final in any sense 
but rather as shouing the direction of the ^ect of the change of prices, 
i.e., the nature of the numerical relation between nominal and real 
wages." 

fStatistical Memoranda and Charts relating to Public Health and 
Social Conditions. Cd. 4671, 1909. Charts p. 52. P- 

JStatistical ^rcmorand3 Chart 3 and 5. Section VI. 

S" Statistical Memoranda," p. 103-104. 
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h.-iriff reform agitation, another great enquitv ftas ucdertaku 
'in 1909 into the cost of living in France, Belgium, Germin> 
and the United States It b almost iinpossille to make an 
exact comparison of the condition of workmen in two couu 
tries. It is clear that if an Englishman had gone to France 
m 1909 and wanted to live in just the same way as he had 
lived m England he would have been worse off. His tea 
ivould have been dearer, his coal would have been dearer, his 
jam would have cost him more, his house would have been a 
very different type of thing, probably a flat for which he 
would have had to pay a higher rent if he wanted as many 
rooms as he had in his Enchsh house. Nor would his wife 
have found the water “laiu on.’* She would have had to 
fetch her water from the pipe in the court. On the other hand 
if he were willing to drink wine instead of beer he would have 
found it cheaper than m England, he would have found his 
milk, eggs and poultry cheaper. His meat diet would have 
been more vaned and he would have eaten beef, veal, mutton, 
bacon, charcuterie, pork and poultry and if be bad adapted 
himself to French ways, he would have eaten far more fnat 
and vegetables. ^In di&eient countries people have quite 
difiereiit wants and habits and it is diiHcult to compare them.^ 
Bread in France, though bearing the same name as in England, 
is a totally different thing, a house is a different thing, wages 
are differently paid and occupations are differently planned. 
In France the wage was still largely a family wage, women 
habitually added to the family income in 1909 In Roanne, in 
the budgets obtained, 97.5 of the wives worked, 82 per cent, 
worked at Grenoble, the centre of the glove iadustrj’, and 
Sr per cent at Fougeres, a boot and shoe making town. 

/ Wages of the French workmen as compared with the 
English were said to be as 75 b to 100, the corresponding 
jratio for Germany being as 83 is to 100 ; the hours of labour 
of the Frencli artisan were from 13 to 23 per cent, lugher. 
(yet who can measure the intensity of effort put into the two 
l^riods — a man may take a long |»criod ia a leisutelv fashion 
|or put in very strenuous work in shorter hours with more 
resultant fatigue • 


•Cil. H5I1 (pranff) 1909, Cd. (Cermaoy) 19^8- 
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IV.— The Contrast between the Individuaeism of Great 
Britain and the Paternalism of France and Germany. 

A peculiarity of British industrial development in the nine- 
teenth centurj' lay in the fact that it owed practically nothing 
to State aid. The English inventor ..received neither capital 
nor encouragement from the authorities, whereas in both 
France and Gerinany the State afforded substantial assis- 
tance. 

The cnerg3' of the Prussian Government in bringing the 
knowledge of English machines to the very doors of its people 
is remarkable. This is an account given by a witness before 
the Royal Commission on the export of machinery in 1S41 ; 

“ I found at Berlin the most enterprising and systematic 
exertions made on the part of the Government to obtain a 
command of the manufacture of machinery. I found no 
expense spared for that purpose and the exertions quite 
astonished me. There is one very important institution at 
Berlin called the Gewerbe Institut wliich is a large establish- 
ment for practical education combining design with almost 
every branch of manufacture into which scieuce and mechanics 
enter. In going through the room of this institution with the 
Professor - 1 saw suites of apartments completely filled with 
models of English machines. The Professor informed me 
that they had in it models of ever3' machine in use in Great 
Britain for the manufacture of cotton, flax, silk and wool and 
likewise a number from America and Germany, that by these 
means they were enabled to have our recent improvements 
but what was a matter of importance which we cannot com- 
mand that they were enabled frequently to combine in the 
tame machine two distinct English patents. 

“ The system, he told me, w'as that this Machinery as soon 
as produced in England was immediately imported at the 
expense of the Government and set up at the Gewerbe Institut ; 
that it was proved, that a w'orking model was immediately 
made from it to be deposited in the institution and that the 
original was presented as an honorary prize by the Government 
to some manufacturer in Prussia wlio had distingifished him- 
self in the peculiar branch to which it was applicable, jn 
the Institut likewise the pupils were taught to make the 
machinery themselves, they were supplied with the tools 
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and they were permitted to carry away the nuchines wHch 
they themselves had constructed.”* 

While on the one hand this eitract shows the iaflueacc cf 
English technique on the country destined to become her greit 
industrial rival at a later date, on the other it is a striking 
instance of the paternalism of the Prussian government and ib 
direction of industry and technical education especially when 
contrasted with English laissez-faire methods. 

Not merely was the introduction of macluBerj* into the 
United Kingdom and the consequent remodelling of industrial 
life due to the efforts of private indiriduals working with 
their own or borrowed capital, but they were equally free from 
any government restrictions as to wages or conditions under 
wirich the employees should work. All these had b^ swept 
away finally in 1813 though obsolete long before. Only whra 
it was a question of compSsorily acquiring property for anals 
or railways had the sanction of Parliament to be obtained. 
To this scope for individual enterprise and initiative the 
manufacturers were wont to ascribe their success and were 
enthusiastic advocates of laissez-faire. 

” The freedom which under our government every man 
has to use his capital, his labour and his talents, in the manner 
most conducive to liis interests are inestimable adv’antages ; 
canals are cut and railroads constructed by the voluntary 
association of persons whose local knowledge enables them 
to place them in the most desirable situations and these 
great advantages cannot exist under less free governments. 
These circumstances when taken together, give such a derided 
superiority to our people, that no injurious rivalry either in 
the construction of machinery or the manufacture of com- 
modities can reasonably be aDtidpated.”t 

The reconstruction of the industrial life of the nation by 
individuals in Great Britain is in striking contrast with the 
developments of machine industry in France X 


•1841. VII., p. 87, 

tUeport on Kxport of (fachioay. 18*5. p. i6. . « 

iEdinburgh Rntew, xSjo, ” State of Science Is Englaaa and Fr*oct, 

^ *^In France, too, the CoTemment Is the great protector and prooofer 
of science ; and not merely urges on, hut eren directs the purmit ot 
the learned. This likewise ‘has been tnnch extolled. . « • 
England the CoTemment does less because the subject does tccie. 
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the days of Henry IV. the manufacturers were accustomed 
:o look to the government for assistance. The collapse of 
French industry had been so great at the Revolution that it 
tvas only by Napoleon’s personal effort and financing that 
machine industry could be restarted but it was quite in 
accordance uith French tradition that the State should help 
mauufacturers and above all provide the means of good 
transport in roads and canals. 

In Germany the assistance afforded the manufacturer 
by the government arose from much the same reason. The 
destruction of economic life in the Thirty Years’ War was so 
complete that it could only revive again with State help. 
Foremost among the princes at the work of economic recon- 
struction were the Kings of Prussia and the people became 
accustomed to look to the monarch to do things for them. 

Apart from this in all the countries of Europe the agri- 
cultural population, a large proportion of whom were still 
serfs in 1780, had looked to the feudal lord for justice, guidance, 
employment and maintenance. This habit of depending on 
authority was net lightlj’’ broken and there is, as has been 
already shown, a much stronger tradition' of paternalism and 
State control in France and Germany than in Great Britain. 
People cannot be suddenly deprived of guidance, as the 
English have found in India. 

Lack of capital, destruction of economic life, poverty of 
initiative and the traditions inherited from the days of feudal- 
ism and serfdom caused the governments of Prussia, France 
and Russia to take the lead in encouraging, introducing or 
organizing the new methods of either industry or transport 
in the nineteenth century. 

Apart from the non-existence or early disappearance of 
serfdom in Great Britain, the reason for her different evolution 
is to be found first of all in the poverty’ of the English monarchs. 

In free governments, it is not so much the function of the rulers to 
enlighten the governed as of the governed to enlighten them. In 
order that the people may be wise wisdom must be a demand of the 
people. The only knowledge which men truly appreciate is that of 
which they feel the value ; not that which they are told is excellent 
or which is pointed to as glorious. The enlightened state of the wealthy 
British population and the efforts of those who would become both 
enlightened and wealthy spare our government from all solicitude 
upon science," 
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Queen Elizabeth had a roj-al income which rardy exceeded 
/30o,ooo a year and w^th that she had to carry on the whole 
Rovemment with an occasional dole, every four or five years 
from Parliament for an eme^ency. Charles I.’s income was 
about isso.ooo a year and he was always crippled for money, 
as his annual expenditure ran to about £850,000 in the period 
between 1630 and 1642. The English monarchs might hlc« an 
enterprise but they could take very little share in it. (Thus the 
expansion of English foreign trade and colonisation wis carried 
out by merchants assodated in Chartereil Companies.^ Even 
the Pilgrim Fathers were a joint stock company. WTiat the 
English merchant or manofacturer wanted he had to do for 
himself. This independence of government was stimulated 
by the coming of Puritanism The same spirit which Irf 
men to refuse to acknowledge an established church or to 
set up any priest between themselves and God. led them to 
be ns independent m matters of trade as they were in religion. 
They reseated authority in both. Many of them conadered 
that to be poor was to prove that the Lord bad turned lUs 
countenance away . those whom the I<ord had blessed pros* 
pered. The incentive to “ get on *’ was very strong when the 
acquisition of wealth seemed to be an earnest of ease and 
comort both here and hereafter. Moreover, there were very 
few things on which the righteous Puritan could really spend 
his money without sin and be liecame an excellent \*chiclc 
for the accumulation of capital • 

Tius tradition of independence naturally went with the 
colonists to the New World, especially as so many of them 
were Puritans, and it is no aeddent that the Americans should 
follow Great Britain so closely in leanng so much to private 
enterprise and coming so late to that government intervention 
which seems to be the characteristic of the modem world. 
Ireland was a conquered country and had to depend on what 
the conqueror would permit. She has therefore inevitably 
had to look to the government as the power which could give 
or withhold. She was also a poor country and for that 
reason looked to her richer ndglibour for financial assistaneet 


•On the infiaence of Puritanism. Levy, ” Economic I.iberaliisi. 
Sdmlze-G®vernit*, “ Eogllscher Impenilismus." Cunnioghia. 

" Chrutianitv and Economics." . . , . 

t" Of the'£il 9 ,<Ji .373 advanced to the United Kujgootn ep 10 
.Mirch, 1893. the sum of £51,283.693 or 43.78 per cent, of the who.e 
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whicli meant State intervention. She has been in an especially 
privileged position since 18S0 but the assistance she has 
received has been assistance to agriculture and not to industry'. 

In the district where the conquerors are the predominant 
element and where the Puritan tradition is strong, viz., 
in Ulster, such assistance has not been necessarj'. A great 
ship-building industry has been developed during the nine- 
teenth centurA' by private initiative and the linen industry 
has been successfullj' re-modelled along the lines of machinery. 
It is also easy to import coal from Scotland to the North of 
Ireland* wliich no doubt assisted the development of industry 
in the North. 

France received something like the Puritan stimulus in 
1789 until her faith in “ liberty, equality and fraternity ” which 
counteracted the efiects of late emancipation from feudalism. 
She learnt to believe in the principles of the “ glorious Revolu- 
tion ” and once capital was accumulated again and political 
life had become fairly settled, French industry has owed little 
to the State ejccept good transport facilities. Machine indu.stry 

had been advanced for Irish purposes and of Uiat no less than 
£10,718,095 or more than a fifth of the amount advanced to Ireland 
has been remitted or written off, been treated as a free grant, while 
only £1,15.1,51^ or one fifty-eightli part of the amount advanced in 
Great Britain has been so dealt with. This seems to be due to two 
main causes, viz. (i), the difficulty or supposed difficulty of raising 
capital in the open market for Irish purposes and on the credit of tlie 
Irish local authorities without the intervention of the credit of the 
State. (2) The special social and political circumstances which have 
led to a large expenditure in Ireland upon public works and rehef 
of distress." Financial Relations Commission, pp. 160-161. C. 8262, 
1896. 

This illustrates that where the country is poor or dependent Stale 
intervention becomes necessary even when the government professes 
laissez-faire principles as the English government did between 1815 
and 1886. 

•The characteristic diCerence between Ulster and the rest of Ireland 
is brought out in the following passage : " Only tlie other day a Royal 
Commission investigated the needs of Irish harbours. The Southern 
ports dwelt much on the improvements necessary and the impossibility 
of carrying them out without assistance from the Treasuiy. Belfast 
explained that it itself had made its harbour, and would itself deter- 
mine and carry out all improvements required. It has aheady 
commenced those improvements which will cost it ultimately millions 
of pounds." Slrahaii, " A Tale of Two Cities," in Blackwood's Magazine 
August, 1919, pp. I 52 - 153 - 
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required State aid to restart, after that, it developed alone 
the lines of laissez-faire. German industrj-, on th“ olha 
band, has continuously owed a great deal to the* State 
especially in the matter of technical encouragement The 
extract quoted above shows how early and vigorously thij 
tendeney manifested itself in the nineteenth centui)-. The 
leading characteristics of French, English and ^rman 
industrial development can. however, be traced from the 
middle of the seventeenth century'. The year 1649 saw the 
execution of Charles I. in England, and this meant the destruc 
tion of the King as the guiding power in economic life. Aftei 
that Parliament was supreme, and Parliament, being then an 
unwieldy body of several hundred country gentlemen, allowed 
English industry to work itself out in its own way unhampered 
Internally by restrictions on enterprise. It merely saw to it 
that there was a high protective tariff and wide overseas 
markets. A year before the King’s death in 1649, the Peace 
of Westphalia ended, in 1648, the Thirty Years’ war and 
collapse of Germany was complete, throwing her, so to say. 
into the arms of her princes for reconstruction. Almost 
within a year the King was dispensed with in one country 
and made a necessity in another. In 1642 Kichelien died, 
having completed the destruction of the political power of 
the nobility, having created a great economic administrative 
instrument of control for the King in the intendents, and 
having made the royal power the greatest thing in France. 
It was therefore inevitable that there would be a direction 
of industry and trade from above by the monarch, especially 
as the French king was a very wealthy potentate, who could 
give subventions and other financial assistance wh^ he 
chose. Colbert, after 1660, reo^anized the economic hfe 
of France along the lines of royal autocratic control and the 
whole of French industry looked to the King for encourage- 
regulation, direction and inspection. The Revolution 
destroyed the tradition of State assistance but it was revived 
by Napoleon and the two confiictiag ideas of freedom and 
control are active at different times and in different ways 
during the nineteenth century in France. 

/ In the eighteenth century France had^ been the 
/industrial country, England came second ; m the ninety 
{ century the positions were reversed. The mtercstiug thing 
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is to notice that both Great Britain and the United States* 
have tended to develop in the direction of increasing State 
control ns well as France and German)', autocratic by tradition. 

V. — The Econojuc Position: of Great Britain in 
1S15 AND 1914. 

There is a striking contrast between the rural nature of 
Great Britain at the beginning and the urban character of 
the country at the end of the nineteenth century. I n 1815 
she may still be termed an agricultural , countrj', as four out 
of ever)' ten of the -male workers in England and Wales were 
engaged in agriculture. She prodded her own corn and other 
food supplies. To her old woollen industry she had added 
two new trades — cotton and engineering. She was weighted 
down by a huge debt left from the war and the heavy taxation 
and stagnation of trade combined with the agricultural revolu- 
tion, the inflation of prices by the over-issue of paper, the bad 
Poor Law, the insanitciv' condition of the growing towns and 
the friction caused by the introduction of maclnnery made 
the condition of her people vciy miserable though it seems 
to have been better than that of the continental labourer, and 
real wages were rising all the century after 1810. The State 
did not inteiv'ene for many reasons. It was afraid of injuring 
the manufacturers on v/hose efforts it rehed to increase 
production and lift the burden of the war ; it believed that 
State regulation was a bad thing in itself and contrary to 
“ natural liberty " ; and in any case it knew no adequate 
remedies. 

By the beginning of the tn'cntieth century Great Britain 
had become a great food importing nation ; only one in ten 
of her male workers were still in agriculture, sevent3'-seven 
per cent, of the population was massed in urban areas in 
igoi.f Her manufactures had developed in all directions ; 

•Hadley : " Undercurrents In American Politics." 

•JPor every loo persons living in 1851 in 

London, there were approximately 203 in igoS. 

84 large urban areas do. 282 „ 

14 rural counties do. 95 „ 

jtest of England and Wales 1S4 „ 

[Cd. 4(571 (1909)] 
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the debt had been partly paid off by sinking iunds and ter- 
minable annuities but a debt of £651 millions (1913-iQij) 
distributed among the 45.221.615 people of the 1911 census 
was a very different thing from the £878 millions {:8i5.r8i6) 
borne by the l8| million people who comprised the United 
Kingdom in 1811. Taxation had been entirely recast, free 
trade was substituted for the old protectionist tariffs’ the 
Poor Law had been reformed and this had cleared the n-ay 
for the tackling of the problems of special classes of poor ; the 
towns were becoming increasingly healthier, the death rate 
was the most favourable in Europe, having fallen from 21.3 
per thousand in 1870 to 15.4 in 1908* and certain 
fevers such as typhus and small-pox had disappeared while 
all epidemics had diminished. Britain’s great industrial 
rival, France, bad ceased to be so important after 1870 but 
a new and vigorous nation, Germany, had emerged and was 
becoming a formidable competitor ; the United States bad 
become an industrial nation but she was not as yet an impor* 
tant rival. She exported food stuffs and raw material suc^ 
as cotton, but the exports of her manufactures were small 
in comparison 

A great industrial code had been built up and with its 
inspertors and trained civil servants and the great increase 
in scientific and engineering knowledge the State could 
attempt to do many things in 19J4 that were impossible in 
Ifci5. Perhaps nothing is more striking than the contrast 
between the belief in laissez-faire in the early part of the nine- 
teenth century and the wide field of government and municipal 
action at the beginning of the twentieth century. 

The contrast betw’een the extent and value of the colonies 
and dominions making up the British Empire is no lep 
remarkable. In 1783 England bad lost tl e continentri strip 
of coast line with its three-and-a-balf to four million inhabi- 
tants which has now expanded into the United States She 
still possessed in 1815 a northern region, “ our lady of the 
snows," which seemed to offer little hope of successful develop- 
ment, partly owing to climate and partly owing to the feuds 
between the two races, French and English, inhabiting Upper 
and Lower Canada At the Cape there was the same difficulty 
of two races but here the question was accentuated by the 

•ror Ensland and Wales it was 13.7 in 1913. 
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English desire to abolish slavery on wliich the agriculture and 1 
livelihood of the Dutch depended. Australia seemed to be 
a waterless region without native products and was chiefly 
used os a dumping ground for conmcts. Until about 1830', 
it ^Yas not apparent to people in this country- that there was ' 
the possibility of the lands of the Antipodes being great wool 
produdng countries. The West Indies were \dtiated in 
English eyes by the fact that their economic existence was 
based on slavery. 

The Empire between 1815 and 1850 seemed unpromising, 
and Englishmen in general, organized as they were for world- 
udde enterprise, expected little from it in the way of economic 
benefit while thej- did anticipate great disadvantages in the 
complications that might arise with foreign governments 
over the colonies. 

..The -developments of mechanical transport altered that 
poi nt of view. Railways penetrated interiors and helped the 
inner settlement of continents — the wheat producing prairie 
belt of Canada was opened up as was also the interior of 
West Africa stimulating the export of oils and cocoa. The 
railway assisted the cotton production of Egypt and made 
the multifarious raw products of India available in enormous 
masses. Its carriage pro\-ided increased employment for 
shipping while cold storage steamers showed the value of 
Australasia for mutton as well as wool. The dominions and 
dependencies became increasingly good markets for manu- 
factures ; after iSSo India was our largest customer for 
manufactured goods. 

Instead of being, as old colonies were, either islands or a 
fringe of people along a coast-line or river, the new Empire 
consisted of developed continental areas, and included a 
quarter of the inhabitants of the world linked up by railway 
and rapid steam communications uith the mother country 
and each other. 

A medal was struck in 1O70, probably for the Ror-al African 
Company, bearing the inscription, “ Britannus diffusus in 
orbe.’’* What was then a prophecy is now an accomplished 
fact. 


•Roprodiiccd in Cunningham, " Growth," Vol. II. rrontispiecc. 



PART IV 


the COJUfERCIAI, REVOLUTION CAUSED 
BY MECHANICAL TRANSPORT 


j SYNOPSIS 

The cottiag ©{ th* i&ilwaj wd the steanaWp meant the Khitltullaa 
*'1 ? /TOila economy for a national economy— the general rcsnltj cl 
which were world istcidependcnce and world tiealry. UecliMiccl 
transport created a revolutiofl in the commercial and industrial ta- 
portaoce of States. It created a new mobility of goods and persons. 
National policies were affected by the need to bnDd sod control riSvi^t. 


ThB REVOIUTIOK in TBE ImPOBTakCE op COVTDfZNT-tt A»eas 
The penetration of interiors by railways resulted in the dereJopnet 
of North and South America from popwted coast lines to populated 
continents. Asia and Africa were also brought into the world rconeay. 
1— In Europe Germany was enabled to become the Central Euepeag 
land distributor and n Uediterranean Power; Persia wu able 
to get an ontlet by railway during the winter when the ports 
were froren. Both countries were able to become iron tad 
steel producing nations owing to the de\e)opment of raHweyi 
which brought the ore and cou together and lacilitated dlstribu* 
tion of the dnished product. 

2 - The mtcrior of the United States was opened up by railways aad 
she began to ship her grain and meat to Europe. The ruwtyi 
dereloped her great iron and steel works. 

3-'Tbe British Empire. 

(a) Great Britain. 

1 — As pioneer of railseays Great Britain was the ant 

to experience the speeding up of production caused 
by railways but she tuSered from baring to male 
the expeiiments. 

2— They confirmed her la the position of the workshop 

of the world, X830-1873. 

3 The railways oeated new rirals for Great Britan 

in the sew Indnstrial Empires. 

^ A new industry arose — iron and steel ship buIlJiaf, 

which made Great Britain by far the greatest 
ship buDder and carrier of the srorlJ. 

(b) The Dominions and Depeadenries 

I— Mechanical transport proyided a median of rimj 
' commnnicstkm wtween all parts of the Enpire 
and linked it together. 
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2 —It made colonies incrcasinsly valukole as markets 
and sources of raw materials when the interiors 
were opened up. 

3— It created a new desire to dominate colonial areas 
amonp the Great_ Powers. Great Britain had to 
increase her Empire to presen-e the " open door." 

•4 —New and intensified international rivalry due to the new accessi- 
bility. 


n.— T he Revoevtion in CosiMnnciAi, Stapees and Coj{merciae 
Organization 

Tire importance of commodities changed. 

I — Bulky commodities, coal, innchincr)', food stuffs and raw material 
took the place of spices and colonial products as tlie principal 
articles of commerce. 

2 —There was a new demand for iron for construction and renewals 

of railways and rolling stock. 

3 — Disappearance of fairs. 

4— Growtli of combinations to eliminate the competition made easy 

by rapid communications : 

Vertical combinations. 

Horizontal Combinations. 

Inteniationnl Combinations. 

Combiaatioas to purchase r.nr maicrlnl 

5 — Growth of co-ordinated organization in business: 

JtulUplc shops. 

Allied industries under one management. 

6 — The difEculty of controlling international combines by national 

macliinery, 

ni.— T he Creation op a Hinv FiNANaAi, Er.a 

1 — National Finance afiected by the building and worlnng of State 

railways. 

2 — New and extended fields for investment. 

3 — ^Problems of taxation of capital invested in several countries, 

4 — ^New financi.al mechanism. 

IV, — SoaAi, Effects of the CoMirERCiAi, Revoeetion 

j — ^New personal mobility led to the growtli of town'. 

2._(3rowth of new industrial class of transport workers. 

3 — Increase of shop-keeping and trading classes. 

4 — ^Effect on tlic position of women. 

5 — Emigration 

(а) of Europeans. 

( б ) of Asiatics. 

6 _Govemment policy with regard to immigration and emigration. 

N 
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l^'C'CONOMIC development has passed thiough three sta-es 

ThereisJsUhcstageoflocaleconomynhenthemacor 

and later the town with its surrounding- district aimed at 
being self-sufEdng and there was very little intercourse 
between one part of the country and another. This is the 
characteristic of the thousand years known as the 
Ages . Aftex 4 da 2 , with the discovery of the sea rouf^o 
Inula and” Arnerica a national economy began when the 
nations, supplemented by thdr new colonies.' also’aimed 
at being self-sufficing but within larger areas.. Sailing ships, 
boats on rivers and riding and pack animals were the'chiel 
means of commurucation. The roads were earthen tracks 
suitable for animals. Towards the end of the period, i e.. 
in the late eighteenth century, the roads began to be metaU e^ 
canals were built and rivers were improved. The capaaty 
of transport was enlarged by two new features: the mui 
barge drawn by a horse and the cart or o ther wheeled vehicle 
which could now be used on the new ro'ads with made sur- 
faces. This period came to an end with the general develop- 
ment of the ra ijga y and the st eams bin and a world economy 
took the place of national economy. \ Instead of each nation 
being obliged to live to rtseU within 'a tariH wall o! isolatioa 
all parts of the world are linked together into a common 
economic system and no country can remain isolated. Nations 
have developed into great land or sea empires each owning 
or dominating finandally large portions of the globe. This 
period of world economy which means world-production, 
world distribution, world interdependence and.world rivalry 
may be held to date from by which time railways 

•and steamships were developed in England, France, Germany 
and the Umted States to a point where their means of com- 
munication were revolutionized and this was also the case 
in Russia during the nineties. 

Between i850_and 1890 the Great Powers were in turn 
confronted liy' ^ouiems arising from the , new m ethods of 
distributiQD..in addition to those arising from the new met h^ 
of production in mines, factories and blast furnaces. Toe 
Powers were, however, ^iefly occupied at first with 
railway's built, subsidizing steamslups to carry national goods 
and controlling the grosser and more obvious ^ 

railway monopoly or corruption. The revolution which the 
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raM\va3-s and steamships were going to create in world com- ' 
niodities began to be apparent in the eighties when the new, 
facilities for food imports serionslj’ affected European agri-! 
culture. 

As in the case of macluner>', the steam engine and the. 
metallurgical industries, the new transport inventions 
emanated from England and are another instance of her 
technique reacting powerfully on the economic life of other 
countries as well as her own. If French ideas helped to 
transform tlie status of persons, English inventions helped 
man to control the forces of nature which had kept him in 
subjection hitherto. 

l^fhe combined effect of railways and steamships was toi <- 
introduce some wholb' new factors into economic life, viz..| . 
I speed, ^safetj’, 3 regularitr',^ cheap transport, and the power] 
grto move bulkj’- and weighty goods in largo quantities overi 
^ grej^ distances. Idechanical transport also minimised such' 

-7 geographical limitations as mountains, climate and the/ 

'absence of water cdnunltmcations."') 

The general results were revohitionary. There was a new' 
mob ility of good s and a ne3vjnobility,.of .persorfS an d a revolu- 
tion in the commerdal and industrial import'ance of States. 

In fact, as far as three of the powers — Germany, Russia and 
the United States are concerned, they may be said to have 
been created as great emjiires by their railwaj' s\'stems while 
the new British Emigre of the nineteenth century was equally 
a product of railway and steamer combined. 

The new mobility of goods revolutionized the chief staples ■ : 
of conmicrce bringing the bulky and perishable articles to . 
the forefront. The ease of communications caused new ■ 
forms of commercial organization to arise, a new international 
finance emerged and new inteniational rivalries were created. = 
The new mobility of persons created a revolution in social 
life leading to the growth of towms, the rise of new classes of 
workers concerned with trade and transport, an alteration ; 
in the position of women, seasonal migrations of persons, and a 
new emigration of Europeans and .Asiatics. Changes of such ^ 
magnitude were lionnd to affect n ational policies. No great > 
power-could afford to Be without cither railways or steam- , 
ships for military as well as economic reasons. The ease and 
cheapness of transport affected all tariff policies. The I 
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European governments dyked op with higher tariffs 
t he flood of cheap food import s. The fadKtywi^EwE^'^s 
were translerred led Item to protect their industries sgiinst 
those produced under more favourable conditions in other 
countries. Their railways were used either to prevent 
foreign goods coming in, or to assist their own goods out, t e. 
the rates from the ports inland were made higher and the 
rates from the interior to the ports were lowered in the one 
case hindering import, in the other pving a premium on export. 
Railways thereby became an integral part of a protectioui st 
policy. Even free trade Britain round tfiai “free tra' 3 ?” 
was of no effect to secure free international competition if 
the grea t international combin es, the existence of which 
depended on rapid commumcalions, chose to make treaties 
among t hemselves as to wberejt hey wou!d~o~r^5liia'Tronen. 

Railwa”ys could also be used to de velop or risisf «rtam 
b ranchesp f industry in which the State was interested. For 
Instance, ^in Germany the timber andiron for ship*buildingwere 
carried at spedally low rates on the Prussian State railways. 

The railways revolutionized the problems of government 
by makiag communications between all parts so easy that 
nati^s could become empires, with the result that separatist 
tendendes became modiffed and centrab’zing inffuences had 
much greater play It increased the growing power of the 
State as it made dire ct government much easier and minimiied. 
the importance of local government.’ It not only added in 
this way to the grownrig power of the State which, as we have 
seen, has been o.ie of the most marked features of recent 
years even in laissez-faire Britmn, but it brought up new 
questions of State control.\ The railways of Russia, Prussia, 
and the various other Gennan States belong to the goyem- 
mentf The State in France owns a large part^of the railway 
lines and has subsidized the building and working of the rest. 
The railways have become in those countries great depart- 
ments of State thus making the State a kind of paitnei; 
through transport, in all buriness enterprises. In the United 
Kingdom and the United States the problems had not been 
those of State ownership, prior to 1914. but State rontro! 
had become necessary and in both countries the railways 
stimulated the increase of State power to combat the evils 
of transport monopolies or railway amalgamations. 
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I- — REVOLUTIOX IN' THE COMMERCIAL IMPORTANCE OF 

Continental Areas. 

The revolution in the commercial importance of States 
vas due first of all to the ability of railwaj's t o penetrat e' 
in teriors . Up to the middle of the eighteenth century', 
countries havnng for the most part only unmetalled roads 
could not move heaw goods except along the sea coast or on 
unimproved rivers which often fror.e or were in spate or went 
dry or had shallows and shifting sand banks and other obstacles 
to boats. In any' case, though it is easy to come down a 
river it is not easy to go up against a strong stream unless 
there is a tide. The alternative was a train of pack mules 
as carts stuck fast on the earthen highways. As new coun- 
tries grow raw materials w'hich they exchange for manu- 
factured goods it was impossible for them to be settled up 
far inland except in proximity to rivers, hence over-seas 
settlement was confined to i slan 3 s'~oT~ a fringe of coast-line 
as in the case of the AmericaiTcolonies of England and Spain 
or the A?rica'\ onU Indian possessions of Holland, Portugal, 
England and France. (The interior of the continents of 
Africa and Xorth and South America and Australia were 
undeveloped.) Isl ands were the most important., featur es 
of the old colonial system and a violent controversy took 
place in England in 1763 as to whether she should retain 
Canada or Guadeloupe and Martinique after the Seven 
Years’ W'ar."'' 

The railways by penetrating interiors enabled people to 
go inland and move away from rivers. In North and South 
America they' opened up the ce ntral regi on and enabled the 
settlers who follou'ed the railvvays fo grow wl^at, niaize 
and ca^e for export. From the coast tliis "Bulk^agricultural 
producTwas transported by steamers at cheap rates to Europe. 

The developments hinged also on the fact that when 
interiors were penetrated the new methods of transport were 
cheap. The food stuffs could actually have been moved had 
transport been dear but they' would not have been so moved 
because the people to whom they were to be sold would not 
have been able to pay the high price charged to cover the 

•W. h. Grant : " Canada versu! Guadeloupe ” In American Historical 
Review, Vol. 17 (1911-1912), p. 735. 
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cost of high treights to Europe. Grain was. as a matter ol 
fact, only transported from one European country to another 
tn times of scarcity or dearth prior to 1850, the selling price 
at other times simply would not cover the cost of transport 
and to bring grain from far distant countries like America 
was ^most i nthinkable. Cobden calculated in 1845 that the 
English producer of com would always have a protective 
tariff on corn of los a quartet in distance even under free 
trade — that was the cost of moving wheat from Dantzig to 
London He did not foresee the way the[new tra ns port 
developments would abolish distance and render bulk>’ goodi 
marketable at cheap rates ) 

A still further r eduction in rates ol carnage took place 
when the steel rail w as substituted lor tn^iron one. Bessemer 
had invented cheap steel in 1856.^ This gradually trans- 
formed the metallurgical trades by substituting steel for 
malleable or cast iron As iron rails wore out they were 
replaced by steel The result was not merely that the steel 
rail lasted longer than its iron predecessor* and therefore 
^edu ced the cost of. m ain taining the permanent way, but 
steel necame the chief mat^nai for mriing on rail- 
ways. bein g, l^tet^&^ell ^ sjupie duiab^ than itonj tJlio 
result was neavtSTTrain loads, larger waggons and more 
powerful locomotives Traffic was accordingly handled with 
greater economy and there was a do wnward trend of railw ay 
rates, all of which tended to create a new value in continental 
areas with a long haul to the coast A characteristic feature 
of the nineteenth century has therefore been tn^aeveio'phitiil 
of continents instead of coast lines ^ 

In the same way the possibility of penetrating intenors 
brought Afnca prominently into the world economy. The 
interior of the continent being a great plateau, the rivers flow 
out to the sea over rajnds which formerly barred the intenor 
of the continent to the settler The only method of transport 
over a large part of Africa before the railways was man, 
owing to the fact that the tsetse-fly kills horses The railways 
enabled the rapids to be avoided, penetration of the intenor 
took place and Africa became one of the great econoimc 
areas with a future The result v-as that “ the scramble 
•Depression of Trade CoinmisMon, 1886 evidence of Sir 

I owthian Bell on pp 143-4 of this book 
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Ior_ Africa ’’ took place among the powers in the eighties 
which ushered in a new era of colonial rivalrj'. ('Jleanwhile 
n-ith the coming of the railways much of the l^our which 
had been absorbed in sheer porterage was set free for agri- 
cultural developmentlssuch as cocoa in West Africa or cotton 
in Uganda. / 

In similar fashion Asia was opened up by the new transport 
developments. The Siberian railway penetrated the Northern 
and the Transcaucasian Railway the Central regions of Asia. 
India began to be transformed by its railway net, famines 
lessened, caste tended to break down, the volume of exports 
and imports increased. The Bagdad railway came into the 
forefront of politics as the great instrument to develop the 
Middle East and its oilfields. /The steamers after the openii g 
of the, S uez Canal in iSboJinlmd India, China and Japan with 
Western Europe effectuallyithat “a fortnight in lovely 
Japan ” could be advertised by English tourist agencies as 
an attractive and easy “ trip.” 

While America, iVria and Africa were to an increasing 
extent focussed on Europe, that continent itself was power- 
fully affected by the new means of communication. Perhaps 
The most striking feature was the economic development of 
Germany after 1S70 — due largely to the creation of the 
European railway system./ Hindered hitherto by a short coast 
line, by the Northern flow of her rivers and by the freezing 
of her canals in winter, she gained new outlets East, West 
and South at all times of the j'car. She became a IMediter- 
ranean power by the completion of the railway over the 
St. Gotthard in 1S82. She obtained great economic influence 
in Northern Itah' and Genoa became an important German 
outlet. In the same way the railway to Constantinople made 
her a power in the Balkans with commercial interests in the 
Levant. She was connected by railway with France on the 
West and Russia on the East and became the centre of the 
c ontinen tal system of distribution, tjier_el3y~ailectii}g.,the 
hitherto unriyalkd se a di s'Cributing position-of- -England.* 
Owing 'to'tlie ease ^ her sea communications, this countr}'^ 
had, before 1870, almost a monopoly of the carriage of goodsj 

•The same railway pauge obtains all over Europe e::ccpt Sp.ii:i and 
Hus-sia and good.s can be tr.ansferred in a railway truck wiUiont break- 
ing bulk nil over Central, Western and Sontliem Europe. 
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i froni Northern Europe to the Mediterranean ; after that 
date much of it went by land via Germany.* 

(^The power to move bulky things has also led to the bringing 
of iron and coal together for purposes of manufacture.) Pr^ 
viously the sheer cost of transport prevented their^ being 
developed to any large extent m any country b,yt-Great“ 
Britain^ where they were fou nd in pros lmitv. We find 
Harkort complaining in 1830 that a Germanlron industry 
cannot develop in Westphalia as the coal and iron lie ten 
German miles apart.f The iron of Lorraine was brought 
after 1870 to the coal fidds of Westphalia by railway and 
the German output of pig-iron which in the years 1870-1874 
only averaged 1,800,000 tons per annum as against Great 
Biitaan’s 6,400,000 had increased to 11,800,000 tons as 
against Great Britain’s 9,800,000 in the period 1905-1908. 
In steel the 300,000 tons of 1870-1874 had risen to 10,900,000 
tons annual average production in 1905-1908 { This output 
was second only to that of the United States. 

Russia, hindered by frozen ports and.rivers in winter and 
the absence of roads, was able when railways were devdoped, 
to communicate at all seasons with all parts of her vast Empire > 
in Europe and Asia. She was enabled to bring the com of 
the black mould zone to the Northern forest regions where 
there is a deficiency of food ; she was able to provide the 
com area with the wood it needed from the North for fuel in 
return. She was in a position to get an outlet to the sea all 
the year round through Germany or through Odessa, using 
ice-breakers in winter, or she could teach open water via 
Siberia and Port Arthur. Her iron and coal were developed 
by the possibilities of transferring the steel products wHch 
were made in the Donetz region in the South of Russia to 
the place of user. The cotton factories found a market not 
merdy all over Russia but in Northern China and Central 
Asia, while drawing a large part of their raw cotton supplies 
from Turkestan or America. 

The United States was another of the new powers that owed 
her devdopment to mechanical transport. The natural trend 
of her trade was to follow the rivets North and South. The 

•Report on British Shipping after ttie War, Cd. 9092, p. 87. 
fDer alte Harkort, by Berger (1890) p. 170. 

JFisral Blue Book, Cd. 4934. 1909, pp. 3 ai.d 4. 
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Mississippi and its tributaries fonn a magnilicent network of 
waterways draining a million nults ot territorj' right in the 
very heart of the Central region of the continent. The 
current was, however, so strong that boats took months to 
work up against stream. Goods came down the river on 
rafts or flat boats. There was no question of return cargoes. 
When steamers were started they soon became powerful 
enough to steam against this current and a revolution was 
created in the trade of the Central region, when the steamers 
became numerous.* There were 200 in 1829 and 450 in 
1S42 in the United States. The West could then feed the 
South as the South expanded its cotton plantations. There 
were three regions in the United States prior to i860 : the 
Northern and Eastern States fonned one region separated 
from the West bj' the Alleghany mountains ; on the other 
side of the mountains was to be found the second region, a 
grain-growing area becoming increasingly dependent on the 
South for its market ; and thirdly there was the cotton belt 
in the South. The Civil War must have had a different issue 
if the Eastern region had not been able to divert the traffic 
East and West by building railways instead of its going 
North and South by tiie rivers. The Western States then 
(1861-1865) linked up with the East into one common system 
began to look to Europe as a compensatory market for the 
I0.SS of the South. Instead of two distinct regions East and 
West were united. The Civil War gave an enormous stimulus 
to railway building in the United States and from that time 
onward “ the Ihstory of the railroads was the history of the 
country'.” The railways became great emigration agents 
on their owm account, they developed the interior of the 
continent, linked up both sides of it and enabled the grain 
to be tran.sported. 

“ Over ordinary' earth roads wheat will bear transportation 
for a distance of only 250 miles when its value is $i .50 per 
bushel at the market, Indian com wall bear transportation 
only 125 miles when its value is 75 cents, per bushel. When 

• The Mississippi has so many curv'cs in it that a voyage up or down 
stream is a long affair mea.sured by time. Another great difficulty is 
that the bed and level of the river is always altering and sandbanks are 
a continual olwtacle to transport. Hence the railway is far more 
eflcctive as a means of transport than the river. 
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CTown_ at greater distances from mai lcet the se products 
have without railroads no commen^'or expor{abI e~va]n p./' 
Fe> ond a certain limit, consequeiitry. ** railwat slouch trans- 
ported at one-twentieth of the cost of transport over earth 
roads were^the sole inducement to the production of these 
staples in an amount greater than that necessary for con- 
sumption by the producer ^ 

In point of importance the_jailrpad_iQteiest-now takes 
^'cedence of all otl er mdustriS^or enterprises.! Its magni- 
tude is greater than that of any other interest m the world 
and it has become so thoroughly a part of the economic 
system of the republic as to be second only to the government 
of the United States itself."* 

If IS interesting to notice that in the United States many 
railways were built for sheer speculation, they competed 
violently v-ith one another and cot rates and the result was 
to stimulate the export of gram and meat to Europe by a 
sort of bounty ia the shape of cheap railway charges. The 
result cf this cut-thro at cqn ipetiUon ia the eighties -was 
amalgamation fa the lunetics andThe amalgamations them- 
selves proved $0 efRdent in making up bigger train loads, 
and working more economically by adopting the most up-to- 
date equipment, that a further drop i n raU s took place, f 
With tlie beginning of the twentieth century’ there has been 
a rise in rates of transport. 

The great metallurgical industries of the United States 
owe their importance to the same cause — transport fadlities. 
Her iron, and steel industries were developed by connecting 
the hematite ores of Lake Superior with the bituminous coal 
of Pittsburg and America became the greatest producer of 
crude steel in the world The importance of railways in 
developing the steel industry may be gauged by the fact 
that the movement of the entire cotton crop of the United 
States does not equal the tonnage delivered to the railways 

•Poor. " Slanual of Railroads,” 1SS4, p. xim -xsiv. 
trhe decline m freight rates in the United Stiles per ton per mile. 
Raper, " Railway Transport." p 240: 

1867 » i.g2 cents *895 - 0.839 cents. 

1870 - 1 89 1900 - 0.729 

l8So • 1 28 1903 • 0.748 

>885 - 1 00 1903 - 0.754 

1890 * 0 . 9 J 7 
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by a single corporation, the Carnegie Co. of Pittsburg.* 
It should be noticed that not merely have the railv/ays 
created new Great Powers in the economic sense but they 
liave exerted considerable influence in unifying those Powers. 
The great divergency in character, religion and histor}- between 
Prussia and South Germany, wliich might have tended to 
separate North and South was largelj- counteracted by the 
railways after 1S70. How were Bavaria and M'urtemberg, 
hemmed in by mountains on the South, to get access to the 
North or to the .est of Germany except over the Prussian 
lines ? Prussia has had a factor of enormous economic 
leverage in her control of the whole of the Northern transport 
S3^stcm of Germany. 

s,rt is difhcult to see how such large areas as the United 
States and Russia could have been governed as a whole were 
it not for the uniting force of through communications.) 
Another Cirnl War between North and South in the United 
States is extremeh* improbable. The railways have unified 
North and South as the%‘ did the East and the West. The 
Union of South Africa was the outcome of a railway conference 
while Canada acquired a new significance to the British Empire 
when tlie railways opened up the prairie belt, joined Vancouver 
to Quebec and diverted the traffic East and West instead 
of North and South, wliich had meant a growing dependence 
on the United Stales. yAs soon as the railways cover the 
country they create an economic interdependence between 
the various r)arts which makes for stability among the political 
units thus evolved bj' economic forces.) 

Jlechanical and rapid transport may be said to have assisted 
in creating another great area, viz., the new British Empire 
of the nineteenth centuryv As far as Great Britain was 
coiicenied, railways were developed here into trunk lines in 
the forties, at least a decade before they became a coherent 
sj'steiu an3Tvhere else. It is not one or two lines of railwa3' 
that revolutionize the traffic of a country. The railways 
must cover the country in something like a network propor- 
tionate to its area and tlus network must work together so 
that goods map' be cheapty and rapidl3' forwarded over all 
the lines. Common working arrangements come only second 
to railwap' building in importance, greater efficienc3’ 

♦United St.Ttcs Industrin! Coitimisrion, iqo2. Vol. XTX.. p. 266. 



192 The Commercial Revolution 

of railways and steamships over any other form of transport 
gave this coimtry temporarily a bounty on production and 
distribution betw’een 1850 and iSyo.j Great Britain could 
produce in masses, receive raw material in bulk and send 
away any quantity with despatch and punctualitj’ in a manner 
that was not possible to any other country except France 
before iSjo, whose railways had been developed mto a 
workiag system by NapcJeon IIL between 1853-18^7. Tie 
railway was especially valuable for the way in which /it 
increased England’s predominance as the forge of the wond 
during that penodA Manufactured iron articles such as 
machinery are partlculaily awkward articles to move but 
Great Britain was not only able to transport machines but 
the rolling stock for railways, gas pipes and drain pipes 
which were now in universal demand. As the builder oi 
railwajs and stearasbps the pronder of engineering tools, 
tails and locomotives England was unrivalled during the 
years 1850-1873. Of the 245 locomotives in Germany in 
1840, 166 came from England.* 

On the other hand, as England was the pioneer in railway 
construction “ we could not in the earliest days of railways 
appreaate nhat the immense gron-th of raiJw'ay requiremeats 
would be and what would be the dimensions of the loads we 
should be asked to cany or the weight pet wheel which oui 
bridges would have to bear. It is an extraordinary fact 
that on the British railways there are no fewer than 66 different 
loading gauges applicable to 15O sections of lines which have 
to be taken into account when coimderiag the forwarding of 
rolling stock and the obstructions which exist on railways 
and dock properties which have sidings of their own.”f 

Thus England has had to suffer and reconstruct her rail- 
ways just as she had to work her way through the chaos of 
the factory sj'stem to the Factory Acts, and the miseries of 
the early towns to the Health Authorities and sanitary 
engineers 

In the last quarter of the nineteenth century the railway 
itself created fresh rivalry for the United Kingdom but in 
its turn brought fresh compensations in that it developed 

•Sombart, " Deutsche VolLsmrtschaft," 1913 Edition, p. 243 

tAspinaU : Address to Institnte of Civil Engu ecrs jth Xoieuiler, 
1918. 
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the new British E m i^ire and constructive im -perialism instead 
of laii^z^ane! ’ ~y — 

WeTave seen how the German railway system created a 
new industrial Germany and made her the great European 
land distributor while her steel and textile industries became 
serious rivals to this countr}^ In the same way the railways 
created a new industrial and agricultural rival in the United 
States. <^reat Britain was forced to change her economic 
basis and relied after 1S70 upon importing food and paying 
for it with high-class manufactures, coal, shipping and financial 
services. She left the manufacture of cheap standard articles 
to Germany or the United States. l^Vhile she ceased to be 
the workshop of the world far excellence, owing to the indus- 
trial development of other coimtries, sh e maintain ed ... her 
position as thej:arrier-of-the world- with the new steamships, 
and~gained^ new industry — ^iron and later steel ship-building, 
American shipping in i860 comprised 2,546,237 tons for 
foreign trade and 2,752,938 for the lakes, i.e., 5,299,751 tons 
altogether. The United Kingdom had 4,658,687 tons. In 
1858 Gx at Britain built 236,554 tons of shipping and the 
United States 244,713 tons. The United States did a con- 
. siderable share of all the trade to and from British ports. The 
entrances and clearances at ports in the United Kingdom in 
i860 consisted of 13,914,923 tons British and 2,981,697 
American.* 

,,;^hen the iron steamer came in the situation changed 
completely ; the supplies of timber which had been so valuable 
an adjunct to the ship-building industry of the United States 
were no longer such an asset. / The United Hrigdom with her 
coal and iron fields situated i^hfion theToaS was adnurably 
adapted for blading the then most efficient type of ship , viz., 
t’EelfbiTsHpj;" she had already hearljT a huiidred "years' e x- 
q ^ perience in, dealing. with iron in its n ewest fo rms, dating the 
revolution of the iron'industry from' the smelSng ofif® with 
■ coal which was adopted by the trade generally about 1750. 
As soon as a ship became a box of machinery, England with 
^ her supply of raw m aterial for manufactu re, her coaljor fuel, 
2 her skM^Ten^neefsTaBle to make and work wEat'was Fy far 
*'the mosFeificiS type of boat, soon out-distanced all rivals. 

♦Tables shorving the Progress of Merchant Shipping in the United 
kingdom, 329 (1902). 
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The decline of the United States mercantile marine was rapid. 
She lacked the raw material in a convenient position for ship- 
building , she lacked the technical skill in making marine 
engines The revolution in ship-building technique occurred 
just at the time when she was absorbed in the Qvil War. 
The next few years were occupied with reconstruction. Het 
capital was not put into shipping, it was invested in the 
seventies and the eighties in her great railway and industrial 
undertakings. Even had she bought ships she could not 
have repaired or manned them. No other country approached 
Great Britain during the whole nineteenth century athei 
as a earner or slup-bnilder. ^Invention followed invention. 
The compound engine economized coal and made it possible 
to carry cargo economically by steamers , premous to its 
adoption between 1850 and 1860 the steamers had been used 
chiefly for passengers and mails From 1660 onwards 
steamers were increasingly used for all purposes. The change 
from sail to steam was accelerated when the Suez Canal was 
opened as sailing vessels do not go through the Canal without 
being towed Shipping differentiated into two types, the 
tranip that went everywhere and picked up cargo wherever 
iTpaid and the liner that kept to regular routes and regular 
sailings Hence to supplement the punctuality and s^eed of 
the railways came a corresponding development in sUpping.) 

fship construction was revolutionized in the eighties by^ 
the utilization of sted instead of iron for ship-building just 
as railways were affected by the steel rail and steel rolling 
stock iUl these changes occurred in England and tended 
to make her position in the shipping world almost monopolistic^ 
Up to 1912 the United Kingdom carried over half the sea- 
borne goods of the w’orld,* and in the twenty-five years before 
•" In igia the world's sea-borne trade as represented by imports 
into all countries probaoly amounted in value to about £3,400 millions, 
of which £510 millions (or fifteen per cent.) comprised the British 
Inter-lmpenal trade The trade twtween the Eiupue and foreign 
countries amounted to over £1,300 millions or thirty-nine per-cent. 
Thus the trade of which one or both terminals were within the Empire 
aggregated to not less than fifty-four per cent, of the whole The 
trade of which one terminal was m the United Kingdom was about 
forty per cent, of the world's sea-borne trade. We estimate that 
British shippmg earned £x,Soo nulhons. or about fifty-two per cent, 
of the total sea-borne trade of the world including mnety-two per cent 
of the Inter-lmpenal trade ^istt three per cent of the trade between 



195 


caused by Mechanical Transport 

the war she built two-thirds of the new ships that were 
launched. This very development of shipping did much to 
create the new British Empire.'- With Russia and the United 
States it was the question of expanding into contiguous land 
territory, in the case of Great Britain it was her unrivalled 
command of swift steamer communication that made the 
British Empire possible, the steamer was as much a Hnk for 
her as the railway was for Germany, Russia and the United 
States. /AU parts of the Empire were connected with one 
another Dy rapid sea communications supplemented by the 
cables and a new entity was created. Distance was abolished 
as a barrier ; penny postage, the rapid transmission of letters 
and newspapers helped to bring the whole Empire into closer 
touch. ^ ^'hen ministers of outlying parts could easily come 
“ hom^ ^for a short period for conferences and responsible 
statesmen visit the Dominions, it was possible to evolve 
something approaching an jm perial-constitntion. The impor- 
tance of shipping to the Empire is seen from the fact thato 
when the manufactures of England were taken in an English' 
tramp steamer to South Africa, the ship picked up coal at"' 
Natal and took it on to India and in India got a cargo of raw ; 
materials and came home via the Suez Canal .j The manu- 
factures would have cost South Africa more if tke ship would 
have returned empty instead of going on to India and the 
raw material from India would have cost the United Kingdom 
more if it had to bear the cost of the whole voyage. This 
again would have made manufactures dearer and possibl}' 
limi ted the sale. It is interesting to notice that the Dominions 
Commission seemed to consider that transport facilities out- 
weighed in importance all other considerations in creating a 
link between the mother country and the dominions.* “ So 
long as freights are cheaper and means of communication 
between the mother country and the Dominions overseas, and 
between the Dominions themselves than between foreign 
countries and the Dominions, so long mil trade naturally foUow 
Imperial channels. If, therefore, it is possible to devise some 
m^ns of permanent betterment of sea routes within the 

the Empire and foreign countries and thirty per cent, of the trade 
between foreign countries." Report on Shipping, Cd. 9092, 1918, 

#>• 72- 

♦ -p. 108, Cd. 8462 {1917). 
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Empire, a powerful impulse will have been given to Imperial 
trade while^he strength and coheaon of the Empire will be 
notably increased-V 

( In creating the new British Empire, however, the itilway 
played its part. The B ritish Empire of the eighteenth eentnT v 
ha d consisted mainly of islands and coastal town s, thp 
of the ninefeentb ~«ntur^' saw thej rolon isaSoSjnder British 
rule of coilliueiits" I'lie penetration of interiors' winch' the 
railwSyr'facihfaled enabl^ people to live inlaudX hence the 
development of such countries as Nigeria, Rhodesia, Uganda, 
the prairie belt of Canada, the Soudan and the interior of 
Australia. ^New commodities were produced in these areas 
which again made for the interdependence of the whole.] 

The wheat exports of Canada, as soon as the forest belt 
was penetrated by the railway and the prairie region opened 
out, grew yearly in importance, and outrivaUed in the steadi- 
ness of its supply that of the United States. The wool of 
Australasia, the ]ute of India, the rubber of West Africa and 
the Malay' peninsula, the oils of the Coast and the mckel 
of Canada are almost monopolies for the British Empire as 
is also the bulk of the gold production of the world. The 
cotton of Egj*pt supplemented with its fine staple the famous 
sea-island cotton of the United St^es of whi^ there is not 
enough for British Tequirements.^while India has proved 
itself to be the best customer for British goods since the 
eighties 


•Annuai. Average Exports fpoh the United Kingdosi. 
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The interesting thin.s:Js_tbat many of these products such! 
as rubber, jute and palm qii^are ne-w factors in international i, 
c6mmerce“'anOEe7voriuhe.,in. which all these„products . are / 
transferred , 1 s, also-hew. While valuable and non-perishable 
articles like \vool and cotton could be transferred at any time,) 
the quantities demanded would not have been so great except'i 
for production by machines, and machine production could, 
not have increased in volume had there been no improvements; 
in transport beyond that of the sailing ship, the barge and; 
the cart. Thus while the devdopment of raw material 
within the Empire was assisted by railways and steamships, 
it was the demand for raw material here that made it worth 
while to produce it in the first instance, and the corresponding 
market for the finished products afforded by the Crown 
Colonies, Dominions and India illustrate again the economic 
interdependence of the nineteenth century Empire as linked 
up by railway and steamship.'^ 

The railways and the steam^ps could not. however, create 
new industrial entities such as Germany, Russia and the 
United States without creating new industrial rivalries and 
therefore as a result of the rail way era, there is an increased 
struggle amone nations to control.the.raw m aterial prddu ang 
area's~and“th'e"mafEeti’”of the world. ,^There was a new 
stimuIusTo acipureTdlo'nies’ and spheres of influence. Mechani- 
cal transport has led very definitely to a return to protectionist 
tariffs to defend the home market against the ease with which 
goods can be sent from one country to another.! 5 ^;In the same 
way labour has in some coimtries, notably America and 
Australia, supported the protectionist regime for fear that 
goods made by low-paid labour and now easily transferable 
might undersell goods made by well-paid labour, in which 
case the latter could not maintain its standard of comfort.^' 
i^ven a free trade government like the United Kingdom began 
to defend its people against unfair forms of competition 
which were created by the facilities for transferring goods. 
Prior to 1907 when patents were taken out in the United 
Kingdom, the patentees often made no attempt to start 
the industry but worked it in some other cotmtry and sent 
the goods here.] ^Thus Englishmen were debarred front making 
the article in question while transport facilities venabled 
other countries to place it on the Engh'sh market. This 
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(^as remedied under a laberal g overnment _b y_ the Patent Act 
of yo^jyhich made any patentTaken out here by foreigners 
invalid unless the article were made here within four years \ 

This intensified national rivalry has led to the competition 
to secure new colomal areas and to the evolution of nations 
into empires On the other hand, cutting across the new 
national protection and the greatly intensified industrial 
and commercial nvajry emerges the trust or combine, inter- 
national in scope. ^There conies to be a point at which 
producers, manufacturers, merchants and transport agencies 
will not compete. They amalgamate or combine. In the 
same way there is a movement for a general approximation 
of labour conditions to prevent undercutting by sweated 
labour since import is now so easy. Wo rld wide swift com - 
munications Jiaye e nabled both labour and capital to o rganize 
on ^n mt ero ation al scale and it seems~a s_iLsome-form ^qf 
econbmTc int ^aHonai ac^io^woiild Se nec^ sHryio.cQiinteiact 
such of fEeTr activities as may be harmful since excliange' 
has now outgrown the boundaries of nation or empire owing 
to mechanical transport. The solution probably lies in the 
national control of railways and ports and comm on ag reement 
between States as to the extent to which they mllHIow com- 
bines to lil^-the transport facilities of the State. In this way 
an effective method of bargaining with great international 
monopolies might be evolved J 

n — T he Revolution in Commercial Staples and 
Commercial Organization. 

Naturally with all this production at an intenafied rate 
all over the world a revolution took place in the staples of 
^ commerce. (^Production previously designed for pack mules 
^nd carts and for canal barges draw'n by horses and sailing 
ships, altered its character and was designed for w orld sale, dis- 
tribution to all parts, world markets and world prices \ A 
' world economy supplanted national economy much as that 
had supplanted the local economy of towns and manors in 
the Middle Ages. Price isjio longer fixed^for most of the 
important articles By the national production for a national 
■ \ market but by international conditions and an article like 
’ wheat produced under such diverse conditions as those 
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.prevailing in England, Germany, Russia, Argentine, Australia 1 
and Canada fetched approximately the same price on the! 
Rondon or Mannheim Corn Exchange.* The same thing is ' 
true of cotton, wool , rubbe r, coppe r, oils, tea, coffee and sugar. 
There is no't an English market an 3 ~an American market but 
the world is one market . 

With "speed and regularity articles can now be transferred j 
that were never transferred before and the value of .world! 
commq^ties alters. In the fifteenth and-sixteenth centuries 
the spice trade,.was the source of wealth, later it was displaced ' 
as the~cluef objective by the growing demand for colonial 
products ; tea, cofl ee, sugar and tobacco held the field and 
if a person would write a story of the eighteenth century and 
wished to extricate his hero from pecuniary difficulties he 
ought to marry him to a sugar planter’s daughter. In the 
nineteenth^entury the ricffi Hnes of tmde afe theffidky.artiSes,’. 
iron, coal and food stt 5 s . ; Wliiie colonial products are still 
ver3' important the movement of raw materials„and.,minerals 
to the coal areas, the distribution ( 3 'tEe*"manufactured articles 
and the movement of perishable commodities like meat 
occupy the centre of the economic stage. 

In 1842, the economist, McCulloch, could write as follows : 

“ No country is likely to send any stock to England or 
indeed has any to send, with the exception of the countries 
round Hamburgh and the imports thence cannot be consider- 
able. In the Ukraine and other countries in the South of 
Russia there is a remarkably fine breed of cattle but then it 
is impossible to import them alive into England or otherwise 
than salted and as already seen, our merchants have enjoyed 
the privilege of doing this for a series of years, under a moderate 
duty, without so much as a cwt. of beef having all the while 
been brought from Odessa or the sea of Azof. 

“ The same is the case with South America : no live cattle 
can be sent from it ; and no salt beef has ever come from it 
imder the 12s., nor will an ounce ever come under the 8s. 
duty, or indeed though there were no duty at all. The South 
Americans rarely if ever send beef to the West Indies and hov/ 
then is it to be supposed they should send it to England ? ’’f 

♦Fiscal Blue Book, pp. 194-202. 

fMemoranduui on the Proposed Importation of Foreign Beef and 
Bive Stock, by J. R. JIcCulIoch, 1842. 
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The wholesale import o£ meat, butter, eggs and fruit did cot 
enter into commercial calculations before 1870 any more 
than fresh milk does now. With the steamer and rapid 
punctual voyages live cattle were mo%’ed easily in the sixties 
and seventies. Then cold storage developed_attlie-beginniDg^ 
of the eighties, tiilled meat, dairc-produ ce-and 
into commerce. New xenons, as we have seen, were devdopcd 
and wheat was transferred in bulk as it had never been trans- 
ferred before. The trade in food stuffs caused the growth 
of great produce exchanges and commerdal organizations 
with their speculation in ‘'Tutures " gained in strength and 
changed in character. People generally_e Diby e d a more 
varirf djet, the whole world was laid under contribution, and 
^gs from Central Asia or Morocco, fresh peaches from &uth 
Africa, butter from Siberia, pine-apples and bananas from 
the tVest Indies and Tasmanian apples came into ordinary 
household use. This was supplemented by the great trade 
in canoed goods ranging from tinned apricots from California 
to tioned'rabSits from Australia, tinned salmon from Ala«ka 
tinned muscat grapes from Spain, tinned tomatoes from Italy 
and tinned beef from Chicago. 

.Prices of food fell rapidly after 1873 aod real.ieages therefore 
rose considerably. Coal, iron and_macb inery assumed a.jiew 
mportance because of their ttanspbrtabilit^“Thiee-quaiter 5 
5f the weight of English exports in 19T3 consisted of coal, 
riz., 76 million tons out of 100 million tons, wlule 21 miliioa 
;ons of coal were supplied in addition as bunker coal to work 
:he ships. The rmlways and the steamslups themselves 
:reated an almost insatiable demand for iron and steel not 
nerely for construction but for renewals. The life of a locomo- 
ive is at most tlurty years and of a w’aggon twenty-five. A 
teel rail needs renewing on an average every twenty-five 
•e.irs according to the amount of use it gets. The English 
ailways alone were calculated to consume as much as £30 
tiilhon worth of material in the year 1913. A railway, hke 
he steamship, does not stand still in mattem of technique, 
ivery period of ten or fifteen years calls for great changes in 
traffic conditions w'hen the whole machine has to be over- 
hauled with fresh demands on «igineering sJdll and coal and 
iron to meet it. “ A railway is not a museum for the retention 
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of old machineiy but a highly organized implement of com- 
merce and to be efficient must progress.”* 

Some idea of the vast demands that the new developments 
in the engineering trades make on the mines and equally 
on transport may be seen from the following table of the 
amoimt of goods carried on the United States railways in the 
year 1900 : — 
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Not merely did the developments of transport stimulate 
mining and engineering to an extraordinary degree but the 
movement of food stuffs which had not seriously come into 
world economics before, creat ed what the world had never 
previously enjoyed, viz.,' an in surance ag ainst famines. If 
the harvest fails in the Unfte^d States, Australia will probably 
make it up ; if the locusts come in Argentina possibly India 
gets a good monsoon. There is the whole world to draw on.f 
While the sources of supply for an importing country like 
Great Britain vary extraordinarily from year to year, it is 
striking to see how the amount required was always forth- 
coming. So rapid and certain were the arrivals that the 
“ Commission on our Food Supply in Time of War ” reporting 
in 19.05, could state that there were considerable periods 
when the first-hand stocks of wheat at the ports did not 
amount to two-and-a-half weeks’ supply and in seven years 


♦Sir J. Aspinall : Address to the Institute of Civil Engineers, 5th 
November, 1918. 

tUnited States Industrial Commission, 1900, Vol. XIX., p. 266. 
jlhc supplies from the United States in 1904 were 10,760,000 
quarters less than in 1902 and yet the total imports of wheat and 
flour into the United Kingdom were 2.520,000 quarters in excess of 
those of 1902, the deficiency being more than made up by the large 
increase in the supplies from Russia, the Argentine Republic, the 
British East Indies and Australia. 
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out of the eleven betiveen 1893 and 1904 the amount wa 
less than that for 102 weeks.* That the stocks could be 
allowed to fall so low as tins shows the aljsolute certainty 
of the amvals. In addition the minimum amount held in 
second-hand stocks in the millers' hands was at least thiee 
weeks’ supplyt while the bakers would hold at least one 
week’s supply. There was, however, always some harvest 
of the world en route for England, the arrival of which was a 
practical certainty 

In normal times the supply of wheat lor the United Kingdom 
was practically continuous throughout the year and shows 
clearly how the w<^rld had become one great market. In 
other words, owing to the developments in transport there is 
no longer an English market for wheat or a European market 
but a world supply and a world price, fixed by conditions of 
production, varying from wheat prMuced under primitive 
conditions by Eussian and Indian peasants to that of the 
farmers on the prairies of the Middle West in the United 
States or Canada working with elaborate labour-saving 
machinery, and these compete again with wheat produced by 
hig hly i ntensi ve methods in the I/jthians or Lincolnshire. 

The arrivals ot Wheat in 1905 were as follows 
January cargos amred from the Pacific ^ast of America, 

Pebniaty \ 

March » 

April . 

May 

June , 

July 
July 

August , 

September , 

October , 

Ifovembef 


Argentina. 

Australia. 

Calcutta and Bombay ^ 

Ddi. I ' j?,;™ 

America (winter wheat). 

America (wintef wheat). 

Amenca (spring wheat). 

America (spring wheat) aad Russia. 
Canada 


This IS in striking contrast with the conditions of supply 
up to abo ut 1859 ... ^ri or to that time if Jjreat_Britain_requifgd 
wheat in excess of her home supply she cotild onlyjibtainit from 
Odessa or Poland and Prussia j'M^jDantzig and then only at a 
high prices freights add^l considerably to the cost. Often, 
however, the continent suffcretl from the same type of weather 


•Cd. 264J p. II. 
ttfi. p M 
{/i, f •) 
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as the United Kingdom and a scarcity in England generally 
meant a scarcity in Europe when wheat would be imobtainable 
at any price. It was not for nothing that the English prayer- 
book has two special prayers against famines, two against 
scarcity arising from excessive rain and a petition in the 
Eitany to be delivered from plague, pestilence and famine. 
A harvest thanksgiving must have had a very real meaning 
to the people of pre-railway days. Mechanical transport 
h as meant security of l ife_to .an .extent JtiaiTwaslneyer. pre- 
mously-xealized. 

(^quaUy the steamship made for the safety of commerce 
by abolishing pirates.} In the sixteenth and seventeenth 
centuries a ship was “ fair game ” for anyone strong enough 
to take her and piracy was the curse of commerce aE through 
the eighteenth century. Now-a-da5'S a pirate would need 
too much capital to equip a vessel capable of overtaking a 
modem liner. It woidd probably not be worth his while to 
overhaul a modem tramp as there would be a difficulty in 
disposing of a cargo of grain or wool. Coahng, too, would 
not be easy for a pirate. Yet early in the nineteenth century 
pirates sacked the port of Hamburg. Nor is it as easy for 
highwaymen to hold up a train as a coach. Hence there is a 
commercial revolution in the security of sea and land transport 
to say nothing of the greater freedom from accidents for the 
persons who travel. 

Further, new bulky commodities came into commerce 
that had never seriously entered into the world’s calculations 
till the last h?’f of the nineteenth century because their weight 
or bulk in proportion to their value made it impossible to 
transfer them at any price that would pay. The evidence 
given before the Royal Commission on Canals by Mr. Ro}'se, 
of Manchester,* shows how important these new bulk}' 
products have become. 

In 1850 we imported of wheat, barley, maize and other 
such food stuffs about 1,500,000 tons ; in 1905 we imported 
over 10,000,000 tons ; in 1850 of raw cotton we imported 
about 300,000 tons ; in 1905 nearly 1,000,000 tons ; in 1850 
we imported no cotton seed — at that time it was not utilized ; 
in 1905 we imported nearly 570,000 tons. In 1850 we im- 
ported no petr oleum„j!ii:— at that time it was not known ; 

♦Cd. 4979 (1909) p - 6. 
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in 1903 we imported about 1^50,000 tons — something Hie 
300 mill ion gallons ; in 1850 we imported no 
science at that time had not produced it ; in 1905 we imported 
nearly 608,000 tons ; in 1850 we imported no iron ore ; m 
1905 we imported 7,250.000 tons, and I may say here that in 
my judgment this importation has lately assisted to save 
to this country its iron and sted trade, for without it it is a 
question if we could have produced from our own ores suffident 
of the higb-dass quaUty of steel that is now required. In 
1850 we imported no p)mtes ; in 1905 nearly 700,000 tons 
It is known that this cheap source of supply of sulphur has 
enabled us largely to keep the sulphuric acid and cognate 
industries in this country. In 1850 we imported no phos- 
phate of lime ; in 1905 over 400.000 tons. I think I have 
given a sufSdent number of instances to show how the trade 
of this country has changed during the last fifty years. . . . 
You see the enormous tonnage that now comes into the 
country where fifty years ago little or none came. From 
those deductions I draw the condusion that it is very impor- 
tant that we should have cheap inlan(l transportation into 
the interior whether by rail or canal.”/^"^ 

This movement of masses of raw materials that would not 
bear the cost of transport at an earlier period, and for which 
there would have been little demand since it could not have 
been utilized without machinery, the every day movement 
of food products like wheat, which previously were only 
transported at famine prices since freight added so enormously 
to its cost, these constitute one aspect of the commetdal 
revolution of the mneteenth century. 

* Mechanical and rapid transport not merely altered the 
rdative value of nations and commodities but it promoted 
a commerdal revolution in busine^ o^anization.. As traders 
could get goods swiftly and with absolute certainty, they no 
longer kept such large stodrs. They therefore needed less 
warehousing space and less credit from their bankers and 
were able to carry on buaness more economically. A striking 
instance of this is to be seen in the revolution which took 
place in the London coal trade. Up to the middle of the 
century the coal was brought to London by ship and the 
coal merchant owned a wharf and was a substantial man. 
Certain railways began to be anxious about 1850 to develop 
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their coal traffic and gave facilities for storing coal in trucks 
at the stations. The result was that all sorts of small men 
could start as coal merchants since they had not got to 
provide expensive warehousing accommodation and could 
obtain the coal in truck-loads instead of ship-loads. 

Sir Sam Fay explained this change to the Royal Commission 
on Canals as follows : “ We are aU living from hand to mouth : 
the consumer, the retailer, the middleman and the manufac- 
turer aU expect, and it gets worse I think every' day, to tele- 
graph or tdephone for a thing to-day and get it dehvered 
to-morrow . , . and }’-ou can get as a matter of fact 

pretty well everywhere, with the exception of extreme Scot- 
land, your traffic that is sent away to-day delivered to- 
morrow.”* 

This did not merely apply to traders within a country but 
to nations, ^n the days when it took about a year to go and 
return from India, England kept the stores of goods for ' 
speedier distribution in Europe. She was the great entrepot.’- 
With the development of rapid transport it was easy to 
telegraph, say for tea, to India and have it sent on by the 
next liner or the ubiquitous tramp. It need not pass over 
England at all but could be dropped at Odessa for Russia,,? 
or Genoa for Central Europe, or Marseilles for France, the 
railways would carry it inland and distribute it.f With the 
development of the railways across the United States goods 
that used to go from China to London and be forwarded 
from there to the Eastern States, could actually be shipped 
to San Francisco and sent across the American continent. 

As railways extended so local markets and fairs tended to : 
disappear; "the shops kept the ^res, obtaining them daily 
if necessary from the manufacturers by rail. There was no 
need for an annual or semi-annual renewal of stocks at fairs 
by the householder. There was, therefore, a great increase 
in the number of retail shops. 

While the railway thus altered the methods of inland and 
retail trading, the steamship, combined ..ith the telegraph 
revolutionized the methods of foreign trade. Up to the second 
half of the nineteenth century every ship carrying cargo was 
more or less “ a venture.” She was stocked with goods, a 

*4979 of 1909, p. 

■f Report on the Port Of London, 1902, Vol. SLIIP-IV. 
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supercargo was put on board her and he sold the goods to 
the best advantage he could on arrival, fjn many of these 
cases the exporter owned the vessel in which the goods were 
sent. Ships belonged to the mercantile houses and were 
not, as now, common carriers for mixed cargoes or open to 
hire by any one.; 'The exporter did not and could not know 
the state of the market when the goods should arrive ; all 
trading was consequently something of a gamble. When 
goods could be telegraphed for and sent ofi at a few hours’ 
notice the importer became the deciding factor not the 
exporter, as heretofore. The importing house decided on 
its wants, placed its orders and obtained them as it required 
them 

{The effect of mechanical transport was to lead to the 
ciration of large businesses and combinations which in their 
turn enormously stimulated the spread of machinery since 
capital was mobilized in these large businesses in millions and 
equipment and research were not restricted within narrow 
limits by the difficulty of obtaining capital for developmentsi 
The scale on which manufacturing is done in post-railway 
days is as different from the little factories of the days of 
turnpike roads and canals as those were from the domestic 
system of the reign of Queen Elizabeth. 

After the development of railways, factories and workshops 
were not limited in size by the difficulty of getting either coal 
or raw material in sufficient quantities or hampered in dis- 
patching masses of finished goods, j Blast furnaces could 
treble and quadruple in size because tnere need be no phyrical 
limit to the amount of iron ore and fuel obtainable by rml. 
Everywhere the use of roediamsm spread more rapidly; 
machiaeiy became larger and more efficient ; ships increased 
in size and became more economical in operation, railway 
equipment followed suit, train loads grew bigger and locomo- 
tives more powerful. The new factories bad to be built 
larger to stand the strain of heavy machinery on the floors. 
The railways did not merely tend fo create laigei businesses 
owing to the facilities they gave for handling masses of goods 
but'^hey often determined tiie transfer of businesses from one 
part of the country to another or even from one country to 
another. The wheat exports of the United States largely 
took place in the form of floor ground in Minneapolis or some 
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other great milling centre. The railway and shipping com- 
panies found it easy to pour wheat into the truck or hold of 
the vessels and quoted lower rates for wheat than flour. 
The result was that wheat took the place of flour in the ships. 
To grind it great steam mills were erected at Liverpool and 
Hull. The development of the English milling industry at 
the ports is a direct result of cheap railway and steamer 
freights on wheat and higher ones on flour. This coimtrj- 
gained at the same time the offals for cattle feeding which 
are a bye-product of flour milling. The locahsation of the 
flour mills at the ports or the import of flour from America 
both meant the destruction of the country flour mills with 
which England had been dotted at intenmls of ten or twelve 
miles. 

sThe railways when developed into a network covering a^ 
country caused a new and fierce competition among businessesJ 
Before the days of the railway most firms could only deal 
locally, the amount that could be distributed on a national 
scale was small. The railways broke down these barriers 
and made not merely for national but for international 
competition, and this became especially severe in the period 
after 1870. 

The excessive competition cut profits so fine that firms 
began to combine to avoid ruin.) The railways themselves 
led the way by amalgamating and continued to grow into 
larger and larger transport monopolies in both Great Britain 
and the United States. Shipping followed suit with rings 
and conferences. The ship-owners claimed that the rate 
agreements steadied prices and enabled them to give a better 
and more regular service.. Other businesses did the same. 
It is now possible, owing to the ease of communications, for 
firms to control the whole industry from the raw material 
to the finished article. This form of combination is known 
as vertical and is to be found chiefly among the metallurgical 
trades where the coal mines, supplies of iron ore, blast fur- 
naces, rolling and steel mills, steel wire and other works are 
frequently under the same management.* The great example 
of this is to be found in the United States Steel Corporation 
rvith its millions of capital. The German Stahlwerksver- 
band is another of these great combinations but is of a different 

•Report on Trusts Cd, 9236, p. 2. 
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type known as the carte!. The trust w orks as one great 
business firm. The^aiteLis an association formed by con- 
itract for certain periods of time. The combined firms retain 
'their independence, merely jotiiing for regulating production 
and sales but not for merger and they can recover their 
V independence.* 

Combinations sometimes take another form termed hori- 
zontal combines. Firms doing the same type of btlSBesff 
sometimes unite for certain purposes, gener^y to_fis prices 
or to push' sales ai:iroad. They do not necessanly control 
either raw material or fixushed goods. They simply unite 
all the businesses at their own stage of the manufacture. 
These horizontal combines may be national or interaationa] 
in scope Such a combine is to be seen in Coats’ Sewing 
Cotton, the capital of which was £io million in 1899, when 
Sir A. Coats said that by far the la^r part of the company’s 
profits was derived from shares in foreign manufacturing 
companies and not from mills in the United KiDgdom.t 

Another form of world combination which has arisen in 
consequence of the ease of communications is one which is 
particularly noticeable in the metal industries, viz., combines 
to purchase raw material. Before the war the control 0! 
the world’s non-ferrous metals was In the hands of a group of 
German traders who were primarily engaged in buj-ing 
metal or in acting as selling agents for producers. A com- 
paratively small number of firms controlled this trade all 
over the world and most of them were closely interrelated 
and fixed the price and regulated the production of metals 
and metal products { Of these the most famous was the 
Metallgesellschaft 

There is not merely combination in manufacturing, sdling 
for export, and for purchasing raw materials, but also in shop- 
keeping. Multiple shops have sprung up which, though 
not monopolies, show tlm tendency to co-ordinatioa and large 
scale organization. They deal in all kinds of wares and^m.- 

♦The growth of this form of combinatioa In Germany is very stnViog. 
In 1879 there were fourteen cartels, in 1890 210, la 1902 more thin 
^00 Report on American Export Industries, p. 103. In the United 
States there were over 200 consolidations in 1913. Report on Com- 
met-nal and Industrial Policy ^ter the War. Cd. 9035 (1918). J>. 36. 

tMacrosty, " The Trust Movement ia British Industry," p- i*®- 

tReport on the American Export Industries, I , pp. 357-358. 
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at being “ universal providers.” To control supplies they / 
have their owii'tea plantations, their own orange groves, their 
own fruit farms and their own food preserving factoiies. 

A big business, in order to utilize its products fuUy, will 
often become the centre of a group of manufactures differing 
widely in character. A firm maldng soap will have its palm 
oil crushing works in West Africa ; it will convey the oil on its 
ov/n steamers and make, not merely glycerine and soap, but 
other toilet preparations, as well as candles, margarine and 
hard fat for chocolate and biscuits. A British explosives’ 
cornbine also makes motor cars, bicycles, artificial leather and 
rubber tyres. It utilizes part of its strip brass for lamps and 
wickless stoves and has developed a sheep dip in order to make 
profit out of its chemicals. A still more striking instance 
of what might seem to be the combination of verj’- dissimilar 
businesses is to be seen in a West African and Eastern trading 
combine. To use up their cocoa from West Africa they have 
bought chocolate works in England and have become manu- 
facturers of both cotton and sUk goods to sell in Africa. 
As a rule it is manufacturers who add other departments 
to their activities but this is an instance of traders taking 
to manufacturing to use up their raw material and to provide 
their trade goods themselves. 

The ” Big Five ” in the United States controlled in 1918 over 
seventy per cent, of the cattle, sheep and lambs slaughtered 
by all packers and butchers engaged in inter-State commerce 
but they were rapidly extending their control over all possible 
substitutes for meat, fish, poultry, milk, eggs, butter, cheese 
and all kinds of vegetable oil products. To their original 
trade of preserved meat they added canned fruit and vege- 
tables and also dealt in rice, sugar, potatoes, beans arid 
coffee and were said to be “ dominant factors ” in certain 
of these lines. Armour & Co., primarily meat packers, had 
become, in 1918, “the greatest rice merchants of the world.” 
They had extended their activities to other cereals. To deal 
with them they had their country elevators, and sold to 
the farmers fertilizers, cattle food, coal, posts, wire fendng, 
builders’ hardware, binding twine, lumber, cement, liine, 
brick, sand, gravel and roofing. It is interesting to notice 
that much of the power of this huge combine was derived 
from the fact that they owned ninety-one per cent, of all 
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refrigerator cars properly equipped for the transfer of fresh 
meat. They also enjoyed preferential treatment for their 
cars from the railway companies, getting them returned 
promptly when other firms have had to wait months. By- 
reason of their heavy shipments they had a great leverage 
in all their dealings with the railroad companies and 
obtained special privileges as against rivals showing how 
dose IS the connection between transport and trusts • 

[ With the completeness of modem world communications 
^it is possible for businesses in different countries to mate 
treaties with each other as to where they will or will not 
sell and limit the extent to which they will “ invade ” other 
firms’ territories, j It is possible to ^vide the world as a 
trading area between EngUsh and foreign shipping conferences 
or between tobacco companies. These great international 
agreements override at! national tariffs. It is no use for the 
English Government to declare for free trade if the members 
of the steel rail trust agree that netther German nor American 
rails shall be sold in the United Kingdom in return for the 
abstention of British steel rail makers from competition in 
Germany or the United States f It is another instance of 
world economy overriding national economy. “Industrial 
combination knows no frontier’.” 

In the same way it is possible for an English or foreign firm 
to get the retailers who sell that type of article to agree to 
sell only their make of goods and in this way certain artides 
would find no sale, tariff or no tariff X 

It is now possible to control world-wide interests as one 
great business imdertaking The result is the formation of 
combinations, cartels, rings and trusts which are the most 
stnking feature of the modem business world.j So far has 
the development proceeded in the United Kingdom that the 
Ministry of Reconstruction, reporting in 1916, could saj", “ We 
find that there is at the present time in every important branch 
of industry in the United Kingdom an increasing tendency to 
the formation of Trade Associations and Combinations having 
•U.S.A Report on the Heat Packing Industry, 1918 (S umm ary) 
PP 17-21 This meat trust agreed in 1920 to confine itself to meal 
products only 

tCd. 9236, p 4, where other instances of internatioaal combmes 
are quoted 
XOp ctt , p. 2. 
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for their purpose restriction of competition and the control 
of prices.” 

On the whole these combinations make for efficiency in 
production and the elimination of waste. 'Jt is possible to 
specialize branch factories to a very high degree, raw material 
bought in large quantities is bought cheaper and is easier and 
less costly to handle. Large scale businesses can afford to 
try esperiments and carry out research as small ones cannot. 
Above all, thej’’ can assemble and utilize bye-products on a 
commercial sc^e impossible to small businesses. One of 
the advantages of combines is to be found in their capacity 
to obtain lower railway rates for their large shipments. The}' 
are also able to distribute from the nearest place of business 
and so save the expense of long railway hauls. The ability 
to control their raw material is perhaps their greatest asset. 
For pushing foreign trade these great businesses are unrivalled, 
they can afford to open up trade even at a loss ; they can 
give longer credits and employ better agents and travellers 
than small businesses. It is claimed that they can 
steady production and avoid fluctuation and consequent 
unemployment. 

The old ideal of free competition between individuals has 
ceased, and the problem of twentieth century governments 
is to devise a scheme which shall allow the advantageous side 
of these combinations to have full scope and yet prevent, 
the harmful effect of monopolies. These are to be found, 
in the ability to keep up prices, in unfair methods adopted 
to squeeze out rivals or prevent new ones setting up, and in 
the undue influence they are able to exert over finance, 
politics or the press. 

Businesses of this magnitude, national and international, 
in scope, coidd not be carried on without daily correspondence 
to keep the whole in touch. They are therefore dependent 
for their existence on telegraphs, telephones, railways and 
steamships to link up the various branches in a common 
system. It is the minimizing of distance by rapid transport 
that makes the continued existence of these big combines 
possible, and enables them to work as one firm or group of 
co-ordinated partners. < It also follows that one of the methods 
suggested to control the trusts is the Government ownership 
of railways, \ The combines would not then obtain facilities 
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for distributing their goods by rail unless they complied ^vith 
the Government conditions. The Federal Trade Com- 
mission recommended, in 1918, that the Government of the 
United States should acquire all the re{ri g erat or_cars and 
other rolling stock used for the transportation^)! m^t and 
animals If to these were added a Government monopoly 
of the stock-yards and cold storage plants and warehouses, 
they considered that an “ acleqtiaTe’TCnd" simple solution ” 
of the problem of the great meat combine in the United 
States would be solved. International trusts could probably 
be tackled in like manner by agreement between governments 
many of which already own and operate their railways as 
State undertakings. 

^he railways and steamships have destroyed the economic 
s^-sufficieacy of the nations : the world is interdependent 
and it would seem that economic isolation is no longer possible.) 
Even China is building railroads. 

(The general result is that, thanks to mechanical transport, 
trade has outgrown national control ; businesses can easily 
change their seat of direction and can operate as smoothly 
from one continent as another* and a system of international 
control will have to be devised.) 

in —The Creation of a New FiNANCiAt Era. 

The railways did not merely affect the commercial position 
of States, the commodities of commerce and the organisation 
, of businesses, they caused new developments of finance, and 
' here again we encounter the same problem of n^o^lcostiol 
' of intern ational conditio ns. Finance has in consequence 
of the nerF^ease of commumcatioas outrun national boundaries 
and national regulation. 

The new methods of transport affected public finance, 
iwvestment finance, raised new problems of taxation, and 
created a new financial mecbanism to facilitate the new mass 
movement of goods. 

•An esample of such a transfer nas given before the Royal Com- 
mission on the Income Tax in 1919 Vestey Bros, with * capital 
of £20 million moved the seat and control of their meat bnsiaess from 
London to the United States and then to the Argentine m 19 * 5 .*° 
escape the English Income Tax and Estate Duties. Royal Commission 
on Income Tax, Cmd. 288-293, fi- 45 *- 
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In the first place railways tended to increase the national 
deb ts of States, and reacted upo n their revenue and espendi- 
ture"by maiung turther taxation necessary in some cases 
or by yielding such profit in others that they proved to be 
a source of revenue in themselves. / • 

With the exception of the United Kingdom, European 
governments have had to finance in some form or other the 
b'uilding of their railway systems. They have had either to 
guarantee the interest or raise loans for railwa}' building and 
equipment. In the case of Prussia, for instance, the railwa3's 
proved a ver}’- profitable investment ; in the majority of 
cases the State either made no profit or incurred a loss which 
seriously embarrassed the national revenue. Russia, for 
instance, was anxious to keep away from the West, yet was 
linked up to it by the necessity of borrowing money for 
railway building, the interest on which had to be paid by 
the com export, thus furnishing another example of the 
world interdependence created the railway. Steamships 
have also been subsidized in various forms by the various 
governments.* In every European country State finance 
has been influenced, favourably or adversely, by the new 
methods of transport. Cf)n the other hand, railways usually 
created such additional prosperity and security that any 
additional taxation uecessarj’^ could be raised, In Russia, 
however, this taxation fell on a povert3'-stricken peasantry- 
and caused great hardship. 

The private investor foxmd new outlets in railway building, 
either by investing in_railwa3’^s where the State guaranteed 
the interesf, or ~By bvdldmg them“ln* the continental lands 
outade Europe. The second effect of the railway on finance 
wa^to Q-ne n a new and vast field for the investment of capit al.'; 
3 lire effect ofthis borrowing and lending" wasTo~unite the' 
u’orld stUl further in a bond of financial indebtedness ; the 
new countries took up the loan in the form of rails and loco- 
motives and paid the interest in the form of raw materials 
and food. | Certain countries, notably Great Britain, lent 
enormous sums to Governments for railway building and 
equipment or formed companies for railway construction^ in 
the undeveloped countries of the world, such as the Argentine 
Republic, Canada or Mexico. 

•Keport on Steamship Subsidies — igoi (VIII.) ; 1902 (IX.). 
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(^“ In pro%nding capita! for railway construction this rouatrj- 
has performed a great work. Most of the loans to cotoahl 
governments have been for railway construction, the major 
part of India’s indebtednes to ns is for railways, and a portion 
of the loans we have made to foreign governments has been 
used for a similar purpose. But beyond the money for 
railway construction which we have supplied to govenraients 
we have formed a great many companies to construct and 
work the railways in other lands.,/ 

“ From the capital we have supplied to railway conrwanies 
working in the coloiues, notably in Canada, we recew an 
income of ^^7, 600,000 a year, from those working in India wc 
derive nearly £4,800,000 per annum. The railwaj-s of Argen- 
tine, Brazil, Uruguay, flexico. Chili and other fordgn conn- 
tries yield over |i3.ooo,ooo a year to us in the aggregate, 
and from the railways of the United States our investoR 
receive no less than £27 million a year. The aggregate of 
these totals, which 1 have compil^ from the compames' 
reports, and as far as possible from independent investigatOTs, 
amounts to £82,772i.*?2?J’ 

Sir George Faish calculates that this is the revenue of no 
less than £1,700,000,000 e:q)ended upon railway construction 
“ The capital has been supplied in about equal portions to 
the coimtries beyond the seas within the British Empire and 
to foreign lands "• 

The capital invested in railways in the Umted Kingdom 
Itself was given as £x,334 million in 191Z ;f in the United 
States it amounted to S11491 million in 1900;! and the 
capital of the Prussian-Hessian railways was estimated at 
£437 million, the Bavarian at £77 million, and the railways 
in European Russia at millions and £48 millions in 
Asiatic Russiaf by the Board of Trade in 1907. 

( These stupendous capital ini-estments created a new 
finauda! era and as these shares were marketable the stock 
exchange business of the world increased enormously in 
volum'^ . 

•“ Great Britain's Capital liivestmeiils in Other Lands,” bj Sir 
George Paish, J. R Stat. Soc. September, 1909. p. 47Q. 
tCd 6954 (1913) Returns Annua]. 

^Industrial Commission, XIX., p. 400. 

IRettini to House of CQnjmoas. 331, 1907. 
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■'(The railways have made it possible to invest capital a.l 
over the world either in railway building itself or in the 
production of raw materials or food stuffs. Many businesses, 
are not carried on in one country alone, but are international.' 
The Rio Tinto Mining Company, for instance, works the ore 
in Spain, smelts it chiefly in the United States, is controlled 
in England, but a large proportion of its shareholders is French, 
and taxation is le'vied in each country on the undertaking.* 
There thus^ arises the hardship of double, triple and quadruple 
taxation. \The problem of adjusting international invest- 
ment, which is the necessary accompaniment of a world 
economy to national finance, is a problem of the greatest 
difficulty. It can only be solved by international agreement 
as to the proportion of taxation which shall be taken by 
each country. > 

f The fourth great reaction of the railways on finance was 
comprised in the development, extension and specialization 
of the mechanism of credit for facilitating the new world 
movement of goods.) Banking, exchange businesses, discount 
and accepting houses, produce exchanges and specirlative 
markets all expanded and altered in character. The develop- 
ment of credit in all its various forms became very elaborate 
to enable these intricate world operations to be carried out 
smoothly; 

(.^International business combines, international finance and ^ 
taxation and international exchange of commodities and 
human beings are the inevitable outcome of the new transport 
developments and national economics will have to be modified 
and readjusted to suit the changed conditions which, mean- 
while, have given rise to fierce international rivalries. ' 

IV. — SociAi, Effects of the Commerciae Revoehtion. 

The railwaj^s introduced a new personal mobility and that 
produced a social revolution no less remarkable than the; 
political and commercial and financial, f 

•Evidence of Sir A. Steel Maitland, Royal Commission on the Income 
Tax, 1920, paragraphs 27,953-27,957. 

tSorae idea of the increased movement of persons may be judged 
from the fact that in 1831 in what is now Germany about a million 
persons travelled by the public post waggons. In 1910, 1,541,000,000 
persons were carried by tlie railways. Sombart, “ Deutsche Volks- 
wirtschaft," p. 211. 
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'riie personal mobility which the railnays and steamsHps 
created stimulated what has been one of the most character- 
istic features of iiinetctmth century development, namdy, 
the Krowth .of towns In addition, the new transport develop- 
nuncs weat^'a new indust rial dass, the transport wotken, 
and also gave an impetus to a ra^ inae'ase.irrthTcoSmerqai 
and trading class. The small shop-keeper, domestic worker 
and the small peasant fanner were all affected, the first two 
adversely, the latter favourably; mechanical transport 
vitally affected the position of women, making.it fat less 
necessary for them to stay at home and provide the’ food 
supply for the household, while the new personal mobility 
induced an emigration and transference of population'from 
one country to another on a scale hitherto undreamed of 
wliich, while still further linking the world together as an 
economic whole, created a scries of fresh problems, A 
country bad to consider whether it would allow its people 
to leave and take up residence somewhere else, also under 
what conditions it would permit other peoples or races to 
come in and acquire a domicile. When Asiatics began to 
move in considerable numbers, the question heenme urgent 
for the countries bordering the Pacific as to what csteat 
they would permit or restrict the settlement of a people 
within their borders of a lower standard of comfort whidi 
might threaten the standard to which the white man had 
laboriously attained 

The growth of towns was originally due to the industrial 
revolution. Manufacturers set up works on the real and 
iron areas to obtain cheap iiower or raw material ; the 
“ hands ” followed to get work. People also massed in the 
ports to deal with the growing quantities of exports and 
imports. jThegrowni of towns' corresponded inevei>' country 
to the development of coal niimng. factories and engineering 
works • This tendency ^as, however, considerably ac- 
celerated and stimulated by the development of railways, 
not merely because people had increased fac ilities Jor mo]^ g 
in tn tnw ns. but because the rail way's e nabled towns to be fw .j 
There is a defimte phyrical linut" to Tli? growth of a town m 
size when its food stuffs are brought in by road or anal 
and even the feeding of a sea-port town is conditioned by 
the dock accommodation for vessels. Railw’a}*s have enabled 
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town millions to be fed every day§ and London draws its 
daily milk supply from an area of a hundred and fifty miles 
round the cit}'. 

The excellent railway facilities to and from towns encourage 
factory owners to set up in urban rather than rural areas. 
They can make sure of getting fuel, the distribution of which 
is alread}’’ organized for household purposes ; they are near 
the market for finished goods in the shape of merchants 
who will attend to the sales, and with the railw'ay facilities 
they can draw on several lines for the conveyance of raw 
material or the despatch of finished goods. Apart altogether 
from transport, manufacturers tend to set up in tow'ns because 
they can get hands there readily without the necessity of 
pro\iding for their housing as they would have to do in a 
rural area. 

The growth of towns seems to have been specially rapid 
in the United States where competitive railway companies 
trj' to induce 'manufacturers to use their particular line. 
Manufacturers are naturally attracted to thes'^ competitive 
facilities when setting up new businesses. In their turn the 


•The growth of the population in England and Wales in the mining 
and manufacturing area may be seen from tlie following table :* 
oooo'j omitted. 


Date 

Total 

t 

Mining Northern 

+ 

+ 

Manufacturing 

Rest of England 
and Wales exclu- 
ding the County 


Population 

Counties 

M idland 

of London 

1S51 

27-37 


276 

Sag 

1S61 

23. 93 

529 

364 

953 

1881 

3 - 1 . 88 

757 

427 

1030 

1891 

37-73 

862 

4S9 

1126 

190 E 

^1.46 

976 

56S 

1255 

It will 

be noticed 

that the population doubled in 

fifty years in the 


increased fifty per cent. 


♦Bowley, " Manual of Statistics," p. 89. 

t'i'he Northern Counties include Cheshire, Lancashire, Yor.cshire 
(West Riding), Durham and Northu:nberland. 

JThe Midland Counties considered are Derby, Leicester, Nottingham. 
Northampton, Stafford, Warwick, Worcester, Monmouth and 
Clainorgan. 

§Addrcss by Sir Sam Fay to the Railway Students' Union al the 
London School of Economics, igii, p 2. 
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operatives gather round the factories and towns increase 
in size.* 

" The entire net increase of the population from 1870 
to 1890 in Illinois, Wisconan, Iowa and Minnesota . 
was in aties and towns possessing competitive rates, while 
those having non-competitive rates decreased in population 
and in Iowa it is the general bdief that the absence of large 
cities is due to the earlier policy of the railways giving Chicago 
discriminating ratcs.^f 

A thoroughly up-to-date railway in England having a 
monopoly of one area, or a State railway in Germany will, 
however, lay itself out to offer as good facilities to traders as 
can be obtained by competition in other countries. It paj's 
a railway to develop business generally, while it also pays 
a railway having a monopoly of an area to concentrate business 
in that area rather than allow it to frequent another area. 
It pays the North-Eastern Railway in England to increase 
traffic there rather than allow it to concentrate in South 
Wales or the Midlands. It pa3's the Prussian State railways 
to attract business to Berlin rather than let it go to Bavarian 
Munich. There is a geographical competition of areas as well 
as that oi nulwsys owc^ by different companies frequenting 
the same area The general result is, however, the same 
Manufacturers are attracted into towns by railway facDities 
and the phenomenal growth of towns is due to a combination 
of the new industry and the new transport. 

The concentration in towns not merely took place more 
rapidly in England after the railways developed, especially 
between 1841-1851, but also in France and Germany. In 
Germany the railways stopped the increase of population 
in the smaller cities except those of an industrial character 
and hastened the growth of the large cities J 
The following table, taken from Weber, shows the increas- 
ing proportion of the population dwelling in cities of over 
ro.ooo and the growth of very large urban_entities of over 
100,000. (Up to 1851, the growth may be ascribed to the 
industrial changes; after 1851 it is largely the result of 
•Weber " Growth of CifJes." pp . 152. 199. 200 
tW'eber, op et! , p 2oj. 
jWeber. p. 201. 
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transport whicli, in its turn, as we have seen, increased the 
impetus to the spread of the industrial revolution. | 


PERCEXTACE OF 

PopuEATioN m Cities 

OF OVER 10 . 000 . • 





1800 1850 

1890 

England 

and 

Wales 

- 

(1801)21.30 (1851)39.45 

(1S91) 61.73 

Scotland 

- 


- 

17. (1851) 32.2 

49.9 

Prussia 

- 


- 

(1816) 7.25 (1849) 

10.63 

(1890) 30. 

U.S.A. 

- 


- 

(1800) 3.8 (1850) 

12. 

27.6 

Erauce 



“ 

(1801) 9.5 (1851) 14.4 

25-9 

Russia 

• 



(1820) 3.7 {1856) 

5-3 

9-3 

PERCENT.AGE 

OF ToTAI, PoPUEATION DWEEtmO IN 

Cities of over 





100,000. 







1851 


1S91 

England and 

Wales 

- 

22.58 


31.82 

Scotland 

- 


- 

16.9 


29.8 

Prussia 

- 


- 

(1849? 3-1 


12.9 

U.S.A. 

- 


- 

(1850) 6. 


15-5 

Prance 

- 


- 

(1851) 4.6 


12. 

Russia 

- 


- 

(1856) 1.6 

(1885) 3.2 


Railways and factories do not wholly account for the 
growth of towns in the nineteenth centur5% People were 
gathered into towns not merely by the increased opportunities 
for employment which towns afforded, but by the attraction 
of town life and the excitement of living in the mass. The 
new transport facilities enabled them to find out in many 
cases how much they preferred town to country life by the 
trips and excursions which familiarized the rural population 
with urban conditions. 

/ As women were ousted from work on the land by agri- 
CTiltural machinery they went into domestic service and left 
the village. The young men followed them. A woman once 
used to town life does not care to marry and settle down in 
the country.) She feels lonely. There are no shops to look 
at just round the corner, and she may have to walk miles 
for a quart of petroleum for her lamp or other necessaries, 
while water, instead of being constantly at hand as in towns, 
often has to be fetched from a considerable distance for 
culinary purposes and washing. Town life has a great 
attraction for women of the poorer classes who have not the 
change of going out to work and coming home again like the 
man. Hence they use their influence to keep their husbands ' 
in the towns. 


-- *Weber, op. cit., pp. 144-145. 
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I Tbe growth of cities was no doubt accelerated by the 
sanitary reforms which became effective after 1850. Jlore 
people now tend to be Lept alive in urban areas than in the 
old insamtary days. Towns therefore grow not merely by 
the migration of people into them from outside, but by the 
decrease of the death-rate of their own inhabitants. 

Perhaps one of the most striking features of nineteenth 
century' town development has been the growth of a fringe 
of towns round the coast devoted primarily to catering for 
people who go to the seaade. This again is due to the 
possibilities of railways fadlltating movement for a short 
period 

In Kngland there is also a tendency for towns to grow 
up along the sea coast for industrial reasons.* A buriness 
at a seaport receives its raw materials without transferring 
them from the ship to the railway, and it thus avoids the 
expense of carriage inland. In the same way, if the goods 
are exported, the cost of railway haulage to the coast is 
avoided f 

It is worth notiang that the growth of towns is not now 
hampered by the question of a water ^pply. It is part of 
man's coatroliiveimature so typical oftfie nineteenth century, 
tEaThe can bring his water supply from long distances in the 
new pipes provided by the engineering devdopments of the 
century/ The water comes from Loch Katrine for Glasgow, 
for instance, and from Cumberland for llaachester ; while 
the bringing of water from Wales right across England, for 
London has been senously discussed. Previous to the 
nineteenth century the site of towns was limited by the 
water available in the immediate area. 

The development of railways created an entirdy new class 
of workers and greatly extended employment for others 
Men were wanted to make the railways and for that purpose 
the dass of navvies who had made the canals and inland 
navigations were utilized. ^^This dass was not new, butithe 
plate lay ers, dnvers, firemen, deaners, guards, shunters'and 
station-masters were new, while greatly extended oppor- 
tunities of employment opened out for people who transported 
goods to and from railways or who imloaded ships at'dockSj 
•Report of Royal Commission on Canals, Cd 4979, p <) 3 - 
tReport of Royal Commission on Cands Cd. 4979. p Si 
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The personnel of the British mercantile marine* expanded 
rapidly, but although the numbers of English sailors rose 
foreigners were also extensively emploj’^ed, as the following 
table shows : — * 



Ko . of British 




A nnv.al 

persons employed 

Foreign 

Proportion of 

Las(ai 

Averag ! 

not including 

Persons 

Foreignets to 



Lascars 


100 British 


1S60-64 

163,676 

17,808 

10.88 

— 

iS 65-<39 

176,114 

20.630 

11.71 

— 

1870-74 

181,628 

19,425 

10.69 

— 

1S75-7O 

174,407 

22.393 

12,84 

— 

i88o-S.f 

170,399 

26,040 

15.28 

— 

1S85-S9 

171.710 

25,709 

14.97 

— 

1890-94 

185,524 

29,799 

16,06 

2. ^,628 

1895-99 

176,773 

34,130 

19.31 

31,126 

1900-04 

175.095 

38,915 

22.22 

39,267 

1905-08 

190,128 

37,556 

19.75 

441I52 


■'The general result was that transport workers began to form 
one of the largest class of workers in any country, and tended 
to augment its numbers rapidly." 

/ There was a rapid increase also in the trading class in conse- 
^quence of the commercial revolution wrought by the railways. 
Jlore people were needed to deal with the buying and selling 
of the new products that became subjects of exchange, as 
well as for the enormously increased volume of the 
transactions, j 

For instance, articles like tea, coffee, cocoa, sugar, rice, 
tapioca, raisins, currants, oranges and lemons, which were, 
even in the fifties of the ninteeenth century, articles which 
were consumed chiefly by well-to-do people, became, by the 
end of the century, the necessities of the poor as well as rich. 
There was an enormous increase in the consumption of these 
articles by all classes and a much larger number of persons 
were required for the distributive processes. These products 
would not have been grown in such quantities had transport 
facilities not existed which enabled them to find world markets. 
The freights of these goods fell and lowered the price to the 
consumer, and ’'ailways and steamships brought them to 
his very door. But while railwa3'S and steamships were 
responsible for much of the increased consumption there 
were changes in the ipethods of production of these articles 

•Fiscal Blue Book, 1909, pp . 102-103. 
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which also contributed. Sugar was made from beet and not 
merely from cane ; fea was extensively grown in India, and 
not only in China, while the ooSee of Ceylon supplemented 
that of Brazil. This again lowered the price and stimulated 
consumption and increased the trading class. 

The growth of this class was still further encouraged by 
the development of large towns, which, as we have seen, 
were largely the outcome of railways. (In a town of over 
j 10,000 people, direct trading between producer and consumer 
, I becomes more and more difficult.) The picturesque days are 
t practically over when the farmer’s wife or daughter drove in 
} to market with her butter and poultry and e.Tposed them 
! for sale and dealt with the housewife who knew her per- 
sonally. Buttermerchants, egg merchants, poultry merdiants, 
’(Wholesale butchers and milk a>mpanies, either supplying 
/smaller shops or trading themselves, have taken the place 
of the old “ market day,” Even in the market halls the 
sellers to*day are middle-men and sot producers. 

I The growth of towns has made it unnecessary for the 
housewife to keep large stores by her., Space is too predous, 
(and the tradesman has better facilities with his iced uaniben 
for keeping perishable articles. Hence the tra^ng aad 
shop-keeping classes increase from this cause also. Big 
businesses concentrated in one spot also needed intermediaries 
to carry out their sales and agendes and travellers increased 
to facilitate distributior. 

The following table will show the increase in the transport 
and trading classes in the United Kingdom, and the increase 
in miners and metal workers whose occupation is so closelj 
bound up with <he new transport methods ; — 

N U iFRS EMPI.OYKD TflOUSi'ID OVER 10 YF<RS OP ACE.* 
Males Females 



iSSi 

1891 


1881 

1891 

J901 

Commcrcialf 




I 

2 

5 

Transportt 

7S 

85 

95 

1 

I 

I 

Mining - 

49 

54 

Co 

•— 

— 

— 

Metals! 

75 

79 

9> 

3 

3 


Total occupi'd - 
Retired or 

8i7 

827 

834 

335 

33 " 

unoccupied • 

>73 

>73 

166 

665 

670 

6S4 








Total Persons over 

lOOO 

1000 

TOOO ^ 

1000 

1000 

1000 

jojeirj 

i 3 . 5 S 

13.89 

1*54 

J 3 - 5 «' 

•5.8o 

16.80 
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The growing numbers engaged in trade and transportation 
in the United States are still more remarkable : — 


1880 

- 


. 

1.871.503 

1890 

- 

- 

- 

3,326,123 

1900 

• 

- 

- 

4,766,964 

1910 

- 

- 

- 

7.605,7300 


The effects of railways and steamships on the small shop-| 
keeper and independent artisan class was to make his position! 
more difficult. The growth of great giant stores which could' 
despatch goods by post or rail after reaching its customers 
by illustrated catalogue tended to concentrate business still 
further in large urban areas to the detriment of local industry. 
The local draper with his limited range of patterns or styles, 
or the small grocer whose new stock is being “ expected in 
every day ” and which fails to arrive for weeks or even 
months, is seriously affected by the despatch, often carriage 
free, of the great distributing stores. It is possible for a 
woman in an outlying countr>' district of Cornwall to shop 
by catalogue with ease in either Manchester, London or Paris. 
Shopping by post is a feature of the distributing business 
in Germany, the United States and Great Britain. 

In the same way the local artisan has been affected. Pre-- 
viously nearly everything used in an area had to be made* 
within that area, as the difficulties of transport were insuper- ; 
a’^^e. There were thus in each area a number of independent 
craftsmen or workers making things for the immediate needs . 
of the neighbourhood. With the facility of transferring such / 
articles as furniture, cooking utensils or clothes from a large I 
centre the local industry tended to dwindle. This is one of- 
the causes of the decline of the domestic worker.^ 

This destruction of local life is all the more serious as itr 
is on the local men that so much of the business of local 
government depends. 

On the other hand, countries or areas with an agricultural 

•Bowley, " Manual of Statistics," p. gi. 

tTliis includes merchants, dealers, travellers and clerks. 

JTliis includes railways (hut not railway construction), ro.nds, rivers, 
docks and the telegraph and telephone service. 

§Metals include all work in metals except mining and the manu- 
facture of tools, machinery and engines. 

II Occupation Census, p. 53, published 19T4. 

•jSchmoller, " Zur Gesrhichte der deutschen Kleingewerbe." p. 

174 ff. 
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\ surplus ate often benelittcd by access to under markets than 
I those of the immediate ndghbourhood. 'i‘he result wou’d 
I be to raise prices m the locality, because a better market is 
' obtainable by raih\-ay elsewheie.* This would be true of 
agriculturalists in the Umtcd States or Daimark. This is also 
true of the type of business carried on by the peasant farmer. 
If the collection of eggs, chicken, milk, butter or vegetables 
is organized by a middle man or a coioperattve.society for sale 
in a big town, the small cultivator is in a position to command 
much better prices than those obtaining locally, and is, 
therefore enabled to raise himself above the sheer margin 
of subsistence which used to be the characteristic of the 
man in agriculture. He does not feel the effect of the foreign 
competition which arises principally in the bulky products 
such as meat or wheat, $.e., the small man with his fruit, 
vegetables and milk, caters for a national market, while 
competition is felt in the goods that are dealt with b an 
international market. On the whole large-scale agricul- 
turalists in the United States or the English colonies beuefitted 
because they could get a market abroad, '^but they had to 
encounter competition from all parts of the world winch 
tended to dimimsU their profits. ) Os the other hand a severe 
agricultural depression was engendered in tV^estera Europe 
by the ease of import of agric^toml products grown under 
prairie conditions. 

yThe general result was tliat the agriculturalist in a r.ew 
country benefitted since it gave him his chance to develop ; 
the small man got the growing market of the big towns, and 
did not encounter severe foreign competition, but the large 
scale producers that bad hitherto enjoyed a monopoly of 
the home market suffered./ 

The fishing industry was anotlier trade that increased 
owing to transport facilities. The local market for fish is 
soon glutted. It is a highly perishable commodity for 
whicli rapid transport with c«^ st orag e jrovides a wide sale, 
which is even now international: — English fish is sold fresh in 
Switzerland, and Canadian salmon finds a market in Europe. 
Hence the fishing industry, instead of being au affair of small 
men owning their own boats, has become capitalized oad 
•When the Kne Canal was opened in the United States in 1823, 
tlie price of grain rose considerabty in the North-West. 
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trawKng companies are taking the place of the old fisherman. 
/Mechanical transport has also affected the position of 
women. The ease of distribution has led to many of the 
products formerb’- made at home becoming industrialized. 
Factories for biscuits, jam, pickles, cakes, sweets, laundry 
work, baking, food curing and food preserved in tins are all 
of recent development. ) Butter is no longer salted as a matter 
of course in summer by'eveiy housewife for the winter scarcity, 
since regular supplies are available in normal times from all 
parts of the world, ranging from Siberia to Australia, the 
summer in the Southern hemisphere coinciding with the 
Northern winter and vice versa. The artistic pleasure of the 
early Victorian houseuife in “ putting away a pig ” and 
planning the strategic disposal of each item for future con- 
sumption is unknown to a generation that imports its ha ms 
verj' largely from Chicago and buj-s its Danish or American 
bacon by the pound at the grocer’s. /The result is that there 
has been a release of female labour from the work of the 
preparation of the food supply for home consumption. This 
in its turn has led women to seek for other employments 1 
and has led to their transference to other fields of industry.’^ 
(This large food import, as we have seen above, has led to 
m'uch greater security of life. Instead of the ever-present 
danger of famine, the world is comparatively safe and ordinary 
people are relieved from that constant preoccupation about 
food and the harvests which is so characteristic of other 
centuries. ' 

The new personal mobility has, however, brought other 
problems to the forefront. There is first of all a great migra- 
tion of people always taking place within their national 
boundaries. The changes in the election registers alone show 
how marked is the /contrast between the fixity of people to 
one town or spot iii"the early part of the nineteenth century 
and the constant change of abode that went on in the twentieth. ^ 
The grovrth of the business of the furniture remover is another-'^ 
proof. This is as true of Germany and the United States 
♦In countries wiiere communication is undeveloped a large amount 
of female labour is still employed in simply preserving food for tbe 
scarce periods. The account of the feverish actmty in a Russian 
household in food presendng in the country during the summer months 
is interestingly described in Palmer ** Russian Life in Town and 
Country," -pp. 76-25. 
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as of Great Britain. This contmuous movement raises serious 
problems of local admioistratton. How can classes that ate 
always changing their place of residence be governed ? The 
problem is still further complicated by the fact that many 
people work in one place and sleep in another, and feel no 
real responsibilities for the local w^fare of either place. All 
this tends to throw more and more work into the hands of 
the central government, and so increases that reaction to 
State intervention which is characteristic of the years after 
1870. 

Accompanying this constant change of abode witlun a 
country are the seasonal nugrations of persons to other lands 
The Russians migrated in their thousands to get in the 
German harvest, as did also the Galioans.* The Irish came 
to England and Scotland to lift the potatoes. Many Italians 
went to Germany and even to the United States for the 
building trades in the summer and returned to Italy for the 
winter. Others went to the Argentine Republic merely 
for the harvest. Thousands of English skilled mechanics, 
stone-cutters, stone-masons, glass-blowers, locomotive en- 
gineers, etc , regularly visited the New England States in 
the Spring and returned home when the slack period arrived. 
" In this way they escape American taxation, perform none 
of the duties of dtiaensmp, and they spend the bulk of the 
money outside the country in which they earn 
/ There is also a large emigration and immigration movement 
irT' all countries due to the abolition of distance by rapid 
and safe transport. \ 

“ Out of the remote and little known regions of Northern. 
Eastejp and Southern Europe for ever marches a vast and 
endless army. Nondescript and ever changing in personnel, 
without leaders or organization, this great force, moving at 
the rate of nearly 1,500,000 eadi year, is invading the dviiized 
world. 

•The number of foreign sgricnltniel workers of the migrant type 
(Russian and Gallician) who came to Germany for the harvest u 
officially returned as 

19H - • ♦ 387,90a 

zgiz ... 397-3<^ 

1913 - - - 4li.7‘>5 

Consular Report (Germany) Cd. 7620, 1914. 

tJohiison, " Emigration from the United Kingdom to North 
roivtiTita," p, -iiy. 
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“ It is a march the like of which the world has never seen, 
and the moving columns are animated by but one idea — 
that of escaping from evils which have made existence intoler- 
able, and of reaching the free air of countries where conditions 
are better shaped to the welfare of the masses of the people. 

It is a vast procession of varied humanity. In tongue it 
is polyglot ; in dress, all climes from pole to equator are 
indicated, and all religions and beliefs enlist their followers. 
There is no age limit, for young and old travel side by side. 
There is no sex limitation, for the women are as keen as, 
if not more so, than the men ; and babes in arms are here 
in no mean numbers. 

“ The army carries its equipment on its back, but in no 
prescribed form. The allowance is meagre, it is true, but the 
household gods of a family sprung from the same soil as a 
hundred previous generations may possibly be contained in 
shapeless bags or bundles. For ever moving, always in the 
same direction, this marching army comes out of the shadow, 
converges to natural points of distribution, masses along 
the great international highways and its vanguard disappears, 
absorbed where it finds a resting-place. 

“ The traffic in ocean passages has reached a stage of fierce 
competition, unscrupulousness and even inhiunanity incon- 
ceivable to those not familiar with its details. Men who 
pro^ by the march of these millions of people have a drag 
net out over continental Europe so fine in its meshes as to 
let no man, woman or child escape who has the price and 
the desire or need to go. Three great countries, Italy, 
Austiia-Himgary and Russia, where the masses of the people 
are low in the social scale . . . are being drained of their 

human dregs through channds made easy by those seeking 
cargo for their ships.”* 

In the passage just quoted the reasons assigned for this 
vast movement of people are the intolerable conditions at 
home and the efforts of steamship companies who by the 
activity of their agents stimulate people to remove them- 
selves to a place where conditions are represented to be 
better. 

The causes of the emigration movement varied, however, 

♦Wlielpley : " Problem of the Immigrant." pp. 1-3 (1905). 
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in the different countries.* As lax as Great Britain was 
concerned the indust rial and a^cultwial revolutifi ns at home 
were the cause of their migrati^ ThT weaver>ras ousted 
by machinery, the peasant farmer by large farms. The dis- 
tressed classes viere assisted by charitable assodations and 
land companies in the matter of their passage before the 
steamslups competed for the enugrant traffic.! The successful 
ones in their turn sent money home to asast relatives to 
come out J 

The sheer overpopulation of Ireland, the numbers of wWdi 
were 8.175,000 in 1841, culminated in the famine of 1646, 
and was the cause of the emigration from that country, with 
a result that the population of Ireland fell to 4,459,000 in 
1901. 

The year 1847 was equally a year of scarcity in Europe 
which may have had something to do with the almost universal 
revolutionary outbreaks of the 1848. The result was that 
many people who had been mixed up with the Liberal move- 
ments found it desirable to leave the country, and a large 
German middie-dass emigration took place. This was re- 
enforced during the nineteenth century by Germans from 
the country districts. Many of the freed serfs coiffd net 
adjust themselves to individual, instead of communal fanning, 
after the emancipation ; otlieis emigrated becairse of the 
escessive sub-division of small farms in the West where the 
IJappleaaic Law-of-the'cqual division of a_large.paT^j the 
property among the children at death held good, thus result- 
ing m the sub-division of small fanns to a point where no one 

•Of the 7,733,503 British and Irish people v,bo left the United 
Kingdom during the years 18S0-1911 for North America, Australia 
or New Zealand, 4,407,353 went to the United States, Johnson, op. 
cit , p. 346, Tabic II. 

tjohuson, op tit , eh 3. 

JConsiderable sums of money were sent annually by successful 
immigrants in Nortli Amenca to friends in the United Kbgdom. 
It was calculated by the British anthoriUes to be 

1849 ... £540.000 

1859 - - - £575.373 

1S69 - - - £639.335 

1878 . . - £784.067 

Only a few typical years are riren as samples. For the emousts 
aanually sent between X84S and X87S, see Johnson, op. c\i , Table a, 
appendix, p. 353 
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out of the farm produce. The Germans 
went cliiefiy to the United States. In the same way the 
chan^ng conditions of agriculture in Austria-Hungary and 
Russia, combined with the ease of transport by ruUways and 
the activities of the steamship companies which facilitated 
their passage, led to the starting of the hordes of Rastern 
Europeans. 

After ipootlie English began to be incr e asingly attr acted 
to their oum coionie s and the main stream of Engl ish emigra- ^ 
tion seETa'tDwnidST-anada. Between 1901-191^63 per cent, 
of the British emigrants migrated to places within the Empire ; 
only 28 per cent, had done this between iSgr-igoo.* 

As England was the great shipping country, -par excdlence, 
the European emigration trafiic took place, at first, via 
England. As other countries developed their shipping after 
1880, they made a determined effort to capture the traffic as 
a basis on which to build up thdr new steamship lines in 
order that the carriage of their exports and imports might 
not remain to such a large extent in English hands. 

Germany obtained an increasing share of the emigrant 
traffic, after 1894, by setting up control stations nominally 
to prevent the passage of diseased and undesirable persons, f 
These control stations were placed under the German steam- 
sliip lines, and they took measures to ensure that such persons 
as passed through the control stations went by German and 
not by British Unes. This was all the more easr’’ as the emi- 
grant traffic gradually altered in character after 1880. Owing 
• to the development of German industry the German emigra- 
tion fell off| as the people were absorbed by the new factories 

♦Dominions Commission, p. 88, Cd. 8462 (1917). 

fCd. 9092 (1918) pp. 8-9. 

JGerman Emigration ; 

ibSi - 220,902 1892 - 116,339 

1882 - 203,585 1893 - 87,677 

. 1883 - 173,616 1S94 - 40,964 

1884 - 149,065 1S95 - 37,498 

18S5 - 110,119 1901 - 20,874 

1891 - 120,089 1912 - rS,545 

■' Statistiches Jahrbudi.’’ 

As to figures of emigration from foreign countries during the nine- 
teenth century sec Tables, Charts and Slemoranda on Emigration 
from the chief European coimtries in Second Fiscal Blue Book (Board 
of Trade) Cd. 2337 (1904) PP- i59-i75- 

Q 
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and engineering works. In the place of the Gcnnan* 
jlusfians, Austnans and Italians began to move in inctcasiaw 
sw£.nis. W Hie the Italians went largely to the Aigentiaet 
the bulk of them went to the United States* but the Russian 
and Austnan hordes passed na Germany into the oetr worid 
and the Germans saw to it that they should build up the 
German AtJaatie shipping business. 

“ THs stampede now readied such proportions as to 
occupy all the ene^es of a soore of steamship lines in handling 
the traffic, to warrant the establishment of new and more 
direct routes and the building of new ships specially designed 
for the carrj-ing of this caigo.’'t 
It is not to the best interests of a nation rhat people 
physically in the prime of life should lea%’e in excessive 
numbers. Too large a proportion of yoimg and old tmain, 
the phj'sically un6t tend to preponderate. It costs money 
to rear and educate a man or womaa.J He represcats so 
much capital and to export capital in that form is natiosally 
unsound, unless a definite |aio can be proved to ensue to the 
mother country. The nation that lets its dtuens go in the 
pride of their youth and strength incurs a loss in pToductiN'e 
power, ^oth English and German agriculture has'e suffered 
from a lack of agricultural labour in the last quarter of the 
niseteeath century, while the emigration of i^glish skilled 
artisans and miners to the United States has done mcdi 
towards developing a rivalry there for the Knglish engineering 
trades §J . 

MTiile most governments have taken precautions that the 
emigrant traffic shall be conducted under conditions cf 
reasonable security and decency for the person making the 
passage, 'the general tendency is for continental governments 
to restrirt the outflow of emigrants by proHbiting advertising 
and curbing the acti^ties of the steamship companies. Bet 

•Cd 9092, f 6. 366.000 Italians went to U.S.A. in 191S-13 ; 8t,ooo 

to Argentina ; 32.000 to Brazfl. 

tUTielpley. op. cU . p. 15 (1905). .v 

iTf. Ulielpley states that many emigratjoa suthontie* r-o.a IB. 
steamship companies icspoasible for fifty per cent, of the depirtcies 
for foreija lands Op. ctl , p. ir. 

J 5 Iarshall pat it at £200. *' PmdpXes of Economics," p. 6 ^ 7 . ^•ote 
5 Pof a discussion of the value of cmigratwn, ttt Johnson, ep. ot. 
Chapter CXIII. 
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the countries to which these emigrants go have an equally 
difficult problem. They often underbid the labour market ; 
they collect in groups of the same nationality where they are 
difficult to control ; their standard of sanitation is deficient, 
and it is difficult to make them realise their duty to their 
adopted country. They must get work at once ; they crowd 
into towns, increasing the congestion at the ports and the ' 
general housing diffieffity.* 

^Nearly all countries enacted lav^s and regulations govern- 
ing the admission of aliens. Some merely prohibited the 
entrance of the diseased and the criminal ; others, notably 
the United States and Canada, imposed severe restrictions on 
i mmigration . The difficulty of the absorption of the Eastern 
European immigrants was not the least of the problems that 
the United States had to face in 1914. As long as the new 
arrivals were English, German, Irish or Scandinavian, their 
standard of fife and general outlook was not so radically 
different from that of their hosts as to make Americanisation 
difficult. It is, however, a very different problem with the 
masses of illiterate Galicians, Russians and Revantines with 
which the United States has been deluged of recent years. 

Nor is the British Empire without serious problems of its 
own arising out of the facility for general movement. The 
developments of transport have caused movement even in 
the changeless East. Indians, Chinese and Japanese began 
to migrate after 1850 to the Australian gold fields and were 
to be found in New Zealand and in the South African colonies, 
Indians were deliberately encouraged by the governments of 
Mauritius, British Guiana, Trinidad and Jamaica to migrate 
there as negro labour was so inefficient after the freeing of 
the slaves. The friction has come in the self-governing 
dominions. The Indian and the Chinese coolie have a lower 
standard of comfort than the European, and will work for 
lower wages than the white man. T he se lf-governing 
d ominio ns do no t^wsh their sta ndardJx L be under^fi SSSTby 
cheap^riatic TaBdun Hence they have alTadoptedrestac- 
tions 1 iHten 9 e 3 To~E^ such labour out, either by penalizing 
the steamship companies, or by an impossible educational 
test, or by other methods. The Indian subjects of the King- 
Emperor complain, however, that as they are citizens of 

*See Report of the Immigration Commission. U.S.A. 
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the Empire, they shoiild be allowed free movement vnthin 
the Empire, and much capital has been made by agitators 
out of the restrictions imposed by the dominions. A settle- 
ment of the question was arrived at during the war. 

The question of the Chmese immigrant is rather diSerent. 
He is not a fellow citizen of the same Empire. But the 
British fought on more than one occasion during the nine- 
teenth century to make the Chinese open their country and 
their ports to foreigners. It is a difficult diplomatic problem 
to know how far the Chinese might claim a return compliment 
of the " open door,” especially as Australia is a continent 
peopled oiy by four million persons, whereas the Chinese 
Empire is supposed to contain about 315 million, and to be 
over- populated, is possible, however, that the development 

of industry, both in India and China, in the near future will 
absorb so many of their people that the question of a surplus 
Asiatic population seeking an outlet and not finding it may 
be temporarily shelved.*) 

It is quite obvious that no country can afford to neglect 
either the question of creating or controlling railways and 
steamships. Alongside of the revolution in the methods of 
manufacture caused by machinery and engineering, it is 
the event of the greatest importance in the whole of nineteenth 
century economic development after the question of personal 
freedom bad been solved. 



PART V 


TPIE DEVELOPMENT OF MECHANICAL TRANSPORT 
IN GREAT BRITAIN AND THE PROBLEM OF 
STATE CONTROL OF TRANSPORT. 

SYXOPsrs. 

Eritish railways were founded on Uie model of the existing roads 
and canals. 


I. — ROADS. 

Earthen tracks were in the eighteenth century converted into metalled 
roads for carts by turnpike^ trusts clrarging tolls for the use of the 
road. ■'* 

Road improvement and construction carried out by private indiWduals. 
Striking contrast with the State road system of France. 

The " calamity of the railways " rained the tnmpilre trusts, 

11. — CAKAtS. 

The need for increased transport facilities to move coal and raw 
material. 

I — ^The development of the Canal System, 1761-1830. 

The canal from Chat Moss to. Manchester, 1761, followed by 
the Manchester and Liverpool Canal and the Grand Trunk. 
Canals were built by private individuals who charged tolls for 
their use and were a financial success. 

They varied in gauge and structure, belonged to many companies 
and no through system of carriage or rates was devised. 
Effects.— G reat stimulus to trade and industry. 

Gave fadlities for distribution of food and so assisted 
agriculture and helped Northern towns to be fed. 
Redistributed population. 

Stimulated port development. 

Trained a new class of wnrkmen — the navigators. 
Created commercial travellers. 

In France the Canal system was assisted by the State after 
1799 and then purchased by the State. Traffic on canals 
is free. 

2 —The relative decline of the canals. 

Causes : — 

(a) The greater efficiencj’ of the railway system ; speed, 
prmctuality, through rates. 

(/j) The coasting steamer. 

(c) The purchase of strategic links by railways. 
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{d) The reconstn.ctioa of EB^tish agriculture and EasllsS 
trading rnetbods. * 

(ei Tlie difficulty of effecting improvement when the caniU 
were owned by so tnany companies, 
t/) In vicinity of canaK mms are built over by houses ; difficult 
to enlarge canals. 


in.— RAitwavs. 

—The peculiarities of the Bntish railway system— the absence oi 
atate aid, the absence of military motives, the catering for a 
developed traffic, the high capitatiution, the short hauls, the 
supersession of the canals by the railways, the system of charging 
based on the analogy of canals and roads. 

—Periods of Railway History. 

(a) 'rhe period of experiment. iS2i>t844 

The waggon ways for coal dbtnbution ; iron rails ; trueis 
drawn by horses. 

The haulage by steam eogtue. 1S21— The Stockton ard 
Darlington public railway, opened 1825. jStd-Tle 
Liverpool and Mandiestcr: challenge to the canals; 
earned passengers; successii.1 utilustiou of steam for 
haulage; provided waggons ; opened i8jo. 

System one of short scattered hues and two mats gauges. 

The question of control. 

Act of 1844 providing for State purchase oi future Ists. 

Conunission to control railway promotions sat one year 
( 1 ) The consolidation of the lines, )84S'J872. 

The amalgamation of amall bines mto large companies. 

Influence of Hudson, *' the Railway King “ 

Thu railway tnsnu, t84S'i847. 

The influence 0! the Clearing House as providing a mechan- 
ism for common agreement between the companies 

The further development of tlie railway systems as part 
of a defensive policy against competitors. 

The development of goods traffic by the railways and the 
declme of the Canals. 

The attempt to control the growing railway monopoly. 
1845— Radway Commission created; ceased, i8ji. 
1854 — Cardwell’s Act prohibited undue preferences 
and facilitated through traffic. 1867— Railways to 
keep accounts 

Amalgamations continued. Control a failure 
(c) The development of State Control, 1873-1893. 

Railway and Canal Commission. 1873, to control amalgama- 
tions and preferences. Appointed for fivej’eari; 
became permanent. 

Railway and Canal TxaflGc Act, 1888, arranged for new 
classification and new maximum rates which should 
be effective. 

The Board of Trade set up ns conciliator in disputes between 
traders and railwaj^ 
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Railway rates lisccl, 1892-1893. 

The Act of 1894 limited the raising of rates to the permitted 
maximum. 

{d) 1894-1914. The decline in dividends; the amalgamations 

and the question of nationalization. 

1 — The increase in expenditure and the decline of 

dividends, 

2 — -Amalgamation to stop cut-throat competition — 

result, quasi monopoly. 

3 — Labour troubles. 

4 — Proposals to control railways : 

(а) By reviving canals as competitors. 

(б) By State ownership. 

IV. — The Steamship and Shipping Problems. 

The absence of State control of shipping. 

Reasons : — Shipping companies formed under the Companies’ .Acts. 
Greater competition in shipping. 

Difficult to enforce fixed rates of freights for continuous 
voyages. 

A ship is mobile and can unload at any port. 
Competition of tramps and liners. 

: — ^The change of policy from protection of shipping under Navigation 
Acts to free Competition. 

The period of minor relaxations, lygG-iSaa. 

The change from monopoly to reciprocity, 1822-1840. 
The abolition of the Navigation Acts, 1849-1854. 

2 — ^Tlie coming of the steamship and the progressive change in 
technique. 

(o) Change in material from wood to iron and iron to steel. 
(6) Change in the marine en^e. 

(c) Constant growth in the size of ships, 

{d) Specialization of ships : liners and tramps. 

3 —The supremacy of the United Kingdom in the ship-building and 
carrying trades. 

4 — The growth of forei^i shipping. 

Subsidies to foreign ships. 

The development of German shipping — the control of the 
emigrant traffic— the close organization of German ship- 
owners. 

5 — Combination in the Shipping World. 

Violent competition in shipping between 1870-1880 gave 
rise to combinations to steady rates. 

International combines for division of territory. 

6 . — The Government and shipping. 

I T is no accident that the new form of transport should have 
been evolved in the pioneer country of the industrial 
revolution. (The three things that are necessary before some 
great mechanical innovation can take place are the existence 
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of capital to try espeiiwents ; a demand for tbe new goods 
or new services to be tender ^ ; and the technical ability 
to construct the article required. ) As far as the railways 
are concerned, the people of Grear Britain had accumulated 
the capital and were wjUing to sink it in the new form of 
transport* ; the development o{ coal, iron and other heavy 
materials was creating a demand for a new and improved 
method of moving them, as indnstiy bad really outgrown the 
capacity of the canals to handle its products with suffident 
xapidhy , and in her iron-workers and engineers England 
possesseci an unrivalled skill and capacity to make the locomo- 
tives, rails, manne engines and iron ships. 

The English railway system possesses certain marked 
peculiarities of its own wWch differentiates it from all other 
railway systems of the world. This is partly due to the fact 
that it was evolved out of the existing system of roads and 
canals and copied many of their features. 

i —Roads. 

' The public highways of Great Britain had been until the 
I eighteenth century mere earthen trades 0; bridle paths for 
pack mules and riders t These. nametalled roadsjvere kep^ 
^Sjiider, according to a StatutejjtlSSS. by the labour of the 
’persons of each parish who Md togive compulsory service 
^or six days each year on the roads.) Those parishioners whose 
income exceeded £50 a year were obliged to provide the 
services of a man, horse and cart for sis days. Wheeled traffic, 
though beginning, was still uncommon at the end of the seven- 
teenth century. It was, however, increasing with the expan- 
sion of trade and the growing necesaty to move' larger 
quantities of goods. These wbeded veHcles wore the earthen 
surface of the highways into great mts and the roads became 
more and more of a scandal just at the time when it became 
more and more necessary to be able to move masses of raw 
material or manufactured goods. The whole industrial 
development of the eighteenth century would Imve been _h^d 
up if the roads could not have been improved. (iThe tradition 
of the English Government was, as we have sfcen, to leave 
everything to individuals and during tte eighteenth century 
*To£>ke and Nen-mareh, History of Prices, Vol V. „ 

tOn tlie wJjoJe subject, S & B. Webb, *' The Kin"* Hisliwaj’, 
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the practice developed of certain persons, landowners and 
others, obtaining a Private Act of Parliament and reconstruct- 
ing and pa%dng a stretch of road in such a fashion that wheeled 
veliicles could easily pass to and fro. These persons formed a 
turnpike trust and were empowered to charge tolls to the users 
of the roads to recoup themselves and prordde a fund for 
keeping the road in repair.'^ One must therefore picture a 
network of fairly good high rohds in the hands of 1,100 different 
turnpike trusts who had re-made the roads in varying fashion 
and had kept them in repair with varjdng degrees of efficiency. 
Outside their area lay a great net-work of parish roads that 
were still unmetalled tracks. One therefore finds the most 
extraordinary differences in the accounts of the roads at the 
time. One writer will talk of the “ winged expedition ” of 
coaches going at five miles an hour ; another will chronicle 
ruts four feet deep and a long line of carts broken down. It 
all depends on whether they were speaking of the improved 
turnpike roads or the unimproved parish roads. But even the 
turnpikes varied and some stretches were very defective. 
In other parts land owners were not enterprising enough, or 
did not have the capital to re-make a road and the wheeled 
traffic made the earthen road impossible. Towns were and 
expected to be cut off in winter, owing to the state of the 
roads, and each winter they salted in their provisions and 
prepared as if for a siege, as the roads leading into towns 
•with the amount of traffic passing over them were peculiarly 
liable to fall into disrepair. It is difficult to picture the 
isolation which fell upon country districts in winter. “ You 
too well know that in winter when the cheerless season of 
the year invites and requires society and good fellowship, 
the intercourse of neighbours cannot be kept up without 
iimninent danger to life and limb," was the verdict in 1792.* 
^Throughout the eighteenth century the trusts were con- 
fronted with the great difficulty of getting any satisfactory 
surface for the roads.j As late as 1808 it could be said that ; 
“ On examining the turnpike roads in the -vicinity of London 
I find th e m ^ ter iaks hyjwhich-they, are repaired, seldom Jast, 
longert^i a month or^s-'weeks, in";TOuter3efore they are 
groun 3 %*af 6 niilin 3 raked off the roa'd'as puddle, ... In 


*\Vebb, op. cit., pp. 195. 226. 
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)>ome places the tolls have been doubled yet are the roads 
sometimes almost impassable-’** 

The old parish roads continued to be mended by the as 
days’ Statute labour or by levying a Rate and employing the 
paupers on the roads. In 1832, no less than 52,800 paupen 
were thus employed at a cost of £ 2 ( 3 ^, 000 . Out of a total 
length of recogniaed public highway in 1820, amountin'' to 
125.000 miles, only 20.875 miles were under the turnpike 
trusts ; the remainder were cared for in 1830 by the inefficient 
labour of the poor, or the equally unsatisfactory labour of 
those who had to render sir days’ compulsory service. -f 
It is obvious that travel would be attended with consider- 
able danger to life and limb and it is not surprising that people 
who were adventurous enough to make " tours " in T-n gl^n d 
wrote of their adventures as if they had been to Central 
Africa.J 

! At the beginning of the nineteenth century, however, 
I three great reforms were revolutioniriug the traffic on the 
' main Hgh roads. Macadam^ad-inveoted.a du i^b le-sm fawj 
'Telford was shoni nyTow . roads might be engiiiecrefl; and 
tEe~ttlrepike trusts were b^nmng Iff'cetobbe mR larger 
areas fcr which salaried offidals were appointed and a more 
‘ unifonn system of mainteoance and improvement was 
instituted 

The Highways Act of 1835 abolished the compulsory Statute 
labour on the roads and empowered each parish to levy a rate 
and appoint a salaried official for road maintenance. 

Just as the highways were really improving they were 
overwhelmed by " the calamity of the railways ” The 
coaches that had paid such a large piopoition of the tolls 
were taken off the roads ; the turnpikes became bankrupt 
and the Government was obliged, to abandon the policy of 
laissez-faire and do somethiog for toad maintenance. The 
turnpike trusts were gradually wound up but there were still 
854 existing in 1871 ; the last toll was, however, levied in 
1895 on the Anglesea portion of the Shrewsbury and Holyhead 
•Adam Walker, Report on Highways. 
tWebb, op. cil., p. 193. 

jit IS interestmg to notice that Cvmas can find no greater instance 
of tlie power of money than to make has hero, Monte Cnsto anive in 
Paris at a day and hour fixed three months beforehand and jet the 
French road system was famous 
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Road. In 1808, the care of the main roads was transferred 
to the County Councils, the others being given over to the 
Rural or Urban District Councils. 

No greater contrast with the English road system can be 
imagined than that of her great industrial rival, France. From 
1743 tte main roads were improved and engineered by the 
Central Gover^ent over the larger part of France,* i.c., in 
the Pays d’Election. A school of engineers rvas set up and 
they trained men in road maintenance and road engineering. 
In the Pays d’Etat which retained a good deal of local 
autonomy the main roads were not under the supervision 
of the Government, but the force of example was boimd to 
tell and the high roads of Danguedoc were praised by so 
e^erieuced a traveller as Arthur Yoimg who was positively 
vituperative over the roads of the North of England. The 
French pe^ant-had_,tg_give-thitty-daysi-work-on~.the -roads 
of his disfiict and the Fr ench roads were.: the be st-in Europe. 

The French Revolution saw tEe~coflapse of road mainten- 
ance in France, but Napoleon, partly to restore order in 
France and suppress brigandage, and partly in order to be able 
to move 'troops quickly, re-made the roads of France. They 
were divided, in 1811, into main roads or routes imperiales 
radiating out from Paris, and local roads or routes deparie- 
meftiales.^ The former were maintained by the central 
Government, the latter b3’’ the departments. They were all 
engineered and cared for on a uniform plan, and the French 
proved themselves to be the greatest road-makers since the 
days of the Romans. The roads, unlike the English turnpike 
roads, rvere free from tolls. After the fall of Napoleon, the 
Restoration Government continued his policy and spent no 
less than 302 million francs on the roads, while between 
1830 and 1848, 97S millions were spent on the two classes 
of roads. Contrast this with the bankruptcy of the turnpike 
trusts in the same period and the endeavours of the English 
Government to fob off the burden of the roads on to the local 
sanitary authorities. This is typical of the history of trans- 
port development in the two countries, whether road, canal 

*Letacoiinoux. Les voies de communication en France au XVIII. 
si^cle in Vierteljahrschrift fur Sozial rmd 'Wittschaftsgescliiclite, 
Vol. VII.. p. 94. 

tThis distinction is still preserved but the main roads are routes 
nationales." 
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or railway. In Great Britain transport improvjments were 
regarded as the business of individuals; if they found the 
money well and good, if they did not then matters remained 
as before. Transport was a business like an> thing else, and 
a Government had no concern with business undertakings 
except to prevent abuses. In France the unity and welfare 
of the State was held to depend on smooth and rapid com- 
inunication and transport has been under the peculiar care 
of the State during the dghteenth and nineteenth centuries, 
no matter how laissez-faire France might be in other matters. 
In France, transport developments came from above and were 
planned on a uniform system ; in England, they came from 
below, and grew up in a patchy haphazard piecemeal fasHoa 
with a tendency to amalgamate into bigger areas, but always 
retaining traces of the want of uniformity with which they 
started. 

^ It was obvious that Great Britain with her growing trafEc 
and growing industry must improve her means of transport 
beyond that of the turnpike roads, or she could never mow 
the quantities required for the development of large scale 
production 

The result is that after i960 we get the development of 
canals and the stimulus to toe starting of canals came from 
the demand for coal^ 

, n —Canals. 

' During the eighteenth century Great Britain began to 
require coal in increasing quantities, and some better and 
cheaper method of moving coal than in a cart or in panniers 
on mules became imperatively necessary./ 

The blast furnaces had devdoped rapidly after 1750 when 
the secret of smelting iron with coke got out into the trade 
and they required large quantities of coal. The pottery 
industry was bdng successfully developed at the same time 
by Wedgwood, and it required china day from Cornwall, co.al 
for firing, and above sill, some cheap and safe method of 
transporting the fragile ware when made. With the timber 
famine coal was also needed for household fud and the growing 
(textile industries reqiured it for steam power to work machines. 
Tt was also essential to lUincashire to be able to receive raw 
wtton in bulk and to be able to ship mill’ons of yards of 
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Manchester goods with certainty and despatch. It is no 
accident, therefore, that the first canal should arise in the 
North where the road system seems to have been peculiarly 
deficient,) if we may judge from the description of so 
experienced a traveller as Arthur Young.* 

It is a little difficult to sa}’^ whether the industrial revolution 
created the improved methods of transport or vice versa. The 
truth probably lies in the fact that each in turn stimulated 
the other. The improvement of the roads was due to increased 
traffic,! while the canals certainly owed their origin to the 
fact that they would “ pay ” owing to the increasing demand 
for coal. On the other hand, the factories could not have 
grown be)mnd the stage of small workshops if their coal and 
raw material had to be conve3'ed in small quantities. 

CThe history of the British canals may be divided into two 
periods. Between 1760 and 1830 we get the rise and develop- 
ment of the canals as the most important part of the trans- 
port system and one on which the industrial existence of 
England had come to depend. 

From 1830-1914 we get the period of the relative decline 
of the canals owing to the coming of the railway and the 
steamship. The industrial existence of the country began 
to hinge on mechanical transport and the spread of the 

•Some idea o£ the growing mass of raw material to be handled may 
be seen from the following figures : 



Cotton Wood Imported 


(quoted Baines, " History of 

the Cotton 

Manufacture.") 


lbs. 


lbs. 


000 otnilled. 


000 omitted. 

1751 

2,976 

1800 

- 56,010 

17S2 

11,828 

1810 

132,488 

1787 

23,250 

1S20 

144,818 

1790 

31,447 

1830 

259,856 


Foreign and Coeoniai. Wooi, Imported 
(quoted, Cunningham, " Growth," Vol. III., p. 929. from “ An 
Account of the Woollen Trade of Yorkshire.") 



lbs. 


lbs. 


000 omitted. 


000 omitted. 

1766 

1,926 

1830 

32,305 

1790 

2,582 

1840 

49,436 

1800 

8,609 

1S57 

127,390 

1810 

10,914 



t Webb, op. cit.. 

Chapter V. 
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industrial levolubon was mnch accelerated and extended by 
the possibility of distribution of masses of goods in hitherto 
inconceivable quantities. / 

(The first canal was bimt by the Duke of Bridgwater, at 
Ins own cost, to link up his colliery at Chat Moss (VVoisley) 
with Manchester, and it was opened in i/bily As Manchester 
needed some better communication with the'sea than the road 
and unimproved river afforded, the Duke built a second 
canal connecting Manchester with Rimcom and so with 
I.iverpool. The pottery, salt manufacturers and others 
who were peculiarly hampered by want of good transport 
then combined to finance several canals in the Midlands 
They were the Trent and Jfersey (otherwise the Grand Trunk), 
the Staffordshire and Worcestershire (authorized in 1766)! 
the Birmingham and Coventry (1768) and the Oirford canals 
(1769). The Grand Junction Canal which connected London 
with the JCdlands was authorized in J793. Of this last 
it was said that “ the advantages to the Metropolis and 
indeed to all places on the line and its branches are incalcul- 
able. The staple goods of Manchester, Stourbridge, Bir- 
mingham and Wolverliampton— cheese, salt, lime, stone, 
timber, com, paper, bricks, etc —are conveyed by it to toum ; 
whilst in return groceries, tallow, cotton, tin, manure and raw 
materials for the manufacturing districts are constantly 
passing upon it."* This quotation shows bow far the Mid- 
lands were from being industrialized when, in 1831, the 
staple goods were of the nature described above. 

In the last decade of the eighteenth century a great canal 
mania set in (1793-1797) and England was rapidly covered 
with a system of i^and water-ways, built by numerous 
private companies. These companies had to obtain an Act 
of Parliament in order to have compulsory powers to take 
land for the purpose of the cana). Before granting the power 
to take land Parliament laid down certain maximum rates 
of charge for the use of the water way. 

Over the benefits of the change contemporaries waxed 
lyrical : " The prodigious additions made within a few years 
to the system of inland navigation, now extended to almost 
every comer of the kingdom, cannot but impress the mind 
•Pnestley, The Historical Account of the NaTicable Rivers, Canals 
and Railways, 1831, p. 335 
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with the magnificent ideas of the opulence, the spirit, and the 
enlarged views which characterize the commercial interest 
of this country. Nothing seems too bold for it to imdertake, 
too difficult for it to achieve, and should no external changes 
produce a durable check to national prosperity its future 
progress is beyond the reacli of calcidation.”* 

^As many of these canals linked up rivers, the rivers also 
had to be improved and these improved rivers were known 
as “ inland navigations.” 

The general result was that by 1830 there existed 1,927 
miles of canals and 1,312 miles of navigations, and 812 miles of 
open rivers in England and Wales, 183 miles of improved 
waterways and canals in Scotland and 848 in Ireland.f The 
canal system was, therefore, primarily an English develop- 
ment. This covering of the coimtry with a network of water 
communication is really a remarkable achievement when one 
realizes how little experience the English had to go upon. 
Brindl ey, the D uke’s foreman,jvas traiiied as a millwright, and 
got "jT!" IS. a we& from the Duke as wages. J le l iad' to work 
o_ut.hy..himself-all the, problems connected with canal makmg, 
including the method of making the canal water-tight. r"^He 
had to act as surveyor, contractor, engineer, foreman ofM;he 
works and inventor of the appliances required. J No one in 
England could ever have seen a canal barge or a lock, and so 
little faith had people in the North in the Duke’s schemes that 
he had to come to London to borrow the £25,000 he needed 
to complete the Manchester-Liverpool Canal. He could not 
raise even £500 for the purpose in the North.f 

When once the Duke showed the value of transport by 
canal the matter was eagerly taken up, and although England 
was fighting a great war which strained every financial 
resource (these thousands of miles of water-ways were com- 
pleted by private individuals.J Tne English water-ways 
received no financial assistance’ from the Government, but 
in Scotland two canals, tl^Caledonian and-the-Grinan-Canal,- 

•Aiken’s " Lancashire " (1793), quoted in Royal Commission on 
Canals and Inland Navigations (1909), Cd. 4979, p. 3. 

tCd. 4979 (1909), pp. 14 and 20. 

JSmiles. I.ives of the Engineers. 
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■were constructed and improved by Parliamentary grants 
but these were exceptions to the general iule"and'rs^e thus 
assisted to enable ships to avtnd the perils of the Highland 
sea-coast. It was not a commercial matter but a question of 
the safety of shipping. These are the only two water-ways 
in Great Bntain wluch bdonged to the State, and the Cale- 
donian Canal was an annual loss. The general rule was that 
private indiidduals must find the money' for transport improve- 
ments and might recoup themselves by charging tolls. So 
Targe was the traffic on the canals that many of them were not 
merely an industrial but a great financial success.* 

These canals and inland navigations were built to compete 
with roads and therefore were only designed for small barges 
Only a twenty ton barge can navigate from end to end in 
England though a sixty ton barge can be used on considerable 
stretches. The canals were built before steamers were Inown 
and were not designed for ha-Jage by mechanical power; 
^be banks would not be able to stand the wash of the 6teaffies\ 
As a canal was only aaotlier Hnd of road, the canal coi^ 
paiues did not undertake to cany goods themselves.^ Anyone 
could put his boat or barge on the canal if he paid tolls, 
With the exception of the Aire and Calder Canal Company, 
who were also carriers before 1845. no canal company set out 
to be a carrier and only a few attempted to develop into carriers 
under the stimulus of railway competition after 1845, and then 
many of them gave it. up again-f the canal compam’es 
devdoped into carriermbefore the days of railway competition 
they would probably have unified the canal system for their 
own convenience , as it was, being mere toll takers paid 


•The following figures, taken from the quotations of canal shares 
n the Ceiultman's Afaganne. December. 1824, and quoted Cd 4979, 
') 4, give some idea of the large dividends and profit: 

Canal Diiridotds. Pnct. 

Trent and Jlersey » 75 % 

Loughborough - 197 

Coventry • . 44 

Grand Junction • 10 

Oxford - - 3* 

Staffs and Worcester - 40 

Leeds and L'pool lAng 1824) 15 

Bimnngham - - 12. it 

tCd 4979, p. 57. 
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very <ve]l, aud when things were going well, they saw no 
reason for making a change. 

Owing to the fact that the canals were built like the roads 
by hundreds of private companies they varied in gauge, 
depth, tolls, finance and upkeep. The locks varied, the 
tunnels were of different sizes and the bridges of different 
heights, and all were built on too small a scale for modem 
requirements and steamer haulage. The companies might 
have arranged a system of through tolls on a uniform basis, but 
as the canals were free to any person who chose to carry, and 
as these persons necessarily varied in their charges, no general 
system of through rates for the carriage of goods was possible 
and to send goods by canals often meant several sets of book- 
ings.* A boat from Birmingham to Liverpool, for instance, 
would traverse six canals, and from Birmingham to Hull 
would pass over ten separate canals, and this multiplicity 
of authorities necessarily meant impediments to traffic, f ' 
At must, however, be remembered that the canals and 
inland navigations were an enormous improvement on any- 
thing that had existed before.1 \^he carriage of goods was not 
merely rendered much cheaper but they were more expe- 
ditiously conveyed.J In a pamphlet of 1770, it is said that 
merchandise from Leeds to Liverpool which is often three 
weeks or more in being conveyed by land at the expense of 
£4 los. a ton and subject to damage, would be carried by these 
boats in the utmost safety in three days at the expense of 16s. 


a ,ton..t. 

/ The general result was that the rates for carriage were 
reduced to about a quarter.^ It was possible to convey raw 
materials in quantities ; bulky goods, like coal and building 
material, received a new mobility, and a further stimulus to 
^he movement of bulky goods took place when iron tramways 


/ 


*In tile evidence given by Mr. Corbett, of the Worcester Chamber 
.of Commerce, he cited the case of a local timber merchant that took 
props from Stroud to the South Staffordshire mines. These props 
had to pass over seven different canals which meant five bookings, 
five different declarations of cargo and the necessity for entrusting 
the money for the five tolls to the man on the boat. Another witness 
described the disastmus consequences of tnis : " One boatman went 
on the drink and never took his boat for the potatoes and we lost 
about ,54 advanced him." Op. cit., p. 7. 

■fCd., op. cit., p. 6. 

jlCillick, History of the Leeds and Liverpool Canal. 
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or waggon ways were laid dcnvn after 1767 to connect up the 
coa] mines or quarries with the canals. 

The pottery manufacture recrived a new impetus from the 
increased facilities for getting china clay from Cornwall, as 
well as for distributing the breakable ware, and the pottery 
district developed rapidly, the population increasing from 
7,000 partially employed and ill remunerated persons in 1760 
to about 21,000 in 1785, * abundantly prosperous and com- 
fortable."* Wesley reported very favourably on the great 
improvement in manners and morality that had resulted in 
twenty years in this district. 

It was possible for people to move away from the vidmty 
of woods and bogs now that fuel could be brought by canals ; 
the inland ua\-igatioiis meant cheap wannth for households, 
cheaper power for factories, and blast furnaces. Priestley, 
speaking of the Oxford Canal in 1S31, said ; “ It is the means 
of conveying an immense quantity of coal from the coal district 
in the neighbourhood of Birmingham to Oxford and other 
towns situate on the Banks of the Thames." There was a 
great reduction in the general cost of distribution ; the centre 
of England was opened out, towns grew partly t^cause food 
could be obtained and partl^because building material was 
now available in quantities ^agriculture got a better market 
and the development of canals stimulated the mowth of large 
farms and the general agricultural revolutiod 

Of Manchester it was said that “ Since that time, 176S, 
the demand for cora and flour has been increasing to a vast 
amount and new sources of supply have been opened from 
distant parts by the navigations, so that monopoly or scardtj' 
cannot be apprehended though the price of these articles 
must always be high in a district wWch produces so little 
and consumes so much. . . . Potatoes, now a most 
important auxiliary to bread in the diet of all classes, arc 
brought from various parts, espedaUy from about Runcorn 
and Frodsham, by the Duke of Bridgewater's canal. "f 

This extract shows that the ” great industry ’’ wuld not 
have taken root in the North owing to the difficulties of the 

•Smiles, I.ife of Brindley in Xavcs of the Engmeeis, Ch 

“ Description of the ^nntiy from Thirty to Forty ililcs 
round Manchester ‘‘ (1795), f- 203. 
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food supply and not merely the coal supply had it not been 
for improved transport by the canals. 

The reaction on port development was also very marked. 
I/iverpool, from being a little place, chiefly engaged in the 
slave trade, had a great hinterland opened out behind it 
and became the gate for the entry of raw materials and the 
port of egress for manufactures of that region. 

The inland navigations superseded a good deal of the 
coasting trade. When vessels were often hindered for weeks 
from carrying goods by sea from Liverpool or Bristol to London 
or Hull, the advantages of regularity and punctuality were 
on the side of the canal barge and canals such as the Laeds 
and Liverpool became great arteries of traffic for goods 
passing from the Irish Sea to the Baltic and Germany, The 
Kennet and Avon Canal, by joining up the Thames and the 
Severn, was “ the central line of communication between the 
Irish Sea and German Ocean.”* 

With the growth of ports fed by this traffic new docks were 
needed and great constructional works were undertaken to 
cope with the increased traffic. New classes of contractors 
arose to make the inland navigations, and the experience they 
gained was invaluable for railway building later on. A new 
class of surveyors was trained and a new migratory class of 
workmen, the navigators or navvies, emerged, who could 
undertake great constructional jobs and who were available 
to provide the skilled labour for railway excavations. 
Trade changed its character. Merchants used to take round 
their goods on pack-horses and sell them as they went along. 
(They were superseded after 1760 by commercial travellers)^ 
and “ it may now be asserted,” Guest wrote, in 1823, “ that 
^the whole of the internal wholesale trade of England is carried 
on by Commercial Travellers^they pervade every town, 
village and hamlet in the kingdom, carrying their samples 
and patterns and taking orders from the retail tradesmen 
and afterwards forwarding the goods by waggons or canal 
barges to their destination — they form more than one half 
of the immense number of persons who are constantly 
travelling through the country in all directions and are the 
principal support of our Inns.”t 

‘Priestley, op. ait., p. 386. 

+■' Compendious History," p. ii. 
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f The canals gave an impetm to all trade and conunuaicatioas 
were an indispensable preliminary to large scale 
production ) 

Just as there was a stnkug contrast between the Sn g lis li 
and the French road system so there was between the ranai 
system of the two countries and both were characteristic of the 
general evolution of their country. The French canals had 
ialleo into chaos during the ten years after the French Revolu- 
tion. It was imposaUe for individuals to find the capital 
in France, so great had been the destruction of credit and 
confidence during the years 1789-1799. If the French had any 
money to invest they put it into land. The canals were 
re-started and added to by means of concessions granted to 
companies assisted by loans from the State. As the dues 
charged by the companies were conadered to be too high, 
the concessions were re*putchased by the Government. 
Unlike the English, the French Government reconstructed 
their canals to compete with the railways, and the water* 
ways are standardized for boats with a carrying capadty 
of 300 tons. The canals are not a commercial veatuie is 
France and traffic is as free on them as on the roads, i.t., there 
IS no system of tolls. Of course the ta^-payer pays for them 
indirectly and between 1879 and 1900 the State expended 
^11,209,600 upon improving the nvers, 5^14,607,611 upon 
improviag the canals, in addition to ;f30, 384,073 spent on 
maintenance and repair between 1814 and 1900.* The result 
has been a great increase in the traffic on the French canals 
since 18S0. 


Tonnage. fncrease. 
(oDo omitted.} 

18S0 xS.ooo — 

1905 34.030 90% 


Eatlwavt. 

Tonnage. Increase 
(000 omiUei.) 

80.774 — 

139.000 n% 


This is in striking contrast with the fate of the English 
^canals, which reached the zenith of thdr prosperity about 
1830 -f j After that they were rapidly superseded as the 
principal means of tmnsport by the railways. The canals 
actually carried in 1909 more goods than they had ever 
handled but the increasing bulk of the traffic was in the hands 
•Cd.. 4979. 1909, p 100. 
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of the new mechanical transport. There had been a great 
decline in canal charges, and the financial prosperity of canals 
had suffered heavilJ^yFor instance, the Grand Junction 
Canal carried 


1S38 

18S8 

1898 


Tons. 

948,481 

1,172,463 

1.620,552 


Earnings. 

£152.657 

£84,981 

£100,075 


The canals, compared with the railways, although carrying 
more traffic, had entered upon a period of relative stagnation. 


1888 

fiSgS 


Canals. Increase. 
Tons. 

36.300.000 — 

39.350.000 8i% 


Railways. Increase. 
Tots. 

281,747,439 — 

378,563.083 34d7o 


These figures are sufficient to show how the growing trade 
of the country had been taken over by the railways and also 
what a relativel}’’ insignificant part the once all important 
canal system had come to play in British commerce. The 
tonnage carried by the Great Western Railway alone exceeded 
the total tonnage carried by all the water-wa3’s of the United 
Kingdom in 1905. These figures are also a rtriking instance 
of t£e growth of trade in the railway era. The canals were 
actually carrying move traffic in 1898 than when they were 
the principal mode of transport and yet in that year an addi- 
tional 378 million tons was transferred, which shows how 
the railways helped to accelerate the change to mass pro- 
duction and distribution known as the industrial revolution. 
/ When the railways came with through traffic, speed, 
capacity to handle large quantities of goods, through rates, 
punctuality, cartage and dffivery at the terminals and civility 
on the part of their officials, the canals rapidly fell into a state 
of relative stagnation. This was increased when the coasting 
steamers began to carry goods in large quantities without 
the delays of the old sailing vessels and much of the canal 
traffic was diverted to the coasting trade^ /The Government 
was nervously anxious to preserve competition between the 
railways and the canals in order to keep down rates and in 
1845 authorized the canals to become carriers, with but 

*For other instances, Cd. 3184, 1906, Appendix I. 

tCd. 3184, Question 64— Evidence of- Sir H. Jekyll. Board of Trade. 
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little result. The canal t(dls were reduced in sonie cases to 
as much as a seventh, but the canals could only have made 
effective headway against the railways by combination and 
reconbtruction, and no one would have invested money in 
a method of transport so obviously inferior to the railwa^ 
The Government, already burdened with one Canal— tte 
Caledonian — that did not pay, would not have dreamt ot 
undertaking what the French Government did, viz., the 
enlarging and rebuilding of the canals for large boats and 
steamer haulage. In England transport was the business 
of individuals, not the State. The canals themselves were 
quite ready in many cases to sell out to the railways, to save 
their shareholders,* and in tUs way the railways acquired 
about a third of the canal mileage of the kingdom. The 
xailwa)'S were sometimes forced to purchase the canals to 
get rid of the opposition they offered to projected railway 
bills in Parliament. The general result is that of the total 
nuleage of canals and navigations 5.310 miles are not railway 
owned or controUed emd 1,360 we emned or cea- 
troUed.f This still further prevented any improvement tn 
the canals The railways were bound by the term under 
which they took over the canals to maintain them in repair. 
Maintaining them in the state of repair of 1850 tioes_ not 
necessarily mean that they are effident for 1900 It is to 
the interest of the railways that goods shall be carried by 
rail because then the goods will not merely pay a toll for the 
use of the road but pay for haulage, trucks and use of 
stations. If the goods go by canab the barge owner gets 
the payment for haulage and use of the barge and someone 
else wiii get payunent for the use of the wharf. It paid the early 
railways to divert traffic from their own canals to the railroads 
because they earned under three of four heads instead of one 
The result is that the tonnage on railway-owned canals 
declined while that on the independent canals rose. The 
figures are as follows 

Independent Railway 

Waterways. Mileagg. V'aterways. Mileage. 

i838 10,789,668 — 15.512,189 

1905 20,434,41: J,923 15.702.356 

•One c.iiial even became a railway company to save its traffic. 


tCd , op ctl , p 14 

tCi3 , p 63 — Many instances are piven 


the report (?• 75' 
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Moreover, the fact that the railways control about a third 
of the strategic links is an obstacle to the canals being brought 
up to a uniform system. It would not be in the railway 
interest to create a rival to itself. 

^rhe real reason for the decline of the English canals is, 
however, to be sought in the fact that English internal com- 
merce had largely reconstructed itself and tkat the railway 
transport had come to suit it far better than water transpoij.^' 
English agriculturalists, for instance, had changed from seUin^ 
wheat to selling dairy produce, and the water-ways were too 
slow for the transport of milk and butter, whatever they had 
been for cereals. The coal merchant was imwiUing to provide 
large warehouses for coal ; he preferred to have it in railway 
trucks and get it as he wanted it ; he could then work with 
smaller capital. In the case of coal, the railways have the 
great advantage that their trucks can be brought on sidings 
up to collieries and filled at the pits’ mouth. Coal can also 
be taken on sidings into different parts of the works or factory 
where it is to be used. /For bunkering ships the coal can be 
shot from the truck into the ship at the quay side] ' There- 
fore, even in the case of coal which gave the original impetus 
to canals, the railway has proved itself the more efficient 
instrument and provides greater facilities. Builders wanted 
their material just wh'^n they were going to use it ; they did 
not like it lying about for months according to when it suited 
the barge owner to xmload, and the same v/as true of road 
surveyors. The railway companies provided sheds where 
artificial food-stuffs or manures could be sheltered from the 
weather and the farmer preferred to get his stuff housed till 
he could spare his horse and cart to fetch it. Moreover, it 
is not every trader who can charter and fill a barge. Most of 
the traffic consists of small parcels and that is more 
conveniently taken by rail, ^hus the greater efficiency of the 
railway service and the greater efficiency of the coasting 
steamer when large cargoes could also be transferred with 
punctuality, would in any case have adversely affected the 
canals.^ Xi^^rred, as they were, by their divided condition 

Canals on which railway companies had spent large sums on improve- 
ments or had energetically promoted traffic, e.g., on the Birmingham 
Canal, by the London and North Western Railway ; the Trent and 
Mersey ; the Forth and Clyde, but tliese were stated to be exceptions. 
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from making improvemente and hampered by the fact that 
the railways controlled a large part of the system, it is no 
wonder that the English canal system became relatively 
unimportant. 

The difBculty of effecting the revival of the canals is very 
great, partly oning to the multiplicity of authorities and 
partly owing to engineering diffi^ties, to say nothing of 
the great cost invoh’ed. ) 

“ A company whose c^al forms only a section in a through 
route would be wasting its money if it improved its own 
section to carry larger through traffic while any other section 
of the route remained without corresponding improvements. 
In this way, the unwillingness or poverty or apathy of a 
company bolding a few miles of a through route — the non- 
improvement of a single lock indeed— might block improve- 
ment all along the line."* 

Another great obstade to the improvement of the canal 
system lies in the fact that it was so valuable to be on a canal 
In pre-iailway days that the canals are dosely built upon in 
some areas, and to remove all the warehonses and buddings 
in the densely crowded district like the Birmingham region, 
in order to widen the canals, would mean a large initial outlay 
beyond the capadty of private individuals and the finandd 
return for which would in any case be doubtful 

Probably if Parliament had not been so anxious to prevent 
the acquisition of the canals by the railways the latter might 
have gradually acquired control of the whole system of inland 
water-ways and would themsdves have improved and unified 
the canal system over large areas ans worked it as a feeder 
for the railways and subsidiary to their own service, but 
the Railway and Canal Commission was set up in 1S73, one 
of the objects of which was to scrutinize and prevent the 
acquisition of canals by railways so as to preserve competition. 
Hence the patchwork nature of the English canal system was 
maintained The survival of the existing traffic on canals 
may probably be ascribed to the fact that inland navigation 
was, before 1914, mainly worked by families of small means 
living day and night in barges, and this domestic system of 
transport, which avoided house rent, kept the rates of carriage 
lower than they otherwise would have been, and was an 

• Cd., of. at., f. 70. 
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inducement to certain traders to patronize the canals on 
account of sheer cheapness. 

In France, Belgium and Germany the railway has by no 
means superseded the system of inland water-ways, but 
English commerce became so organized that speed, punctuality 
warehousing facilities and ease of handling became the 
important factors and in this respect the railways far out- 
distanced the system of inland navigations that seemed so 
wonderful to the men who remembered the old pack-horse 
and the earthen, unmetalled road. But it must be remem- 
bered thatAhe canals served their turn and contributed/; 
materially ko the predominant position occupied by thisj 
country during the first half of the nineteenth century.^ // ' 

III. — Railways. 

With this tradition of private unco-ordinated enterprise in 
both roads and canals it was only natural that the railways 
when they came should follow a similar line of development. 

The British differs from aU other railway systems in several 
important particulars. {They were started like the roads and 
canals, by private capital and on no uniform national system 
and they owed nothing to state aid.* They were built to 
accommodate an existing traffic which had outgrown the 
canals ; they were started for purely commercial reasons and 
were intended to be financially profitable to their promoters.^ 

Compare this for a moment with the circumstances on the 
continent. In France, the French expected the Government 
to undertake the making and maintenance of the roads and 
canals, and similar assistance was also forthcoming in the 
principal German States. Therefore on the continent the 
Government was expected to either build or work, or assist 
in building and working the railways. Transport ^ was a 
national and not aj»riva'^^ffaij:. The Governments in both 
Gennany and France’^ere obliged in any case to undertake 
railway building for milita^ purposes and the continental 
railwa3^s were largely plannecTforistrafegic reasons, although 
commercial reasons were present. But a great many railwaj^s, 
such as those of Prussia to the Russian frontier, would never 
have been built if the motive had been merdy finandal. 

*Tliis is not true of Ireland. C/. pp. 
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On the continent capital was scarce in anv case and very 
shy of the new mode of locomotion. Thus the State had 
generally to find the capital itself or guarantee the interest. 
True to tradition, France made the road bed of some of her 
railways as she had made the roads and many of the canals 
and handed these new railroads over to private individuals 
to work. In Germany, most of the existing railwaj’s came 
into the hands of the various State Governments after 1870. 
State aid and the strategicmilitaiy motive were wholly absent 
in Great Bntain. 

Nor did other countries imitate the patchwork nature of 
the English railway system. The roads of France were 
planned to radiate out from Paris and each great line was 
given a monopoly of its own district. The English Parliament, 
worsUpping the fetish of free competition to regulate facihties 
and prices, were horrified at the very suggestion of a monopoly 
and did all it could to promote the competition of railway 
with railway and railway with canal. 

The United States, which followed English tradition so 
closely in its turnpikes, did not follow it m its railways at 
first. Improved transport was so vitally necessary to a new 
country that the State Governments subsidized and encour- 
aged many railways between 1830 and 1838. raising the money 
by loans. Nolessthan $42,87i,684were spent by the States on 
railways before 1838. A gt^t financial collapse followed in 
1837 ; some States repudiated their debts and sold their rail- 
ways, and the new State constitutions nearly all inserted a pro- 
hibition of the use of State funds for internal improvements.* 
After that they adopted the English method of allowng 
private individuals to finance the railways. The peculiarity 
of the railways of the United States lay in the fact that they 
%vere built in advance of the existing traffic in order to open 
up the country. They created their o%vn traffic and made 
the country they passed through. They therefore received 
large free grants of landf and were not worried by stringent 
regulations as to safety appliances or the methods of the 
construction or equipment. Any railway was considered 

• Bogart, " Economic History o| the United States,” p. 214. 

t Before 1861, 31,600,842 acres of public lands were given away 
for internal improveraeats and the railways obtained by far the largest 
share. Bogart, op. cit 
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better than none and the more railways the more competition 
and the lower the rates. Hence railways were eagerly 
welcomed in the United States. 

In Russia, with her autocratic tradition and lack of capital, 
the State W'as forced to build and work the larger part of the 
railway sj’^stem though a certain amount of foreign capital 
had been tempted in by guarantee of interest. 

The Englis h railways,, on the other hand, were not regarded 
as-bo6nsbut~aT''Har^erous innovatmns that had to justify 
their existence before an elaborate Parliamentary enquirj'. 
In opposing Huskisson on the question of the Liverpool 
and Manchester railway bdl the following arguments were 
used : “ What was to be done with all those who have 
advanced money in making and repairing turnpike roads ? 
What of those who may still wish to travel in their own or 
hired carriages after the fashion of their forefathers ? What 
was to become of the coach-makers and harness-makers, 
coach-masters, coach-men, inn-keepers, horse-breakers and 
horse-dealers ? The beauty and comfort of country gentle- 
men’s estates would be destroyed by it. Was the House aware 
of the smoke and the noise, the hiss and the whirl which 
locomotive engines passing at the rate of ten or twelve miles 
an hour would occasion ? Neither the cattle ploughing in 
the fields or grazing in the meadows could behold them 
without dismay. Lease-holders and tenants, agriculturists, 
graziers and dairymen w’ould all be in arms. . . . Iron 

would be raised in price an hundred per cent, or more, probably 
it would be exhausted altogether. It would be the greatest 
nuisance, the most complete disturbance of quiet and comfort 
in all parts of the Iringdom that the ingenuity of man could 
invent.”* 

It is well known that the first attempt to get the Liverpool 
and Manchester Bill through Parliament failed because a 
noble Duke said it would spoil his fox covers and it cost 
£70,000 to obtain parliamentary permission to build the line. 
That was the outlay before a single bit of land was bought 
or a single sod cut. Even then curious precautions were 
taken that the railway should not be a nuisance. One of the 
clauses of the Liverpool and Manchester railway provided 
that “ no steam engine shall be set up in the township of 

•Francis, " History of the English Railway " (1851), p. 119. 
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Burtoa Wood or Winwick and no locomotive shall be allowed 
to pass by the line that shall be considered by Thomas I^rd 
Lilfoid or by the Rector of Winwick to be a nuisance or 
annoyance to them from the noise and smoke thereof.'’* 
No^fi^ampton congratulated itself on making the railway 
/av6id the town by five miles. 

/ In summarising thfi__opporitioQ—to-.-rfli]waysr-~ Francis 
saysTf~’‘ The country gendeman was told that the smoke 
would kill the birds as they passed over the locomotive. 
The public were informed that the weight of the engine 
would prevent its moving ; and the manufacturer was told 
that the sparks from its chinmey would bum his goods 
The passenger was frightened by the assertion that life and 
limb would be endanggred. Elderly gentlemen were tortured 
with the notion that they would be run over. Ladies were 
alarmed at the thought that their horses would take fright. 
Foxes and pheasants were to cease in the neighbourhood of 
a railway. The race of horses was to be extinguished. 
Farmers were possessed with the idea that oats and hay 
would be no more marketable produce : horses rvould start 
and throw their riders ; cows even, it was said, would cease 
to }deld their milk in the neighbourhood of one 0 ! these 
infernal machines 

“ Vegetation, it was prophesied, would cease wherever the 
locomotive passed. The value of land would be lowered by 
it ; the market gardener would be ruined by it. The cinal 
could carry goods cheaper. Steam would vaiiisir~before 
storm and frost; property would be deteriorated .near a 
station. It was called the greatest draught upon human 
medullty ever heard of. It was erroneous, impracticable and 
unjust. It was a great and scandalous attack on private 
property, upon public grounds . . . one class uas 
informed that the locomotive would travel so fast that life 
and limb would be endangered, another was told that it 
would be too heavy to travel at all.” 

Tunnels were an object of the greatest horror and supposed 
to be injurious to the health. 

Comic as these fears appear to us now they had a_ great 
economic significance. Railways were things to be resisted ; 

•Quoted Pratt, " Inland Transport and Communications," p. *49 

tO/>. Ctl., p. 101. 
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to overcome that resistance the railways had to pay heavily ; 
they were clogged from the outset by the necessity of fighting 
[or their existence. 

Tins difficulty of gei^ng railways started partly accounts 
for another feature which is peculiar to the English railway 
system, viz., the Jugh-Capitalizatjon-oi J:he_s-ys 1 : pm . It is 
the most highly capitalized railway system in the world. 
The English railway capital was £54,152 per route mile in 
the United Kingdom, £64,453 in England and Wales. The 
Prussian railwaj^s cost £21,000 per mile and the American 
less than £13,000. One expensive item in this high capitali- 
zation was the cost of obtaining the railway Bills. It was not 
merely bringing up the surveyors and hiring barristers, but 
the expense la}-- in the struggle between the canals or other 
interested parties to prevent the railways being authorized 
or extended. The proposed railway company itself would 
marshal one great mass of expert evidence in favour of its 
proposals, its opponents would present an equally formidable 
array against the proposed concession, both would be anxious 
to have “ a good team ” of lawyers and it is not surprising 
that the cost of the preliminary expenses including surveying 
and legal costs have been put at £4,000 per mile.* 

After the railway was authorized land had to be bought 
and as each land-owner in the early days thought his estate 
w’ould be ruined by this terrible engine of destruction he 
charged as high a price as he could for his land, Francis, 
writing in 1851, quoted the following prices given for land 
by the railwai^s ;t 


London and South Western 
London and Birmingham 
Great Western - 
London and Brighton 


£4,000 per mile. 
;£6,300 
£6,696 
£8,000 


Band was valued for the London and Birmingham railway 
at £250,000, but cost three times that amount, f 
T^o allay the deep suspicion of the dangers of railv/ay 
travelling the railways were bmlt with great solidarity of 

*Acworth, " Elements of Railway Economics," p. ir. 

\p. 203. 

fThe Duke of Bedford returned £150,000 and Lord Taunton £15,000 
ivhen they found that their land was not ruined. — Pratt, " History 
of Inland Transport," p. 254. 
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construction and that added to the initial cost. Parliament 
has increasingly insisted also on the r^lway manac'ements 
prodding the most up-to-date safety appliances such as the 
vacuum brake and inter-loddng signals. 

In addition the geographical atuation,has_not_niade the 
English railways economical to ..construct. The North* of 
Germany is a great flat pdaln where construction b cheap 
and engineering difficulties small, and this is also true of the 
Middle West of the United States and of Russia. As one 
approaches the West of England and Scotland the engineering 
presents greater problems, and far more capital b needed for 
making the track, the gradients and the viaducts 

Nor is the traffic of the same nature as the continental 
traffia The area of Great Britain is small compared with 
that of the other Great Powers. 

Sq. Mtlti. 

Eaglaad, area - « . 50,874 

Wales. • 7>4w 

Scotland, „ • • • S9.797 

88,137 sq talles. 

France . . * • 307,054 tq miles. 

Gennfln7 (igio) ... soS,7So sq mfles. 

United States (contineataf area esctuding 

water) . • • • 3,973,890 sq miles. 

Russia (without internal waters) • 8,417,118 sq mQes.* 

The railway traffic cf the continent necessarily consists of 
long hauls. In England there is no place more than ninety 
miles distant from a port. The ports of Great Britain ate 
well distributed round the coast and the hauls for domestic 
use or export are for short distances only. It is cheaper per 
mile to move goods for long distances than for short ones. 
The charges of the En^sh railways are calculated for short 
hauls, great speed, and small conagnments, and these features 
make the whole range of English railway rates higher than 
those of the continent, to say nothing of the wareho^ng, 
cartage and delivery facilities winch are again peculiar to 
the EngUsh railway system. 

" The trader has grown so accustomed to ordering what he 
wants in very small parcels and having them sent in the 

•These figures are taken from Statesmau's Year Book, 1919 
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afternoon to a railway station with the expectation of seeing 
them delivered with the regularity of a postal packet at his 
place of business the next day, that he will not tender anything 
like a, reasonable waggon load. It has become a question 
with him of credit from his bankers and he will not hold a 
pound of stock more than is necessary to carry on his business, 
especially in the case of high priced merchandize.”* 

Moreover, it must not be forgotten that England had to 
make the experiments in mechanical transport by which 
other people profited and that a good deal of capital was 
simk in ways that would now be avoided. To be a pioneer 
is honourable but often hard on the pioneer. A good deal 
of the English railway S3'stem had to be remade before 
through traffic could take place and even now the English 
system is hampered by the platforms at the stations and the 
structure gauge which makes it difficult to use larger trucks 
and heavier engines. 

We have already seen how the railways superseded the 
canal s}’-stem and that this is peculiar to the United Kiugdom.f 
Germany, France and Belgium enlarged and developed their 
canals alongside of their railways and made the water-ways 
supplement their railways. One must, however, realize 
that the railways of the United Kingdom were formed on 
the canal model, i.e., thej' were thought to be like canals, 
another kind of road, of which the railway shareholders were 
only to be toll-takers. Like the canals they were staj±ed 
in life with a system of maximum tolls which they might 
charge as owners of the road and which were imposed by 
Parliament when they granted the railway bill. The original 
idea was that anyone might put their own truck on the road 
and pay a toll. The result is that a large part of the English 
railway equipment consists of trucks belonging to private 
persons. The Earl of X’s Collieries, The Y. Pantechnicon 
Furniture Removers, and so on. At the end of 1913 the 
railways of Great Britain owned 786,516 waggons and it was 
estimated that the private traders owned 780,200.! 

•Aspinall, " Address to the Institute of Civil Engineers," 1918. 

■{•This also happened in the United States -where the development 
of canals -was, ho-wever, relatively insignificant -when compared with 
the English canal system. 

{Aspinall, op. oil., p. 17. — Sir John Aspinall points out the great 
hindrance these private waggons are to the efficient working of railways. 
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This idea that the railway was only a spedalizeil road gave 
rise to the English system of rate charges whi<:h again is 
quite peculiar. 

An English railway rate consists of; 

(а) A toll for the use of tbe road ; 

(б) A charge for haulage ; 

(«) A charge for the railway waggon • 

(il) A charge for collection and delivery ; 

{«) A charge for loading and unloading, revering and 
tin covering. 

(/) A charge for the use of the Stations 
The consignor or consignee may, however, pro>d(ie Hs own 
waggons, load and unload himself, collect and deliver himself 
and provide his own stations and in this case the rtilway 
cannot charge him for these services. The only thing he 
is bound to pay for is the use of the road and the, haulage. 
In addition, the railway diarges extra for such services as it 
does perform or for the accommodation at the terminals 
over and above the road and the haulage. 

Although the original Idea was that the railn'ay was a 
public lughway it was soon proved that the railway must be 
a carrier as well as a road owner, that it must lit least be 
responsible for the locomotive to ensure the safety of the 
trams It was impossible to,^w peo ple to run about o ^r 


It IS impossible to standardize the parts of all these privately oirarf 
waggons though something has been done in this re^P'^t. In 
addition, if the tremendous labour and time involved in sbuatiag out 
and sorting this vast array of traders' waggons which havS *3Ch to be 
sent back empty to their Own particular owners after loaded 
journey can be got rid of by railway ownership, then without counting 
the cost of the return empty journey or without making aoy estimate 
of what the real cost of shunting out these traders' waggoP* conies to 
m a year, it la obvious that the trivial amount of one peniiy saved 
per day for one shunt per day for 300 working days on 700.0°'’ waggoas 
would amount to httle short of a tnilhon sterling " . ,, 

In addition, the abolition of private ownership would 
waggon stock to be fitted with continnous brakes. " Until su^ braves 
are fitted we shall cot reap all the advantages of longer nwvier 
I, 1.^ these trams 


trains as far too much time will be occupied in bringing , 

to a stand. It seesjs.jihnost a contradjctioa#-*"'*’<» that _ 
continuous brakes^'" ‘ a tram to mak^ ' 
in less tune, but L , ' true.” h " 

This illustrates ' “‘at hai e aril \ , 

one really underst,, ' * „ what? ‘1 

be, and how Creat"^ from inak^|- 


journey 

{act that CO 
. going to 
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the railway li nes with their own little locomotives just as 
f reely as barges' m oved ^out orf a'canal or carts or.omnibuses 
qn_j_i^ 3 PCB^theTime other countries started theyl:ould ' 
see what railways realty meant to the development of a country/ 
and many of the early mistakes were avoided. 

So little was known or realized as to the possibilities of 
railways that the prospectus of the Liverpool and Manchester 
Act said that the new railway held out “ a fair prospect ” of 
being “ a cheap and expeditious means of conveyance for 
travellers,” the receipts from which were estimated at £10,000 
a year, an estimate which proved itself ten times too small.* 
It was to facilitate the movement of goods and not passengers 
that the railways were promoted. The g reat human m obility 
tha t was to follow was practicaUv _undreamed-of~^r could 
anyone._have foreseen the commercial revolution that the 
rad^_ys_w0uldl,cause~ 

British railway history may be divided into four periods ; j 

I — There is the period of experiment from 1825-1844. j 

a — ^From 1844 to 1872 may be termed tbe period of tlie[ 
consolidation of the railivay system, the formation ofi 
the great trunk lines and the elimination of canal*! 
competition. ^ 

3 - - The supposed railway " monopoly " so alarmed Parliament ! 

that it had to devise a system of control in spite of its I 
laissez-faire principles. From 1873-1893 Parliament | 
ocCTipied itself, as far as railways were concerned, in j 
setting up the Railway and Canal Commission to con- \ 
trol abuses and in i888 and 1893 it went further and 
fixed maximum rates of charge on a new and extended 
scale. 

4 - From 1894-1915 an active period of competition in facilities ! 

set in between the railways ; dividends were reduced, : 
and the result was to usher in a period of railway ; 
amalgamations after 1900, giving rise to protests ; 
from traders and from labour. The question then * 
became one of devising fresh control or taking over i 
the railways by the State. ' 

(a) — T/ie Period of Experiment, 1821-1844. 

Coal started the canal system and coal produced the/ 
railways. \^have alread^een that "even in the seventeenth! 
century wooden rails had been laid down from the collieries I 

*6n the London and Birmingham the passenger trafiic was calculated 
to yield £331.272, and produced £500,000; while goods calculated to 
produce £339,830, produced £90,000 only. — Francis, op. cit., p. 203. 



262 Development of Mechanical Transport 

to the rivers aad that iron rails began to be substituted aita 
1767 and were very much mote cfhcadous. These rails were 
then laid down from collieries to canals and as the macu- 
factoring towns grew we find instances of these lines bdnt 
constructed to conned collieries with towns. These tram* 
ways or waggon-ways were, however, private tracks and 
could only be used by the colliery concerned. A line open 
to the public on which they migM send any kind of goods 
, was built between Croydon and Wandsworth, “ t he S umy 
' iron Railway/' in ? 2 o t , t o cany Hme and com to 
polls. It was worked by horses. It was not a financial 
I success, hut the waggon-ways confmued to extend, connecting 
t up iron works rath the canals and quarries with towns to 
furnish building material. Most of the traction on these 
tramways consisted of horses but experiments were ^ing 
( made at various places to sec if the haulage could not be done 
by a steam locomotive. There were, however, all sorts of 
■ difficulties. It was held that no engine with |mooth .wheels 
'•could draw a weight, so that the early locomotives were 
furnished with toothed wheels to fit into a rack and were 
necessarily slow. In 1814 . H edley . at^Vylam Colliery and 
George StephensonlFKillmgivorlh'bpth made locomof^ 
with .smooth wheels that would^rimw* considerable weights. 
Burthen it was found that the weight of the locomotives 
split the iron rails ; the speed W'as very slow and the locomo- 
tives clumsy and liable to failure. Stationary_en{?n^^ing 
trucks along a cable were found to be workable and were 
adopted. 

The Stockton and Darlington Railway obtained an Act 
in 1821 to convey coal from the Darlington collieries to the 
port of Stockton-on-Tees, and it is famous as being the^t- 
public railway to use steam locomotioiuand ca^ passengers,- 
Neither of these functions were contemplated’at first, it was 
only in 1823 that the Company obtained an amending Act 
which gave it these powers. The railway was openediniSzs, 

/ and although the goods were conveyed by locomotives, horses 
' were used for passengers. 

Other small lines were projected,.SUch as the Canterbury 
And Whitstable, in 1825, and the Bolton and Leigh, both of 
which obtained powers to work eitlier by locomotive or fixed 
engine. 
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.Jnj[S26,Jiowever,_ the Liverpool and Manchester .Railway 
pbtainedrits^ct and this opened a new era. It was promoted 
because of the inadequacy of the canals to deal with the 
growing traffic in the North. It is obvious that railways 
would have come in any case but the exasperation with the 
delays and high charges of the canals brought matters to a 
head more quickly than would otherwise have been the case 
and induced manufacturers and others to risk money in a 
venture, the success of which was doubtful. When success 
was obvious then the public followed and as eagerly found 
the money for railwa3's as thej'^ had for canals. 

The proceedings of the canal companies had become very 
arbitrary. They sent as much or as little as suited them 
and shipped it when and how they pleased. “ Of 5,000 feet 
of pine timber required in Manchester by one house, 2,000 
remained unshipped from November 1824, to March, 1825." 
Cotton took longer to go from Liverpool to Manchester than 
from Liverpool to New York. Huskisson stated in the House 
of Commons that “ cotton was detained a fortnight in Liver- 
pool while Manchester manufacturers were obliged to suspend 
their labours.” Joseph Sandars wrote a letter in 1825, 
stated on the title page to be “ An Exposure of the Exorbitant 
and Unjust Charges of the Water-carriers.” He accused 
the Bridgwater Canal Trustees of charging double the amount 
of their authorized tolls and to have created a monopoly 
by securing all the available land and warehouses along the 
canal banks at hlanchester. /The Manchester and Liverpool 
traders also complained tharin winter the canal was frozen . 
and in summer there was often such a deficiency of water 
that the boats had to go haT loaded.* j 
^his was the first railway to throw down the challenge to j 
canals. It was opened in 1830 and illustrated many new j 
things in railway operating. It proved that the new modej 
of transport was above all suited for passengers, and up to j 
about 1850 the bxilk of railway revenue, quite contrary to,' 
previous expectation, came from passengers, i.e., started to\ 
carr}^ coal, the railways mainly carried the most precious ( 
freight of all, viz., human beings. This was one of the first | 
surprises of the railways. The Liverpool and Manchester, j 

♦Francis, op. cit., pp. 78-80. 
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f like the others, obtained powers to work by horse or locomo- 
tive. They offered a prize of ^00 for the best locomotive ; 
trials took place at Rainhill in 1829, Geor;;e Stephenson’s 
pocket won_easily and the saperiority of^^ lOMmoUvewas 
demonst rated .. Nevertheless. — ho'rfe^awn coaches, ~ the 
property of private persons paying a toll to the company, 

I continued to ply on the railways. The Liverpool and 
/Manchester Company having successfully fought the canals, 

, having successfully established locomotives and having 
successfully carried passengers next began to provide waggons 
j and haul them, i e , unlike t he.5anals itjieveloped as acommon., 
I carrier, and in ordef^foTiave a monopoly it bo ught out the 

' interests of the coaches in 1832 Jn other words it fe^sed, 

after two years’ working, that the railway transport must 
be under one common Erection and that people could not 
, be allowed to use the road just when and how they liked— 

; a railway was not the same as a canal. 

After the Liverpool and Manchester got its Act ajailffay 
was projected between Liyfirpool.and.Birininghamj5iiU.lL* 

Bjll failed to pass till 1833. This same-y£arja w_the_first ot 
the long distance railways lai 3 _down, the Liverpool and 
Birmin^am or Grand Junction lo be linked up with the 
London and Birmingham, and thus a railway connected 
Manchester with London in 1837. The Great Western 
was begun in 1835 by a line to connect London with Bath 
and Bristol, opened in 1838 The bulk of the railways 
were, however, little short lines scattered higgledy-piggledy 
here and there between two or three places so that Hadley 
could state that in 1844 the average length of the English 
railroad companies was only fifteen miles. In 1844-1847 
there were chartered 637 separate roads with a total length 
of 9.400 miles.* /For some time it was uncertain whether the 
steam locomotive was going to be the ultimate form of 
traction. Cable railways and atmospheric railways were 
proposed and tried, but the steam engine proved itself to 
be the most effective method of haulage.) 

Qin 1836 the finanaal success of the railways caused a small 
railway boom and many new railways were planned) the 
Midland Counties, the Eastern Counties (the longest raC^y 
yet projected, 126 miles, and the first in the Eastern counties) 

• “ Railroad TransportatJOB,”^. 167. 
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the South Eastern, the Great North of England, the Man- 
chester and Eeeds being a few of the most important schemes.* 
By 1836 the nucleus of our present railway system was traced. 
By 1838 there were 490 miles of railroad in England and Wales 
and fifty in Scotland, the construction of which had cost 
£i3.30o>ooo.t ^So efficient did the new method prove itself 
tlmt by 1838 the railways were entrusted with the mails.) 

(By 1840 Parliament began to realize the overwhelming 
importance of the new mode of transport and from this time 
onwards there are almost yearly committees or commissions 
to see how the new mode of transport might be controlled.') 
Inhere was a nervous anxiety not to interfere with private 
enterprise and initiative. On the other hand. Parliament 
realized that through their “ superior accommodation and 
cheapness " the railwa3'S had “ acquired command of the 
travelling in their district.’^ (in 1840 a Commission was 
surprised to find that the right secured to the public of running 
their own engines was practically a dead letter. They 
ascribed it to the fact that no provision was made for ensuring 
that the independent trains, although allowed to use the 
track should be able to use the stations and watering-places 
and so the railways could bar out private users of the line. 
It was difficult, in any case, for independent persons to work 
at a profit, and it had become necessary to place the control 
of the rimning of all trains under one head. Thus by 1840 
it was obvious that the new railways were a success, espedally 
for the conve3mnce of persons, that the railway must do the 
haidage, that there were signs that its efficiency was so great 
that it might prove a monopoly and that “ something ought 
to be done.” Meaere powe rs_were. therefore^ given to_the 
Board of Tr ade which already had supervision of shipping. 
Meanwhile, the canals had undertaken drastic reforms and 
between 1820 and 1840 were carrying more goods than ever 
before, the railways, with their puny engines, being chiefly 
concerned with passengers who can always afford to pay more 
than goods for their transport. This feature is also noticeable 
in the case of steamsiups — the early steamships carried 
passengers first and later were adapted to mass traffic. \ 

* For further details, " The British Railway System," H. C. Lewin, 
where there are excellent maps illustrating the growth of the lines. 

I Report, 1867, p. IX, 
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The railways that Stephenson laid down were engineered 
on the 4-ft. SJ-in. gauge, and in this he followed the old 
tramway or waggon-way gauge, Brunei, however, 
structed his lines on the broad o r 7 -ft. gauge, and thus England 
was covered with lines over whidi it was not posable to get 
through traffic without transhipment or the relajing of much 
of the track 

' (^In 1842 the powers of the j^ard of-Tiade.were.enlarged 
{3 & 4 Viet. c. 97), Parliament announced that no new r^ways 
were to be opened without premoos notice to the Board 0! 
Trade which might appoint officers to inspect all new railways. 
It was empowered to ask for returns of traffic and accidents. 
'The powers entrusted to the Board were very limited.) It 
coidd not interfere in the management of the railway bat it 
could postpone the opeiung of the railway if it were not 
satisfied with the conditions for safety. The Act was, how- 
ever, important as a declaration that pure unrestricted 
competition would need supervision. The Board of Trade 
really had very little power because it had no powers of 
coercion and public opinion in England at the time was 
always against any bureaucratic inteifeieBce or control. It 
bad neither law nor public opinion behind it. 

/ By 1844, so nervous had Parliament become about the new 

E Wer in the land that it took its courage in its hands and 
1 the year 1844 it enacted that there could be a revision of 
the tolls, fares and charges if the dividend of any railway 
were more than ten per cent., and that the Treasury might 
purchase future railways, t.e., all railw ays before 1844 were 
not subject to compulsory un^fthis'Act.Tiut tEwe 

made after J844 were Tlus Act was again only a threat or 
declaration of the right to revise fares and to purchase. 
It was not acted on in any way. ftfae Statute also prescribed 
one train daily along every passen^r line stopping, if required, 
at every station and conveying' third class passengers at id. 
per mile. This used to be known as “ the Parliamentary-^ 
Then another experiment in amtrol was tried in 1044. 
A Commission was appointed to make preliminary repo^ 
to Parliament on railroad charters. After a year they ceased 
to exist. It was said that they died of too much work and 
too little pay. /By 1844, however, the period of experiment 
was over as far as railway construrtion was concerned^ Two 
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tilings were <juite obvious, viz., that tlie railways must- bej 
c omm on ..earners and that it would be to their interest asl 
common carriers to work long as well as short distance traffic 
and that sooner or-^later. consolidation of .all, these scraps of 
lines would take place. It was also obvious that the railways 
were going to be exceedingly important and that they must 
be controlled. But Parliament believed in laissez-faire and 
so we find ner\'ous, tentative feelers put out to see what 
might be done and then these feelers are hastily withdrawn. 
It would set up a new department of the Board of Trade or a 
Commission and give them practically no powers. Parliament 
seems to have instinctively realized that the railv,’ays were 
going to be the great factor invoUdug State control and they 
would not face it. Control must take place but it must be 
wrong if it is control was their attitude. Meanwhile it is 
interesting to see that an enquiry' w.as held into the condition 
of the navrdes who were building the lines. This is a remark- 
able departure from the rule that men could look after them- 
selves and should do so under the idea of ” free eontract.” 
The idea rvas that women and children — poor, weak, hclple.ss 
things — ought to be looked after by the State as exceptions 
to the general rule, but men did not need this protection. 
It is a striking instance of the way in whicli railways were 
raaldng for govenimcnt interference that this enquirj’ should 
have been held at all. '.nieJ[^injnittec_repqitcd_in_i846. It 
gave an appalling picture of the dangers of the navwdes’ 
existence. Their numbers were said to amoiuit to 200,000. 
There were frequent accidents in making the tunnels and 
embankments. Bla^ng seems to have been responsible for 
the loss of many lives and that not merely because of the 
carelessness of the men, but because the employers did not 
furnish the proper appliances and safeguards. Th e Co nu 
mittce, therefore, recommended that the railways should pay 
compensation for all accidents.'^ “ By making the companies 
liable your Committee contemplates fixing that party with 
the liabilitj' who has the greatest power to prevent the injury 
and the greatest means to repair it." It considered that 
the burden of cohipensation should be put ” on those whose 
works are the occasion of the miscliief." It is interesting to 
see the doctrine of Workmen's Compensation set out so 
early. Only two years before there wns the greatest difficult}’ 
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The railwajs that Stepfceaaon laid doTrn were en^aeered 
on the 4-ft. SJ-in. gauge, and m tHs he followed the old 
tramway or wa^on-way gat^e. Brmrel. however, cons, 
stmcted lus lines on the broad ory-fL^uge, and thus England 
was covered wrth lines over whi^ it was not possible to get 
through trafic without transhipment or the relaying of mudj 
of the track. 

^In 1S42 the powers of the Board of Trade were_eolarged 
(3 S:4 Vlct c 97), Parliaraent announced that no new railway's 
were to be opearf without previous notice to the 3 oard of 
Trade which might appoint oficers to inspect all new railways. 
It was empowered to ask for letoms of traffic and acddents. 
The powers entrusted to the Board were very limited-) It 
could not interfere in the management of the railway but it 
could postpone the opening of the railway if it were cot 
satisfied with the conditions for safety. The Act was, how- 
ever, important as a dedaiatioa that pure unrestricted 
competition would need sapexvision. The Board of Trade 
really had very little power because it had no powers of 
coeroon and public opinion in England at the time was 
always against any bareancratic int^erence or controL It 
had neither law not public oincion behind it. 

' By 1S44, sc nervous had Patiiament become abont the new 
power in laud that it took its coniage in its hands and 
13 the year 1S44 it enacted that there could be a revison of 
the tolls, fares and charges if the dividend of any railway 
were more than ten per cent., and that the Treasury migW 
purchase future railways, i.e., all ra ilways before 1844 were 
not subject to compulsory pnrdiase under this Act'Tffit tEo« 
r^de after 1844 were Tlus Act was again only a threat or 
declaration of the nght to revise fares and to purchase. 
It was not acted on in any way. (The Statute also prescribed 
one train daily along every passm^ line stopping, if required, 
at every station and conveying third dass passengers at id. 
_per mile. This used to be known as “ the Parliamentary.^ 
another eipeiimerrt in control was tried in iS^ 
was appoiirted to make preliminaiy reports 
on railroad charters. After a year they ceased 
It was said that they died of too much work and 
little pay. ^By 1844, however, the period of eipeximent 
» over as far as railway constnoctioa was coacera^l] Two 
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things were quite ob\uous, viz., that the railways must be! 
comm on. carricrs and that it would be to their interest as\ 
coinnion earners to work long as well as short distance traffic 
and that jSqqner or latcr-consoIidation of all. those scraps of 
lines would take place. It was also obvious tliat the railways > 
were going to be exceedingly important and that they must 
be controlled. But Parliament believed in laissez-faire and 
so we find ncr\’ous, tentative feelers put out to see what 
might be done and then these feelers arc liastily withdrawal. 
It would set up a new department of the Board of Trade or a 
Commission and give them practically no powers. Parliament 
seems to have instinctively realized that the raihvays w'cre 
going to be the great factor invohing State control and they 
would not face it. Control must take place but it must be 
wrong if it is control was their attitude. Meanwhile it is 
interesting to see that an enquiry was held into the condition 
of the navvies who were building the lines. This is a remark- 
able departure from the rule that men could look after them- 
selves and should do so under the idea of “ free contract.” 
The idea was that women and diildren — poor, weak, helpless 
tilings — ought to be looked after by the State as exceptions 
to the general rule, but men did not need this protection. 
It is a striking instance of the way in whidi railways were 
making for govennnent interference that this enquirj’’ should 
have been held at all. ThcJCoinmi ttee repo rte d i n 1,846. It 
gave an appalling picture of the dangers of tlie navvies’ 
existence. Their numbers were said to amount to 200,000. 
There W’ere frequent aeddents in making the tunnels and 
embankments. Blasting seems to have been responsible for 
the loss of many lives and that not merely because of the 
cardessness of the men, but because the employers did not 
furnish the proper appliances and safeguards. T he Co m^ 
mittee, therefore, recommended_ that the railways should pay 
compensation for all accidents. ” By maln'ng the companies 
liable your Committee contemplates fixing that party with 
the liability who has the greatest power to prevent the injur}' 
and the greatest means to repair it." It considered that 
the burden of coinpensation should be put " on tuose whose 
works are the occasion of the mischief." It is interesting to 
see the doctrine of Workmen’s Compensation set out so 
early. Only two years before tliere was the greatest difficulty 
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in including women in the Factoiy Acts, and yet here is a 
Committee recommending drastic measures for the safety 
of the men themselves and that not even to secure the safety 
of the public.* 

There was an appalling amount of trucl-c brought to light 
by this enquiry. The wages were paid raontlily ; the men 
got credit from a shop kept by the sub-contractors and were 
always in debt to tlie shop where prices were high and the 
quality bad. Every pay day gave rise to a riot as the men 
always thought that they ought to have more money and the 
contractors seemed to prove that it had already been spent 
at the shop. The Committee advocated weekly payments 
in money , ' TJie accommodation for the navvies was often 
shocking “ with scarcely any provision for comfort or decency 
of living.” 

(^he Committee recommended tliat a Special Board should 
be created which should not sanction the bcrinning of a 
railway that did not provide proper accommodation for its 
workmen. , They admitted that this was an “ unusual kind 
of interference," but they considered tliat as "the State 
has an interest in the health and decency of its members " 
and " as it grants extraordinary and valuable powers to these 
companies they should be forced to make suitable provision 
not merely for lodging the men but for their attendance at 
church on Sundays 

It is scarcely necessary to say that such drastic recommenda- 
tions had little chance of being adopted in tliis or the ensuing 
period, t but it shows that Committees were prepared to deal 
far more thoroughly with railway companies than they were 
with manufacturers and that State aid. anathema though it 
migiit be, would be invoked more quicldy to coerce railways 
than any other form of enterprise. 

K^The next great experiment that lay before the railways 
themselves was to arrange for through traffic over hundreds 
of different lines with two mmn gauges, and the apportion- 
ment of the earnings of the traffic to the various lines over 
wliicli the through traffic passed. As the railways had become 

•Select Committee on Railway Labonrers, 1846, Vo!. XIII., p. 

tXruck was forbidden in 1887, wlifle the Employer's Liability oikI 
Workmen's Compeusatiou Acts of 1880 and 1897 provided comptnsa- 
UoB for accidents. 
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c.trricrs it is'as to their interest to promote an increase oi 
traflic as well as take tolls and they realized that there must 
he through traflic for efficicnc}'. "Hoiv was it to be evolved 
and' whit wduld"'I>c the attitude of rarliamcnt ? Tho.-e 
were* the problems for the next thirty j-cars. 

(/') — TIk Co)tso!;dn(!Pii oj the Lines. 

C^By iS.j4 the period of experiments in raihvay construction', 
VMS over, the next twenty-nine years were to witness tiie | 
e>qicrimcnts in railway operation. Tlic lines were there, a' 
smooth working system had to be evolved which sliould both 
pay tlie companies and be bencfidal to liie public, ii’hc two 
principal events of the period, 18.}.} to 1S73, are the c onsolid a- 
tion of the lines into great trunk systems and the disappearance 
of the canals ns important competitive factors. 

Barliaincnt saw the dre.aded “ monopoly ” accomplished and 
tried by a new Railway Act (185.1) creating a new Board of 
Control, by giving increased powers to the Board of Trade, to 
institnte some form by which the railway companies should 
be made to realize their duty to the publie On the other 
Jinnd, it tried by the cncourngeincnt of canals and by sanction- 
ing freely new and competing railway lines to keep “ free 
competition " alive in the matter of transport rates. ! 

In spite of frequent Parlianientar}- protest the consolidation 
of the lines w.is carried through in various ways because of 
the advantages of combination during the years i8.!4-i872, 
and coinpc-lition in rates and fares ceased to exist because 
tlie great systems agreed to a common rate of cliarge between 
pains of competitive stations. 

The year i8.}4 saw the start of the consolidations and the s 
process continued throughout the fifties and the sixties.* : 


‘Citvcl.mrl Steven.', Ivnf;lish Riiiltv.iys, p. 25 . 
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Sometimes one railway would buy up another ; sometimes it 
would lease another ; sometimes they would arrange for 
running powers over each other’s lines or they would simply 
amalgamate with a common merger of capital and 
management 

f The individual who first gave the impetus to the ^con- 
I solidation of the lines into great systems was George Hudson, 

1 “ the Railway King ” He saw the necessi^~for“fhrough 
' traffic and lor combination in the interests of efficiency and 
finandal success, and vigorously promoted such amalgamations 
between 1844 and 1847. Altnough he was proved to have 
been financially dishonest in some of his transactions, he did 
give the movement a powerful start. Combination was 
inevitable in any case, even th^ turnpikes .had_shQwn_a- 
tendency to combine, but iTcarae quicker because of Hudson’s 
operations and the boom that followed. He had the capacity 
to plan large railway schemes and make other people see them, 
and he had great skill as an administrator and introduced many 
improvements in the general working of the railways. The 
period, 1845-1847, was a period of railway mania. I^ines 
were projerted to all sorts of places, possible and impossible, 
vast sums of capital were to be spent on railways ; a wild 
speculation in railway shares set in and then the boom 
collapsed Many lines, however, survived and by 1850 
Great Bntain was covered with a good network of lines in 
proportion to its sire, 6,621 miles being open on December 
31st, 1850.* 

While Hudson bad given the consolidation of the lines a 
great advertisement, the most powerful factor working in 
the same direction was the Cleanng House. 

As the lines had become incxeasingly carriers of goods the 
old maximum rates of toll for the use of the road were no 
longer applicable. They had to evolve a list of rales of 

•Cleveland Stevens, cfi. eti., p. 164. 
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carriage fox tliej!i.sdve5 as carriers, fin the interest of theiii 
own business as carriers tbe\* wished to provide for through] 
tranic v.ithout re-bookings svhicir had been the bane of the' 
cahai si-'slem. The Clearing House was started in i8.}2, to. 
facilitate^ the sending of tnicks from one system to another 
and for adjiis'ing tiic amounts to be paid to eadi company 
for the portion of the line used in through traffic. It was not 
coinpnlsoiy for railway companies to join the Clearing House 
but gradually all the companies joined. In order to arrange 
through rates the companies had to agree on a system of 
cla.ssiiication before they could fix the through rate for each 
class of goods and apportion the amount due to eadi company 
for the use of thdr part of the line. This made it essential 
that there should be meetings at the Clearing House whidi 
.vcrc the only link between the wdiole. IThe arrangement of 
classification and tlic settlement orniany questions rdating 
to the through traffic necessitated constant meetings of the 
railway magnates and managers at tlie Clearing House. They 
began to realise their common interests and tin’s was the 
foundation of the agreements ns to rates and fares to avoid 
ruinous competition.) The Clearing House has been dcsciibed 
as “ a .sort of federal coundl for the English railway 
companies.'' Although founded in iS.^2, it yvas incorporated- 
by an Act of rarliament in 1S50, and it i.? interesting to notice 
that those railways that first joined it were the first to amal-- 
gamatc.* “The Railway Clearing House, in fact, is an 
c.stab1i.‘:hment conducted by the railway companies witJi the 
object of mitigating the edis of their independent constitu- 
t!ons.”t 

One underlying cause of these mergers, to whidi Hudson 
gave a start and the Clearing House provided a continuous 
opportunity for agreement, was to be found in the greater 
economy of working a large sj'stcm than a small one.^ ft .was 
als'o more convenient for the users of the railway. Instead 
of passengers bdng kept waiting for hours for trains wliich 
did not coindde, or hadng to change stations, trains could 
be run to fit and use each otlier’s stations. The Commission 
of 1872, which was anxious to control amalgamations, could 
not but report that the North Eastern gave better services 
and lower fares since it had become a monopoly. 

• Clcvclaud Stevens, op. at., p. 177. t P- ' 75 - 
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^Vliile the greater efiiden^ and economy to be obtained 
by combination made tlie railways wsh to combine, another 
strong motive was the desire to be large enough to be able 
to have powers of offence and defence against other com- 
panies.] The larger began to be anxious to guard their 
territory from the intrusion of otlier companies. This was a 
defensive policy. To prevent rival lines setting up, the 
next step was to procc^ to an offensive polij^ and occupy 
any neutral terntory. Thus there were continuous rarlia- 
meutary contests l>ctween the companies to penetrate each 
other’s districts. These contests usually meant that the big 
lines would build branch lines as feeders to themsdves for 
fear some other line should build them and attach these 
feeders to the rival sj'stcm. Thus the growth of railway 
mileage coaUnuetl and os the new railways were attached to 
one or other of the older sj-stems and as the larger lines tri^ 
to absorb the smaller ones tliat already cxist^ either as 
part of tlie pohey of offence or defence, the amalgamations 
went on side by side with the growth in mileage. But the 
railways could no longer afford to cott)’ only high-class fraffle 
like passengen . they hid to lay themselves out for goods 
to make the new developments pay nnd the result was on 
enormous incrcxse of the goods trafte and espcdatly 0! sucli 
traffic as coal and bulky articles, ^cw rates were made either 
to attract traffic from other lines or to attract goods ttot 
otherwise would not travel at alLl(It was at this jxaint that 
the railw.iy trifiic began to suifiass the camiJs. \Vc haw 
seen that they could offer through rates, punctualitj* and 
speed.; It was now worth their while to Jay themselves out 
to undcratt the cauals. /It is scarcely necessarj* to say tint 
Parliament liewed with oorror the growing transport mono* 
poly. It did not then see, what is now ob\nous. th.it tlie 
coasting steamer would prove a coa«idcrabIe competitor 
to the railway s>-stcm. 1 Only my British steamers existed 
fa iSOo and only a few of these were cargo boats. The 
steamsliips of 1660 were chiefly linen and would not really 
compete seriously with railways, although it was stated in 
187c tint three-quarters of the railway rates were subject to 
water competition- 

Parliament. therefore, began to try to attempt some control 
in the interests of the puUic, It rs almost pathetic to see a 
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desperately lai.-sez-faire governmeut afraid to go back on 
its own principles of laisser.-faire and yet forced by the logic 
of events to acquiesce in a monopoly it deplored becaitse it 
was so much more cfiidcnt, TJic almost annual committees 
or commissions would poii}t out the magniHccnt work the 
railways had done in trafhc development and then they would 
wring their hands over the decline of tbe canals and the 
confusion of the Railway Acts out of which the railways were 
evolving a working system for themselves with which Parlia- 
ment did not dare to interfere, atid whicli would give the 
railways the monopoly of the area in which they operated 
which was conlrar>‘ to the “ sacred and glorious doctrine ” 
of free trade and free comjK-tition held as a creed by the 
House of Commons. Therefore we find tlie Commission of 
1S67 reporting :* 

" WTiatcvcr may have been the contradictions of the 
course of legislation which has thus been pursued it cannot 
be doubted that it has led to a very rapid development of the 
railway system and consequently of the national resources, 
probablj' far more rapid than could have taken jdace under 
any other conditions and has induced improvements in the 
con.struction nud worldng of the railways which without the 
spirit of emulation engendered by it must have taken years 
to attain. Thus whilst in France tbere are less tlian miles 
of railway in England and Scotland there are 2§ to everj' 
5,000 inhabitants.” 

The report then goes on to illustrate the consequences of 
the system under whicli the railways developed. 

It e.vpiains that the special legislation is now (1866) con- 
tained in i,Soo Acts, while 1,300 Acts in addition modify the 
original Acts, “.so that it has become an extremely difficult 
task to ascertain the precise law affecting any company or 
any parlicidar portion of its lines of railway. In almost 
cverj' Act sanctioning new lines there are special clauses 
conferring particular rights or benefits on individuals or other 
railway companies to carry' into effect arrangements which 
have Ijcen entered into by promoters to avert opposition to 
tiieir Rill.” 

This had produced er-draordinary confusion in their charg- 
ing powers. The Midland Company was empowered in one 
*p. XXVTI. 
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Act to charge id. per ton per mile for coals, in another i\d., 
for grain in one Act it miglit charge i\d., in two more 2d., 
and so on. 

It was obvious that if the companies themselves could 
evolve order out of this <^aos it would be better to leave 
them alone, and yet the railways owed a duty to the public. 
The amalgamations seemed to leave them masters of that 
public ; how could the duty of the railways to the public 
be insisted upon and its rights saf^uarded ? 

^Ih 1846, Parliament set up a special tribunal of five highly 
paid Commissioners. Their function was to scrutinize 
proposed amalgamations, encourage competing schemes and 
generally take over any supervisory powers of the Board 
of Trade. It proved, however, to be a failure ; amalgama- 
tions went on, and it was dissolved in 1851. Parliament 
" avoided all cause of offence by not giving them (the Com- 
missioners) any powers ’* and ttey “ died of too much pay 
and too little work ”• Their powers were then vested in 
the Board of Trade on their dissolution. 

In 1854. after another Commisaon. " Ca rdwell’ s ,Actj.’ 
was passed, the gist of which was that all undue preferences 
by a railway to one person over another were forbiddenjand 
that thejailways wete ordered to provide facilities for through— 
traific. There had been a great danger that England woifid 
be covered with a network of lines having different gaugeJ 
and that through traffic would be physic^ly impossible, as 
railway trucks could not be shifted from a 4-ft. 8i-in. gauge 
to a 7-ft gauge. By 1846, however. Parliament had definitely 
limited the broad gauge to certain districts and therefore 
through traffic over the larger part of England became 
physically possible There were at that date 1901 miles of 
narrow and 274 of broad gauge. It was not till 1892 that 
the Great Western finally reconstructed its line from the 
7-ft. gauge to the 4-ft. SJ-in. gauge, though it bad begun to 
convert to the narrow gauge in 186S. 

Commissions continued to sit to attempt to solve the 
problem of railway control and as the outcome of that of 1S67. 
railways were ordered to keep accounts in a specified form j 
By 1872, however, another peat Committee reported 
thal-f “ Committees and commissions carefully chosen nave 
•Hadlev, op. eit, pp. 171-17* t? XVITI. 
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preferences. These were alleged to be of two kinds. Of 
preferences given by the railwa3's one was given to individuals 
* *' , either in the shape of lower rates or better facilities which 

i.-'-^'^ejiabled the favoured person to oust his competitors. The 
other type of preference was given to certain districts. Tower 
rates were charged from certain districts than from others 
where a shorter mileage existed, and these distant districts 
obtained an advantage over the near districts. If meat, for 
instance, were earned from Southampton to London at 
cheaper or even at the same rates as it was carried from 
Win^ester to London, the former district would have a 
substantial preference in rates and prosper at the expense 
of the other region. Cardwell’s Act had already prohibited 
" undue and unreasonable preferences." but no machinery 
existed for determmuig so technical a matter as what con- 
stituted an undue and unreasonable preference. 

The Committee of 1872, which also investigated the 
question of the amalgamation of the railways and the canals, 
reported in favour of a technical Commission to control the 
railways and the result was the appointment of the Railway 
and Canal Commission in.iSy^j This body was only appointed 
fdr£ve years ; it consisted of three men, each paid £3,000 a 
vear, one of whom was to be a judge and one a railway expert, 
(its functions were to bear complaints about preferences, and 
dcade whether through rates were reasonableX They were 
entrusted with the duty of examining and if iKcessary pre- 
venting all proposed amalgamations or working agreements 
between railways and they had also to investigate and adjudi- 
cate upon all proposals of the nulways to buy up the canals. 
They were empowered to decide between the railways them- 
selves in case of dispute, they had to compel publicity of 
rates and decide on proper terminal charges. They took over 
some of the powers of the Board of Trade and were specially 
appointed to supervise and enforce the Act of 1854. 

The Railway and Canal Commission was not, how'ever, a 
very strong body. Parliament would never have delegated 
large powers of control to any strong body in 1873. “ It has 
power enough to annoy the railroads but not power enough 
to help the pubhc efficiently,’' was Hadley’s verdict in 1886.* 

The idea was that this new body should be a specialist 

•Op. cit., p. 173. 
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tribunal for dealing v.-itli snch technical matters as railways. 

It wa.s thought tb.at it would act jjroiuplly, it was to be easy 
of access and its procedure was intended to be cheap. In 
many of these respects, however, it proved disappoiirting. 
In the first place its powers ware too limited for effectiveness, 
(its function was to enforce the Act of 185.} but, as we have 
seen, the greater part of the law relating to railways was 
contained in thousands of jirivatc Acts under which they 
were constituted, and the Itailway and Canal Commission 
could not touch those. Nor could it enforce its decrees if 
the railways chose to disregard it? fmdines. Nor did any' 
standanl of reasonable rates exist by which it could deter- 
mine whether or no through rates were reasonable. Litigation 
before the Railway and Canal Commission was very'- 
c.xpensive, and a comjilainant was said to be “ a marked 
man,” and the Commission was unable to protect him against 
tlic vengeance of the railroads.’^ 

On the other hand, the very existence oi such a court was 
n check upon nriritrary action in general. It probably made 
the railway managers more anxious to avoid giving occasion 
for an nppc.'U to the Railway and Canal Commission. At any 
rate, the cpinrdaints about undue preference to individuals 
cc.-Lsed.^ They also seem to have prevented the acqiurition”' 
of "aiiy* further canals by the r.aihv.ayE. The result was that 
the jealousy of amalgamation perpetuated the chaos of the 
canal system. Had tlie railways licen free to acquire all the 
canals tlicy might have done so and have developed a unified 
system of waterrvays acting as feeders to the railways. 

The creation of the Railway and Canal Commission does, i 
liowtvcr, marl: a new era in that the Stale deliberately created S 
a new body which for the first time had some real control ■ 
over the r.ailwayE — that now body bec.'ime permanent and - 
proved to be the forerunner of still more effective control. 

At the end of the seventies a new cause of trouble began 
to arise over the question of unequal mileage, rates. There 
were also complaint.? that goods were carried cheaper on the 
rmlways for foreigner.? than for Hnglishmeii. A Committee , 
was appointed in 18S0 to enquire into the question of mileage 
rates, but the disjmtc soon merged into the question of an. 
nli-ronnd reduction of rates. The great depression made the ■ 
•Hadley, p. 1:5. 
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Iiigh rates charged dunng the good years seem too heavy ; 
there ^vas a great tall in prices and traders did not sec nhy 
railway rates should not be reduced as well. The railways, 
on the other hand, had enlarged their stations and terminal 
facilities and ncre asking to be alloiied to charge estra for 
these, i.e , instead of redudng charges they were about to 
increase them. This nas the last straw. Bri tidi r ailway 
rates were not merely high, but they were Unintelligible and 
the trader felt that he was being “ done " somehow by a 
.system be could not fathom. There was great confusion 
' between the charing powers conferred b> this mass of private 
, Acts and the system evolved by the Clearing House. It was 
I owing to this confusion that the Railway and Canal Commis- 
sion could get no data for hxiag reasonable through rates 
, The result was the Railway and Cana! Traffic Act of 1S88 
.which prepared the way for the revision of the whole system 
/of charging, and 1893 maximum rates were fixed iiy Statute 
'for all the railravs. ' ' ~ 

This tuing of maximum rates was epoch-making.^ The 
State had tatherto limited its activities in the control of 
industxy to Hang hours for women and children ond seefog 
that the wages agreed on were properly paid. It now began 
to fix the pnees of services. It bad previously fi.xecl raaxiratini 
tolls for the use of the road because it had permitted railways 
or canals to appropriate property under compulsion and in 
many cases bad fixed maximum rates, but it had made to 
atteni])t to see that these tolls or charging jsowers were adhered 
to until the Railway and Cana! Commission was founded. 
As we have seen, its function was strictly limited owing 
to the inextricable confusion of the piecemeal and haphazard 
fashion in which the railways had grown up. which had 
caused Its powers to be embodied in so many separate Acts. 
When, however, after 38S8, the State fi.\ed maximum rates 
witli a view to being fair to the traders, the raihvays and the 
public, and also with a view to sunplification and publicity, it 
repudiated laissez-faire and ente^ upon the great struggle to 
limit the prohts ot monopolies. recent years the feeling 
has grown that great monopolies ought not to be allowed to 
make more than a certain amount of profit out of the public 
even if they do it by fair means and greater efiidency. The 
fixing of maximum railway rates between i£S8 and 189.} 
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is the first iuiiiiiation 01 the principle which found expression 



company was bound to 
tliin six monllis after the 
passing of the Act, a revised classification and a revised 
schedule of maximum rates charged for each class. The 
rates were to be discu.'^sed in public when arguments and 
objectious might be presented by the traders. Then the 
Board of Trade was to discus.s the rates again with the rail- 
ways and if they failed to come to an agreement. Parliament 
was to decide. 


decide. ) 
Act fu(tl 


CTIk- Act fulrther reconstituted the Railway and Canal 
Commission, strengthened its powers and made it pennanent.) 
An atteinjit was, iiowcvcr, made to ensure speedy redress and 
a cheaper procedure for those who felt themselves aggrieved 
i>y the railways. The complainant was given the right 
to lay his case before the Board of Trade. The Board of 
Trade had no cominilsory powers to efiect a settlement, 
but it acted as the candid friend of both parties and heard 
and helped to set He a largo number of disjniles.^ 
il'he Act fnrtJier prohil ited different rates for domestic 
aiul foreign produce of the same character carried under 
like conditions and a railway was not allowed to charge 
more for merchandize over a short haul bdng part of a greater 
distance than they were charging for that carried over the 
wiiolo distanc.-. All rates were to be posted in rate books 
and open to imspection by the pubdic and any increase had 
to be ndvertised Leforcliand.'' 

/The settling of the railway*' rates wa.s a task of some years. 
The ratf? were emi.odied in Provisional Orders and confirmed 
by Parliament in iSpi-iSoz, and W'.re to come into force 
on ifci Jamiaiy, iSoj. ) 

The task. v,t.s a stupendous one. (^i'he Board of Trade in 
conference had to draw up a new c!as.sification of goods, had 
to fix the ma.ximmn jiricv.- at v.duch articles should be carried 
that fell v.-ithin that clas.'. it liad then to determine what 
articles fell info those classes, whether the price should 
diminish with distance or with larger loads, and what charges 
the raihv.ays might make for lenninals in each of the specified 

•During the fiitceu yc.Tr.<; ending 1503. joinc 1.126 cn.^cs had been 
dealt with bv {!:e Ilorrd of Tr-adc under this Section. Cd. 1959 (1906I. 



28o Development of Mechanical Transport 

classes It had, therefore, to draw up a n ew classification 
and deterfene'the charges for contreyance and tennintdsA 
Tbe Board of Trade did not attempt to "BeTheoretf^l rroen 
it fixed the rates. Sometimes it took into account the cost 
of handling, sometimes the value of the goods, the damage- 
ability and the weight in proportion to biilk. Often it 
proceeded on the principle of “ charging what the traffic 
will bear.” 

(^The general result was that there was a great simplification 
of railway rates^ The railway companies gained the right 
to charge a higher rate in certain dasses of goods and the 
power to charge definite terminals. The trader in heavy 
goods, such as coal and iron, got a substantia] reduction ; 
the small trader was protect^ by the fact that the excess 
he might be charged for his smaU consignment was strictly 
limited, and he gained by the generally favourable treatment 
accorded to small parcds. The question of leductioa for 
distance was settled by allowing the railways to charge so 
much per ton per mile for the first twenty miles, so mu^ for 
the n^ thirty, and so much less for the next fifty, and so 
much for all mileage beyond. Thus the trader for long 
distances got a reduction on a cumulative scale.* ) 

^Vhen the rates became law in 1893 the railways raised all 
rates to the maximum allowed by the Board of Trade to recoup 
themselves for the loss on reductions^ There was a great 
outcry in consequence A new Parliamentary enquiry was 
hastily held and the result was that, in 1894.^0 Act was 
passed saying that if the railways raised their^ates above 
the level of 1892 they had to prove that such a rise was 
reasonable t The test that was taken by the Courts was that 
there must be some permanent increase in the cost of service 
Therefore after having laboriously fixed rates, the railways 
were practically tied to the rates of 1892, even when their 
Provisional Orders sanctioned by Parliament allowed them 
to charge more. If they wished to raise their rates to the 
level permitted they had to nsk an appeal by the trader to 
the Railway and Canal Commission and then justify the 
rise. Here again is another itistanfp of an attempt to restrain 
profits within a certain fimit ^he maximum charges of 
•On the whole question, see Mayor, " The English Railway Rate 
j^nestion ” la The Quarterly JoterjiaJ «/ Eeotu>7Ktcs,‘‘ i89-f 
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the railway companies were not merely fixed, but their power 
to increase the charges within the maximum limits was fixed 
in 1894.1 It was thought that the railways had abused their 
powers by charging up to the hilt and the Railway and Canal 
Commission was virtually put in charge of the rise of all 
rates over the 1892 level. This pegging of the railways to a 
quite arbitrary limit — 1892 — had several unforeseen results. 
In the first place the railways were afraid to try experiments 
in lowering rates for fear they should not be able to raise 
them again without an appeal to the Railway and Canal 
Commission, elt therefore checked any downward tendency 
of rates. It has also been said that it discouraged economies 
since that would tell against the railways if they wished to 
raise rates. 1 (Jit finally killed any competition in rates that 
might have developed. Companies were afraid to lower 
rates to fight each other for fear they might not be allowed to 
raise them again and so nothing _was.Ieft but competition-in 
After_j8Q4_the_comp.etitio n in ■ g ranting-fadlitiea 
inc reased. and~arnew era in English railway history was 
begun. ) 

(d ) — The Approach to ’Nationalisation, 1894-1914. 

(Jhe twenty years between 1894 and 1914 are remarkable 
for many devdopments. There was first of all a rise of 
expenditure with a decline in railway dividends. Competi- 
tion which was acute during the j'ears of depression continued 
in full force, and while the pressure on the railways became 
more onerous they could not raise their rates, being bound by 
the Act of 1894. The only hope seemed to be in amalgama- 
tions to stop competition.} 

/ The amalgamations coincided with a labour movement 
^ong railway servants that had wholly new features in 
the English trade urdon movement. The State was forced 
to intervene when a great railway strike took place in 19 1 1 
and again the question of State control became urgent^ 
How could these big transport agencies be best made to serve 
the national interests in the matter of trade, and to what 
extent should their relations with their staffs be under some 
form of government supervision ? Meanwhile other countries 
were using their railways as instruments in the new world 
competition. Could Great Britain afford to leave her railways 
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ia private hands ? ^Vhea war broke oat ia igr^, the question 
of the nationaliration o! the railwa>s had become a burning 
one j 

^After 1S94 the railnays had to meet a greatly increased 
expenditure without securing aa increased revenue in propor- 
tion to the outlay. Tlie gron'tU of traffic necessitated large 
increases of rolling stock, much more elaborate requirements 
were made by the Board of Trade for safety, such as con- 
tinuous power brakes and interlocking of points and signals. 
The cost of labour rosc-Vfor instance, the rise was 43 per cent, 
ia the runniag part 01 the locomotive department alone 
between 1891 and 1901 • Rates and taxes almost doubled., 
u-itlun the same period, rising Trom'JS^P, 000 in 1891 to 
^4, 227, 000 in IQQ2 la addition to this the cost of eo-i l 
..uoubied between 1S96 and 1901. the .general resu TTwas an 
/! bicrcase in the cost of vsorkmg and di'^ends dcclincdr* 

,, A fierce competition ia facilities began to develop after 
,'/ 1894 m which the passenger traffic was specially catered for. 
In 1872 the Midland bad inaugurated the policy of treating 
third-class passengers well aad the other comp.'tnics bad to 
follow suit The carriages were made more comfortable, 
corridors and dining cars were installed on the expresses in 
the nineties even for third-class passengers, with the result 
that i4-cwt. instead of 4-cwt was hauled per passenger on 
the numerous fast through trains. 

('But not merely did the passenger traffic become more 
comfortable, the trams had to go faster, with long non-stop 
runs j The bridges had to be strengthened, larger locomotives 
built,'' water troughs laid down and greater speed meant a 
larger consumption of coal. Other trains had also to be put 
on to scr\’e the intermediate stations. Nor was there any 
great increase of receipts from passengers to cover the expense 
as there was a steady transference of persons from the first 
and second classes ty the tUrd and,no extra charge was made 
for the expresses. Excuisions orid week-end tickets also 
lowered the fares for passengers^ 

' Meanwhile, m order to retrieve the situation, the railways 
/began to compete not merely for passengers, but for goods 
‘ traffic. A large proportion of railway expenditure is for fixed 
diargcs, so that in many cases it pa}-s better to take the goods 

•Rasj. cf. rtf., p. rjr 
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and passengers at a low price rather than not take them at all. 
The goods carried will obviate some loss if they do not yield a 
profit. Hence it was worth while for railway companies to 
offer special facilities to traders where they could not make 
rate reductions because a loss would be incurred if the 
railways did not carry the goods in question. Thus com- 
petition between the railways continued to be acute, agents , 
multipHed, bookmg_.offices_increased, the railways were 
wIIIing^i^Kcli^aiKr carrv_small quaifltthis^ni:! did not eiiquire 
too clo^yjnfothe natureofthe goods sent.” Thus a dishonest 
trad^ might enter his goods as belonging to a class below 
that into wliich they would rightly fall and the railways shut 
their eyes to the fact for fear that he might patronize another 
line next time. Almost any trafhc was better than none. 
In addition to the economic motives there were personal ones. 
A great manager at the head of a railway likes to make his 
railway as successful as possible. “ Impersonal as they may 
seem, great railway companies have not infrequently been 
made the fighting ground of strong individuals.”* 

In 1903, Mr. Grinling, in a lecture at Birmingham, said : 

“ It is of the highest importance that Parliament and the 
public generally should grasp the fact that our railway 
companies so far from being bloated monopolists to be 
plundered on all hands have been reduced by recent legislation 
and a combination of adverse circumstances to the position 
of.a threatened industiy.”! 

^Violent competition inevitably gives rise to amalgamations 
and the railways were no exception!) A union between the 
South Eastern and Chatham was sanctioned by Parliament 
in 1899. They were worked as one railv/ay but their capital 
accounts were kept separate. In 1909, the Great Northern, 
the Great Eastern and the Great Central sought power to 
combine in a similar fashion and the Midland and Eondon 
and North ..Western were said to be tending in the same 
direction. ^Although the first combination did not obtain 
Parliamentary', sanction the railways entered into working 
arrangements with .each other which Parliament had no 
power to -prevent, l) 

♦Cleveland Stevens, op. cit„ p. 307. 

tAshley, W. J., Britisli Industries. 

tReport on Railway Amalgamations 1911, Cd. 56^1. 
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official enquiry into amalgamations was held in iqiiA 
It reported that " The present position is that the eSorts* 
which have been persistently ni^e by railway companies 
to avoid active competition between themselves so far at 
any rate as regards the terms and conditions upon which 
the railway service shall be performed have now reached 
such a stage of completeness that they may, speaking broadly, 
be desenbed as having prevailed At must be accepted that 
the era of competition between ranway compatiies is passing 
away and it was recognized by witnesses on behalf of the 
traders that this could not be prevented.'’^ 

^his cessation of competition gave rise to new labour 
troubles, to proposals to develop the canals as competitors, 
and to the question of the acquititioo of the railways by the 
State ) 

^Hitherto the trader and the traveller had profitted by the 
competition and there was a great outcry fo: feat railways 
would offer fewer fadiiti'es. There was also a great outcry 
from railway employees Amalgamations meant that fewer 
men were required, booking offices were shut up and even 
where dismissals did cot tak^pJace, promotion was blocked 
as there were fewer posts.') railway men claimed that 
their work was so specialized that they could not easily get 
other jobs and that the companies got the men specially ^eap 
because of the permanence of the employment, and that by 
bdng dismissed when there was a tadt understanding as to 
permanence they were being unfairly trcated» The Labour 
movement, which culminated in the strike of 1911, had been 
growing for some years.) The devdopmentjjf trade unionism 
among railway men had been late, only starting in 1871 and 
even by 1892 only one in seven of the railway workers was 
enrolled in a union. strike took place on the Scotch rail- 
way’s in 1890 ^ secure a re duction of hour^and the result 
was that in 18^ the Bom^ of Trade was” given power to 
enquire into the hours worked and fix reasonable limits if 
they were excessive-t) Up to this time it had only been 

•Report, op. eil , p 7. 

fAny hours worked in excess of twelre had to be reported to the 
Board of Trade. The refnrn of 19x0 gttes : 

108.562 railway men 2,649,387 days worked. 

' periods exceeding twelve hours, i e., .65% of the total 
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considered necessarj' to fix hours for women and children ; 
it was quite a new departure for a government department 
to be able to fix the:n for men in a trade not scheduled as 
dangerous, wliich again shows how railways contributed 
aether stone to the edifice of State control. 

An 1897 a movement took place among railway men to 
prace “ all grades ” under better conditionsj They demanded -V * 
among other things an eight-hours’ day knd a 2i'. advance 1-' 
in wages.* The railway companies, with the exception of the £> • 
North ISastern, steadily refused to meet the trade union c'* 
representatives or even to acknowledge their existence. . •' 
Discipline, so it was said, had to be maintained at a lugh 
standard, and it was held that trade union leaders might 
interfere or attempt to interfere in the management of the 
railways. A strike on the Taff Vale railway gave rise to 
the famous Taff Vale case by which trade tmion funds were 
made liable when the union or its officials had committed some 
unlawful act and the men were afraid to risk their funds in 
pushing the matter fmther by another strike. In 1906, the 
Trade Disputes Act made the funds of trade unions immune 
and the railway men then began to continue the fight for the 
improvement of the conditions of “ all grades," (A strike 
was imminent in 1907 when the Board of Trade imervened.^ 

^he railway administrators still refused to recognize the 
Unions but agreed to Conciliati on Bo ards being set up, wliich 
was another pioneer*~step~^s the Boards were to contain 
representatives of both the railway management and the men. 

Any application for a change in rates of wages or hours were 
to go first to the officers of the department concerned ; then 
to the sectional conciliation boards with representatives of 
the company and all grades concerned ; then to a central 
conciliation board formed of representatives from the sec- 
tional board, and finally the matter could be taken to arbi- 
tration, the arbitrator to be appointed either by agreement 
between the opposing parties at the central board or by the. 
Speaker of the House of Commons or the Master of the Rolls,] 

^No one could be on these boards who was not in the employ 

* 0 n tlic whole question of Labour on the Railways, cf. Report of 
the Royal Commission on the Railway Conciliation and Arbitration 
Scheme of 1907, also Webb, ” History of Trade Unionism," 1920 
Hdition, pp. 522-546. 
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(hn offiaal enquiry into amalgamations was held in iqri.N 
It reported that “ The present position is that the efiorts" 
which have been persistently made by railway companies 
to avoid active competition between themselves so far at 
any rate as regards Che terms and conditions upon which 
the railway service shall be performed have now reached 
such a stage of completeness that thej' may, speaking broadly, 
be described as having prevailed At must be accepted that 
the era of competition between railway companies is passing 
away and it was recogoiaed by witnesses on behalf of the 
traders that this could not be prevented.'^ 

^his cessation of competition gave rise to new labour 
troubles, to proposals to develop the canals as competitors, 
and to the question of the acqvdtition of the railways by the 
State ) 

^Hitherto the trader and the traveller had profitted by the 
coaipebtion and there was a great outcry for fear railways 
would offer fewer fadlities. There was also a great outcry 
from railway employees. Amalgamations meant that fewer 
men were required, booking offices were shut up and even 
where dismissals did not tak^plaoe, promotion was blocked 
as there were fewer posts.) ^be railway men daimed that 
their work was so spedalired that they could not easily get 
other jobs and that the companies got the men specially lieap 
because of the permanence of the employment, and that by 
being dismissed when there was a taat understanding as to 
permanence they were bdng unfairly treated. The Labour 
movement, whihh culminated in the strike of 1911, had been 
growing for some yeare.) The devdopmentpf trade jinipnism 
among railway men had been late, only starting 15*1871 and 
even by 1S92 only one in seven of the railway workers was 
enrolled in a union. <^A strike took place on the Scotch rail- 
ways in 1890 to secure a re duction of hours and the result 
was that in iSpJthe BoanT of Trade was given power to 
enquire into the hours worked and fix reasonable limits if 
they were excessive.!) Up to this time it had only been 
•Report, o/>. etf., p. 7. 

fAny hours worked in excess of twelve had to be repotted to the 
Board of Trade The return of 1910 gives ; 

108.562 railway men. 2.649.387 days worked. 

‘ 17.141 periods exceeding twdve hours, 1 .65% of the total 

daj s. 
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considered necessar>' to fix hours for women and children ; 
it was quite a new departure for a government department 
to be able to fix them for men in a trade not scheduled as 
dangerous, whicli again shows how railwa3’S contributed 
another si one to the edifice of State control. 

Mn 1897 a movement took place among railway men to 
place “ all grades ” under better conditions.] They demanded 
among other things an eight-hours’ day find a 25. advance 
in wages. * The railwaj' companies, unth the exception of the 
North Eastern, steadily refused to meet the trade union 
representatives or even to acknowledge their existence. 
Discipline, so it was said, had to be maintained at a high 
standard, and it was held that trade union leaders might 
interfere or attempt to interfere in the management of the 
railwa3'S. A strike on- the Taff Vale railway' gave rise to 
the famous Taft Vale case by which trade union funds were 
made liable when the union or i-ts officials had committed some 
unlawful act and the men were afraid to risk their funds in 
pushing the matter further by another strike. In igo6, the 
Trade Disputes Act made the ftmds of trade unions immune 
and the railway men then began to continue the fight for the 
improvement of the conditions of “all grades.’’ A strike 
was imminent in 1907 when the Board of Trade intervened! 
^he railway administrators still refused to recognize the 
Unions but agreed to_Conciliation_Boards being set up, which 
w'as another pioneer step~as the Boards were to contain 
representatives of both the railway management and the men. 
Any application for a change in rates of wages or hours were 
to go first to the officers of the department concerned ; then 
to the sectional conciliation boards with representatives of 
the company and all grades concerned ; then to a central 
conciliation board formed of representatives from the sec- 
tional board, and finally the matter could be taken to arbi- 
tration, the arbitrator to be appointed either by agreement 
between the opposing parties at the central board or by thCj 
Speaker of the House of Commons or the Master of the Rolls.; 

^No one could be on these boards who was not in the employ 

•On the whole question of Labour on the Railways, cf. Report of 
ihe Ro3’al Commission on the Railway Conciliation and Arbitration 
Scheme of 1907, also Webb, " History of Trade Unionism," 1920 
Edition, pp. 522-546. 
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State railways and a sJiare in their management. All that was 
attempted by Parliament was to prescribe a much inore 
elaborate and ..iinifonn system of keeping accdunts'in igix.*) 
■^dtrsiiu'iule the railways explained that the impro%’ements 
in the conditions of their labour and clerical staS were such 
as to necessitate a rise of rates to cover the expenditure and 
they demanded that they should be allowed to raise rates 
beyond the limit of iSna, as fixed in 1894, and this right was 
accorded in the Railwa}- and Canal Traffic Act of 1913.} 

{A strong agitation developed to revive the canals as com- 
petitors to the growing monopoly of the railways., A Com- 
mission began to dt in 1906 to enquire into the question, 
and the majoriU'' reriortcd in 1909 in favour of the Govem- 
ment_acqmring and. re-building that part of the canal system 
vTnch stretched from Hull to Bristol and Xivcrpool to London, 
crossing in the Binningham area.! The proposal was that 
the canals of this “ Cross ” should be remade and re-built 
on a uniform gauge and deepened so as to take barges of 
100 tons. The re-building was calculated to cost £iy million 
without recI:oning the cost of the acqui.sition of the land 
necessary lor the widening, which would have been very 
expensive, as so mucli of the canal frontage was built over, 
especially in the Binningham area. 

The arguments in favour of reviving the canals v,-ere that 
water carriage was cheaper than land carriage, and would 
provide cheap transport, and be a great national asset. It 
was said tHat'fhe iraterways of Germany, Belgium and France 
gave a cheap and valuable aiteniative mode of transport for 
articles like coal, lime, bricks and manures and that the 
div’ersion of this low-grade traffic would really reliev^e the 
railwa3’s. It was suggested that whereas factories were leaving 
the ^Midlands and moving down to the coast to get rav.' material 
without the inland haul, improved water transport would 
died: that mov’ement, prevent the overcrowding of the sea- 
ports and the dislocation and loss that accompanies the 
migration of industries. It was urged, on the other hand, b\' 
the railwav" representative, that the scheme was costly, that 
it was unsuitable for the conditions of English trade which 

•Aeport of Board of Trade Conimittee on Accounts and Statistical 
Returns by Railway Companies, 1909, Cd. -5697, 

fCd. 4679. 
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reqmred swift delivei>’ of small parcels and punctual _ deliv eTy 
for steamers It was said it was useless to compare English 
and contmental conditions as regards canals. There were no 
long hauls in England as on the continent, nor were English 
canals capable of taking the 400 and 600 ton barges which 
made German canals so I'aluable an asset to a country with 
a poor sea-board Indeed, it was doubtful if water enough 
could be obtained for barges of 100 tons. It was pointed out 
that the railways did in fact encounter a considerable.ainount_ 
of competition m the coasting steamers and in motors,, and 
that these transport agendes had not got to pay for the 
upkeep of their roads as had the railways. Jloreover, the 
districts not traversed by canals would have a right to com- 
plain of the preference given to districts through which the 
reconstructed canals were made. The whole country would 
have to pay towards the upkeep of certain favoured districts. 
Nothing was accordingly done towards canyiag oat the 
scheme recommended in the majority report. During the 
war so many of bargees enlisted that the canals bettune 
almost derelict ‘^e question as to that acquisition by the 
State has been made the subject of a new Government enquity 
in zg2Qj 

(rhe difScultj’ of de«smg any scheme of railway control 
combined with the new labour pressure, brought the question 
of the acqmsition of the railways by the State to the front. 
The arguments in favour of State railways were somewhat 
/‘as follows • It was said that the State would obtain a 4 «ge 
I revenue from the railways. It was~a 1 so~urged that anjictual 
'I loss would not matter : the State could undertake.imprave- 
' ments for the sake of the country as a whole, and coidd get 
‘ i its revenue back in the increased prosperity of the country, 

I State management, so it was said, would bele5S_co5Siy,since 

1 ’ ' there would be an abohtioii of the various boards of directors 
and the wastage of compctibon would be prevented. It 
was even contended by some that State railways would be 
moitcfficdent. Were the railways in the hands of the State, 

' they couldrso it was argued, make regulations for the social 
^ needs of the people. The traders thought they might get 

•On the whole qaesUon, Gibb. Railway ITationalization, 190S (Royal 
Economic Society), " The State m relation to railways," 1912. 



and Problem of State Control 289 

lower rates and the railway workers thought they would 
be able to obtain better conditions from the State. 

Against State management it was pointed out that only/ 
ts\'o State railways in the world had a surplus after meetingl 
the charges incurred by the State, including interest on the] 
capital and the provision of reserves for renewals—PrussiW 
and South Africa. Prussia made a profit by forcing a 
great deal of traffic on to the canals and starving the railwa3's 
of their proper complement of trucks. This became serious 
when the canals froze. It rvas therefore doubtful if State 
rmlwaj's were more efficient.* They were said to be less 
flexib i e a nd less adaptable. Private railways were'~sai 3 ~’^^ 
Mr. .Acworth to have to their credit almost every important 
inve ntion a nd imp^rement.t 

It was impdS^ole to decide whether State railways were 
cheaper or more expensive since the accounts of continental 
and other State railways were kept in such a way as made 
comparisons with English railways impossible. Moreover, 
the}' did not offer the same kind of services. 

The enormous cost of the necessar3' borrowings and the| 
dislocation of the money market was also used as argument) 
against nationalization. If the railways should not pay all ‘ 
deficits would have to be made up out of taxation. Moreover, 
the railwa5'^s contributed in 1912 millions towards taxa- , 
tion ; as State railways they would not contribute and the ' 
traders would have to make up the deficit in higher rates or ; 
increased taxation. It w'as said that there would be great ; 
political corruption vdth State railways. Traders who wanted 
lower rates and railway servants who wanted higher wages 
would bring great pressure to bear. The wage bill of the rank 
and file woifid rise and would swallow up any economies 
arising from unified management and the abolition of a few, 
boards of directors. When railways are in private hands 
the Government can step in as an arbiter in disputes between.' 
masters and men. What if it were itself the master ? More-i 
over, it can be appealed to by the public as a third party, 

*Cf. the account of the Western of France Railway, as given by 
U. Leroy Beaulieu in a paper read before a Conference arranged by 
the Royal Economic Society, published in The State in Relation to 
Railways, 1912. 

fTbc State in Relation to Railways. 
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but to whom could one appeal against the tyranny of the 
government-owned railway ^ 

/ The situation in 1914 was that the railwaj workers were 
demanding the reconsideration of the arrangements of 1911, 
that individual citizens Jdt that they were “ the helpless 
subjects of huge monopohstic organizations ’’ The mpas^t 
was that no effective system of control had been de^dsed. 
that amalgrunations had taken place to such an extent that 
competifion could not be trusted to provide adequate safe- 
guards and that the railways could not continue as they were 
with a growing wage bill and further demands for reductions 
of hours, which was creating an impossible financial situation. 
Jteanwhile transport was becoming more and more an e ffective 
State instrument on the continent fSHherance of 

national trade by cheap rates. T he G reat War staved _off 
these questions and the railways passeT'temp'firarTSCimder 
government control 

Further concessions in wages and an aght hour day were 
granted with the residt that the railways when released from 
government management were faced mth fiaandaJ insolvency. 
The government then permitted a considerable rise in rates 
and fares D^nng the war. when the railways were worked 
as one system, many economies had been effected, espedally 
In the use of waggons. As it was undesirable to let the 
railways resolve into independent units again, th e comp ulsory, 
amalgamation of the English and Welsh railways inTo"fotir- 
great groups was effected.* Further State_a)nlrol. ^yas 
devised in 1921, when a tribunal of Three experts,— 
salaries totalling £io,ooO a year, was set up to fix and vary 
rates and fares without being bound by the old statutory 
maxima. The rates so fixed have to produce the same 
income for the railway as they obtained m igis.t 

Thus all through the mneteeuth century the railways have 
Deen the great factor making for the extension of the sphere 
)f State action and the abandonment of the idea of free 
:ompetition, so dear to economists of the free trade era of 
;he period before 1870 has been more fordbiy illustrated in 
;be case of the railways than in any other great industrial 
indertaking 

•Crnd 787. 
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rv.- — The Stbajiship aed Shipping Pkoelems. 

The commercial revolution, hinging as it did on the new 
methods of transport, was not merely brought about by 
railways. (The steamship played a very important part in 
the transformation of economic conditions wliich tended to 
make the whole world practical!}' one market. In this 
change Great Britain was again the pioneer.^ Although 
inventors in the United States developed a ■u 00 de 7 i vessel 
propelled by steam almost contemporaneously with the 
English, the United Kingdom made the engines to work the 
new form of transport in both countries and was the first 
to develop , the iron steamer propelled by steain, a nd w as 
also' tlie' first to' develdp it for ocean voyages and for cargo. 
In other words, the United Kingdom was the pioneer of the 
steainer^ on a commercial scale for world traffic. 

Shipping is, however, fundamentally different from railway 
transport, in that while the latter was the great force making 
for State control, slipping., was, between 1849 
almost free from control except in the matter of regulations 
to ensure the seaworthiness of the slip, the safetj' of the 
passengers and the proper treatment' of the crew. There' 
was no fijdng of rates or fares by the State and no special; 
Commission for shipping equivalent to the Railway and- 
Canal Commission. 

The reason for the absence of State control of steamships is ; 
due to many factors. In the first place the railways had toj. 
get land to make their roads and were obliged to appeal to 
Parliament for compulsory powers, and Parhament imposed 
conditions when they granted the powers asked for. In the' 
case of shipping the road, i.c., the sea, is free and shipping , 
companies are formed under the Companies’ Acts like any 
other Joint Stock undertaking. They do not require special 
powers for their creation. Moreover, a ship is relatively a 
cheap thing compared to a railway and she has not got to< 
pay for making her road — ^the sea is free — nor does she pay 
for the maldng of her ports and docks. Therefore as there is 
a competition in shipping, because so much less capital is 
required, which does not exist in the case of railways. 
Parliament trusted to free competition to adjust matters. It 
would have been difficult in practice to enforce a limitation of . 
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freights and fares becanse a proportion of English slapping 
— about a fifth — did not come home fox .years togfcther. 
How would it be possible to fix rates for an English slup 
trading betneen Buenos Ayres and Canton? Further, 
Heights are not made op of one voyage there and back, but 
"of a continuous voyage in which cargo may be takeu-on 
board -and discharged many times oveii Each item of that 
cargo goes to make the profit of the voyage but it would be 
impossible for a Commission in l/>adon to allocate the propor- 
tion of the charges of coal taken on in Natal and discharged in 
India, of cotton taken on m India and discharged in J apan, and 
of sugar picked up in Java, combined with wool in Australia 
and discharged in the port of l^ondon along with tea loaded 
in Ceylon for the homeward voyage, ^he freights charged 
depend on the other goods available to make up a cargo and 
they vary with every voyage.)^Moreover, a ship is not bound 
to come to the port of Londo&. She is mobile as a railway 
train is not ) A ship can discha^e almost as well at Rotterdam 
or Havre and the stuff for England could be sent across in 
small coasting steamers regulate shipping to such a point 
that it would leave the English ports would seriously injure the 
British entrepdt trade.) finally ship-owners are faced by 
foreign competition and railways are not.\ The ship-owner 
has to be at liberty to quote such rates as mil eliminate foreign 
competition without being compelled to consider •whether 
he shall have to justify a rise of freights at some future date. 
Moreover, there was still ^nriderable ‘competition in shipping 
before 1514 between the tfamps and the liners.! If liners put 
prices up too high the tramps, bound to no particular line, 
would flock in and bring prices down. 

All these factors have made for individual enterprise in 
shipping and(Jhe history of railway and shipping transport 
during the nineteenth century is in marked contrast, the one 
standing for increasing regulation and the other for freedom ^ 

*Cd. 9092, p. 63 : — '* Shiypme , . . is everywhere exposed to 
intemationai competition and depends for success on elasticity and 
freedom from restrictions Private enterprise uhieh has often saved 
the country in the past, built up the splendid mercantile marine 
without which this war could not have been carried on, and it is our 
conviction that any departure from a pnneipje which has been of sudi 
material value to us, would he a dargerons experiment and a blunder 
of the worst kind *’ 
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^During the century', 1S15-1914, there has been (i) a great 
change in policy rath regard to sliipping. The British mercan- ' 
tile marine had been developed under a series of strict] 
regulations, known as Navigation Acts. These were repealed 
between 1822 and 1S54, and British ship-owners were neither 
encouraged by bounties nor restricted in the way in which 
they carried on their business. There was (2) during the* 
century a series of changes in technique which revolutionized; 
the rvhole carridng trade. {3) Great Britain's predominance 
became more and more marked with the developments of 
the iron and steel ships and the elimination of her great 
rival, the United States, during the Civil War. (4) Competi rJ 
tion__beiLween..British steams^ led to .the growth of | 
s^ping rings ; in other words, the tendency to amalgamation, i 
so nlSrEedUh railways, becomes clear also in shipping. {5) j 
This was followed b}’ the growth of a new foreign competition ’ 
started by States that wished to have their own mercantile; 
marines, and therefore they gave subsidies and other assis-[ 
tance to their national ships. (6) This raised the question' 
as to whether Great Britain should respond with similar' 
subsidies and the matter became more complicated when 
the question of stimulating closer relationship with the colonies 
became prominent after 1897. To a sea Empire the develop- 
ment of shipping commrmications w’as all important. Howi 
could these best be assisted or could they be left entirely to j 
private enterprise ? The colonial factor became an instrument i 
making for the gro^vth of State intervention even in shipping. | 

( 1 ) — Free Trade in Shipping. 

The change of policy known as the repeal of the Navigation 
Acts was carried out betw'een 1822 and 1854.* The main 
object of the series of Nardgation Acts, which dated back to 
1381, had been to encourage the development of English 
shipping for the sake of defence. There was no specialized 
navy till the reign of Charles H., and all the sln'ps, of the 
realm were th e .defence_ofjthc-realm, the King contributing 
his quota of royal ships with the rest of his subjects. Thus 
every ship added to the safety of the country, 'fhe prime 
object of the Navigation Acts was to create a reserve or 
presence in which English shipping might be developed and 

♦Clapham, " Last Years of the Jfavigation Acts," English Historical 
Review, 1910, pp. 48 and 687. ^ 
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they had a political object, lunonal indcpoulence. Tlierc 
were also economic objects and these became clear as colonics 
developed m the se\cntecntb centorj'. English trading ships 
rarely ventured outside Europe in the sixteenth centnrj’ 
and one of the aims in fotudiag colonies nv-is to give English 
sliips an oppoTtunitv’ of going long distance voyages. A 
larger tj’pe of ihip would have to be built and it was hoped 
that England uould produce ships both “tall and fair" 
for the colonial trade The Dutch were, however, the great 
shipping masters of the seventeenth ccntur>' and it looketl 
as if they would absorb the profit of the English colonial 
trade Therefore we find, under Charles I , a long series 
of Ordeiii and I’roclanialions prohibiting the use of foreign 
ships in the trade between the mother country- and the 
colonies or i»« tersa In 1651 this took the shape of 
a Statute, which was re-enacted mtb additional pre- 
cautions in i6<3o, as no Act passed dunng the Interregnum 
was legal. The aims of the Navigation Act of 1660 and the 
various Acts of Trade, Customs regulations and Statute of 
Frauds which supplemented it. were to reserve on area for 
English shipping, to make England an entrepbt or distributing 
country', to make English sliips go long distance voynges, 
to make the colonial tra^e centre in England, to out-distance 
the Dutch and employ Englishmen as seamen. To carry 
this out, the Acts prohibit^ or restricted foreign ships in 
certain lines of trade The trade between the mother country ' 
and the colonies was reserved for English or colonial ships 
and the coasting trade was reserved for English ships. In 
the European trade certain enumerated commodities," 
such as timber, corn and wine, might only come in English 
sliips , certain other Commodities might come in foreign ships, 
but additional duties were levied by the Customs on goods 
permitted to be brought in foreign ships. To m-ake England 
a great distributing country some colonial goods were also 
enumerated, of which sugar and tobacco were the chief, and 
th»'‘?e liad to be brought to England for distribution. The 
enumerations aimed at securing part of the Dutch distribut- 
ing trade To make English ships go long distance voyages, 
goods of non-European origin might not be brought from 
Europe, i.e., colTce might not be fetched from Amsterdam, 
nor cotton from Marseilles. For foreign ships the port and 
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jjilotage dues iu English waters were heavier than those for 
• British ships but British ships had, however, to submit to 
jegulations as to the nationality of the master and crew. 
Q^he ships had to be English built, the captain had to be 
English as well as three- fourths of the crew.^ The Scotch 
did not count as English for purposes of a crew till after 
the Union of 1707. This elaborate code, designed to secure 
the dev'elopment of English shipping against the formidable 
rivalry of the Dutch, rvas approved of by the free trader, 
Adam Smith, who said that as defence was more than opulence, 
the Navdgation Acts were perhaps the wisest of all the mer- 
cantile regulations of the country. It v/as clearly understood 
by contemporaries that the colonial system and the Navdgation 
Acts were part and parcel of the same thing. Colonies were 
regarded as estates to be managed for the benefit of the 
mother country, and the economic instrument of their control 
was transport, and to regulate shipping to and from the 
colonies was to regulate the colonial trade. The general 
effect of the Namgation Acts was to project English shipping 
into the ocean trades as distinct from the coasting trade 
round Europe and the Mediterranean. Whether it was 
because of these regulations, or in spite of them, the British 
mercantile marine steadily increased during the eighteenth 
centur}’^, as did also the shipping of the New England colonies, 
which were under the same regis of protection and control. 
The grondh of shipping maj' have been due to the large 
expansion of English industr}' and the com export, which 
caused an increase of the imports and exports, which gave 
additional employment to shipping. As new colonial areas 
were added and the original colonies developed, the carriage 
of their produce would afford further scope for shipping. 
On the other hand, if it had not been for the Navigation 
Acts the Dutch might have absorbed the grooving sea-borne 
trade of Great Britain as the English did that of the United 
States after 1870. It is possible to have a great exporting 
nation whose trade is carried on in foreign bottoms. The 
fact, however, remains that British shipping survived the 
French wars successfuUj’ in w'hich the sMpping of both the 
French and the Dutch was destroyed. The shipping of the 
United States had also been stopped during the war of 1812.* 
*" Yen few American .ships were taken because they did not dare 
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IGreat Bntain emerged la 1815 without a nval, as the oae 
mower able to carry on the shipj^g of the world in spite of 
I the fact that she had lost about forty per cent, of her ships 
' dunng the years 1603-1814 * The losses had been more than 
made good by increased ship-building. 

By the end of the eighteenth century the English poation 
was so strong that she could afford to consider making some 
modifications in her system. . The period, 1796-1822, is a 
period of minor relaxations (Between 1822 and 1825 there 
IS a change from monopoly to tedprodty, and between 1849 
and 1854 the Navigation Acts were abolished and the colonial 
trade thrown open j 

The period of nunor relaxations was started by the revolt 
of the American continental colonies. The rule was that no 
goods from Asia, Africa or Amenca should come to England 
except in British or colonial ships, and this shut off trade 
between England and the United States except in English 
ships As, however, the English wanted cotton and food* 
stuffs during the war wi^b France, and as the United States 
was a neutral and her ships lelativdy safe, goods from the 
United States were allowed, in 1796, to come to Great Britain 
in American ships. ( The inter colonial trade bad been reser\'ed 
fox British or colonial shipsl Again the rupture with the 
United States introduced new^ complications. They had been 
accustomed to trade with the West Indies and Canada when 
they were British. This was now illegal. The West Indies 
were, however, so badly off for food that the prohibition 
had to be relaxed and the United States was allowed to trade 
ivith the West Indian Islands in 1796, and with Canada in 
1S07 Similar relaxations were extended to Brazil in 1808, 
and the new Spanish Amencan republics in 1822. 

(jn the twenties foreign nations were beginning to resent 
the British dominance of the carrying trade and threatened 
to retaliate by Navigation Acts of their own. The result was 
that in 1824 the Crown was empowered by Parliament to 
to go to sea, with the exception of the few to whom exceptional speed 
gave a chance of immunity. Wlufe the enemy were losing a certain 
small proportion of \essels the Uuted States sufiered practically an 
entire deprivation of external commerce and her coast trade was 
.ihnost wholly suppressed." Mahan, Infiuence of the Wat of 1812 
on English and American Shippmg, p 22r. 

•tv. R. Scott. Peace after War, Vol I., p 46. 
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negotiate treaties on the basis of redprocity in matters of 
shipping. As British shipping was much larger than that of 
foreign nations if concessions were made to get concessions. 
Great Britain stood to gain by this arrangement. Treaties 
were accordingly negotiated between 1825 and 1843 with 
Prussia, Denmark, Sweden, the Hanse towns, Mecklinburgh, 
Hanover, the United States, France, Austria, Frankfort, 
Venezuela, Holland (1S37), the ZoUverdn and Russia. Each 
of these meant the abandonment of some portion of the 
Navigation regulations. 

(^he Navigation Acts were still further modified in the 
direction of the freedom of the colonial trade between 1822 
and 1825. The “ enumeration ” of colonial goods was 
abolished and the colonies were allowed to trade with fordgn 
countries direct.] Certain restrictions, however, remained. 
Goods of non-European origin could not be brought from 
Europe, the “ enumeration ” of goods from Europe was still 
maintained and the inter-imperial trade was still reserved 
for British or colonial ships. Nor could goods be brought 
from Asia or Africa in any but British ships. 

(By 1840, the free trade movement was in full swing and 
British merchants who honestly believed at that period that 
all restrictions were wrong, were anxious to be able to charter 
American ships freely. [ The American mercantile marine 
had developed rapidly. They had plenty of soft lumber for 
ship-building and American crews, trained on the fishing 
grounds of New England, were good seamen. It was said 
that the ships of the United States 'sailed faster and carried 
cheaper than the English. (jJritish merchants wished to lower 
freights by competition. )There were certain inconveniences 
in the existing system of which a great deal was made. The 
colonies, too, saw their preferences dwindling as the free trade 
. party became more and more victorious, and they wished 
for the abolition of restrictions not off-set by preferences. 
{^Canada, for instance, whose preference in com had gone with 
the repeal of the Corn Laws in 1S46, was anxious to charter 
the cheaper American ships for her trade with the West 
Indies, j The Zollverein was threatening to penalize English 
shipping and free traders hoped that once the English had 
abolished all navigation laws that Europe would follow the 
English example. A large party was, however, opposed to 
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the repeal on the ground ot the growing competition of 
America. It was feared, if the ports were thrown open to 
all ships, that the British would never bold their own with 
the greater expense of ship-building in this country, owing 
to the dearness of timber It was said that the merchant 
[Service was the training ground for the navy, and that the 
repeal of the Navigation Acts meant the fall of the English 
sea-power, which rested so largely on the mercantile marine. 
Nevertheless, the free traders gained the day, the Navigation 
Acts were repealed in 1849, the coasting trade was thrown open 
in 1854, and after 1853 there was no longer any obligation 
to man ships with British seamen It is worth noticing that 
shipping has a long tradition of control behind it — 473 years, 
from 1381-1834 

(2)— Cowing of the Steamship and the Contumous 
Change tn Technique 

The repeal of the shipping restrictions came at a time 0/ 
a revolution in sea transport, and all the forebodings were 
falsified. Bet.weejij:830_an^i86o. the iron steainsliip_began 
to prove a success batli /or passengers and cajgo^ and England 's 
great capacity for iron working, witE fief abundant suppUes 
of Coal and iron, gave her the lead in ship-building and the 
carrying trade The evolution of the iron ship was, however, 
gradual Wilkinson, in 1787, had built an iron canaljjar^ 
but it was considere3~t0"be “ against nature." end only 
gradually was it discovered that iron ships were not merely 
stronger but lighter than wooden ships. 'The new motive 
power, the marine engin^ was developed separately_from 
the new material for ships, t e . tbejnarine engine,was_work^ 
originally m a wooden ship. The CharloUe Dtindas was the 
first vessel successfully worked by steam and she plied, in 
i 8 o 2 , on the Forth and Clyde Canal She was fitted with an 
engine constructed at Canon In 1820, aa iron ship to be 
worked by steam was built at tlie Hoiseley Iron Works at 
Tipton, in Staffordshire • The new material and the new 

•She was brought la sections to the Thames and reconstructed m 
the Surrey docks She then steamed to Fans Her builder, Manby, 
set up works at Charenton, on the Mame. and built steamers there, 
another instance of Bnglisb technique reacting on the continent. The 
to?, 'znfu y.ruaA'. "sn. this, twa hijUA 'a . thft. 
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engine were thus combined for the hrst time. Steamers in 
general were, however, only small craft that sailed most 
of the way and oidy turned on steam when the wind failed.* 

e i%-en by 1S60 the sailing ship was still the preponderant type 
f ship.j There were at that date, 6,876 in the United King 
(lorn, as compared v,ith ^47 steamers, and of these only gi 
were between 1,000-2,000 tons and onlj’- four were over that 
size. The steamers were, therefore, small vessels of less than 
1,000 tons and that meant that they could not carry coal 
enough for long voyages if they wished to carr>- any consider- 
able amount of cargo. The idea was also prevalent that 
steamers would spoil the flavour of comestibles carried as 
cargo. The first steamships, therefore, developed as liners 
to cany passengers and mails 

By 1S50, however, coaling stations were established and 
vessels no longer needed to carrj' such large quantities of coal. 
T^ comp ound engine greatly economized the use of coal in 
woriang a ship, and was recognized as a commercial success 
at the end of the fifties. Other improvements followed, 
leading gradually to the almost complete displacement of 
sail bv stean; f The opening of the Suez Canal gave a great 1 

thirty tons. Tea years later an iron steamer, the Prince Alberl, was 
built on the TjTie. Of the four vessels that crossed the Atlantic in 
1S38 under steam, the Great Western was built of iron, Kirkaldy, 
British Shipping, c/i. 4 and f.. 

*Some of the principal dates in the history of steamships are as 
follows : In England the first suceessful passenger steamer was the 
Comet, built in 1S12, but Ftdton, in America, had designed a steamer 
which was engined by Boulton & Watt, and ran regularly betwoea New 
York and Albany from 1S07. In 1S14 a steamer built on the Clyde ' 
ran regularly on the Thames. In 1813 no less than four steamers were 
built on the Clyde ; in 1816 the number rose to eight, and in 1822, 
forty-eight. These were wooden vessels. In 1819 the Savannah, an 
American ship. fTossed the .Atlantic and used steam as an.ausiliary 
to sails. By 1838 four ships crossed the Atlantic using steam all the 
way. They took from fourteen to seventeen days and proved the 
practicabilitj’ of steam for long ocean voyages. In 1825 a vessel, the 
Enterprise, went to India, using steam as auxiliary to sails. After 
halt a century of experiment it was demonstrated between 1850 and 
i860 that the steamship was not only practicable but would pay well 
financially for both cargo and passengers. For the history of the 
liners, see " Quarterly Review," igoo. Volume 381. Ocean Steamships. 

fin 1S90 the United Kingdom possessed tliree million tons of sailing 
vessels ; by 1900 the amount had declined to a little over two million 
ions, and by 1913 to 850.000 tons. Cd. 9092, p. 54. 
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impetus to the adoption of steam, as sailing vessels cannot 
navigate the Canal 

The four things aimed at in building and working a ship 
are economy of fuel, economy of labour, space for cargo and 
cheapness of construction 

Economy of fuel was obtained by the compound engine 
and this was improved upon by the triple and quadruple 
expansion engines of the eighties and the nineties, until 6-lbs 
of coal per horse power per hour was reduced to lb. of 
coal per horse power per hour • 

Economy of labour in working was obtained partly by the 
adoption of mechanical appliances and partly by building 
larger and larger ships as fewer men in proportion are required 
to work large ships t “Such vessels are more economical 
and in peace the country that can run its vessels most economi- 
cally will necessarily be the predominant carrying power." J 
The cargo canying capacity of a ship was increased by 
two things IaJ:be seventies the material of which a ship 
was built began Td'b'e bbanged and steel began to be adopted 
in the place of ron. Steel was lighter than iron, and tlds 
meant that more cargo <»uld be stowed before the load line 
was reached, the displacement of a steel ship was less. 
Moreover, it was cheaper to run steel ships than iron, as the 
life of a steel ship was longer than an iron one. 

The cargo carrying capacity was also increased by develop- 
ments in the marine engine In the first place, with economi- 
:al engines, less coal was carried and more space left for cargo. 
Then the engines were improved upon so as to take up less 
space. The turbine and the geared turbine for cargo boats 
have be^ pioneers in this respect. Their weight is also said 
. to be less and therefore the loading capacity of the ship is 

•KirkaWy, British Shipping, p 131. The first steamer fitted with 
triple ezpansiOB eiigues was launched m 1881 aud the quadruple 
expansion in 1894. Kirkcaldy, op. eU . pp. I3i'i32. 

tAn article on filerchaut Shipping u the Quarterly Hevtew, 1876 
Volume 141, p. 3O3, says that the proportion of men to each xoo 
toes was, in 1S52, for satlme ships, 4.35. and for steamers, 8.04. 
In 1874, the proportion for sailing ships, 3. 19. and for steamers, 4 . 10. 
. . "A great deal of the heaviest work formerly done by men is 
now done hy machinery, especially in steamers. The steam wmch 
is the best man in the ship.'* 

;Cd 9092, p. 54. 
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increased. Tlie great example of economy in space in con-' 
nection wth the motive power of the ship is the motor or oil 
enginejiising oil fuel.. The engine takes up less space, less 
space is needed for storing oil fuel than for coal and oil needs 
fewer men as stokers. 

In addition to tnese changes in technique which the 
small iron steamer became the huge steel ship worked by 
turbine or motor,. there has taken place a considerable speciali- 
zation o/shippingTsucli as oil-tankers and refrigerating ships.- 
'^nThe daj'S of file old sailing ships there were two types/' 
of sliips, the great East Indiaman and the West Indian free 
trader, a smaller, handier and less specialized type of ship. 

. With the coming of the steamship tw'O types again appeared; 
\the liner and the tramp. The liner had Tegular_rqutes,. 
scheduled sailings and carried passengers and mails as well 
as that tjq)e of cargo that required speed, such as things liable / 
to a change in fashion. The liners were therefore swift asj 
w^ as reghlar. The tramp was a cargo vessdj often chartered 
to tSird parties, and was free to go anywhere and" carry any- i 
thing that would pay. In the tramp were moved the great 
seasonal cargoes of rice, cotton, wheat and wool. The tramps ■ 
would often break ground for the liners. They would pick / 
up cargo in likely or unlikely places and make the breach ' 
and as the trade developed the liner would come in with its ' 
regular sailings. Tramps thus often acted as the scouts of the 
regular service. Before the war, about sixty per cent, of 
British shipping consisted of tramps and forty per cent, of 
liners. The tramp dealt uith the larger part of the bulky 
cargoes. A further specialization developed in the vessels 
built for the frozen meat trade and the tank steamers for 
carrjung oil. 

(3 ) — The Supremacy of the United Kingdom in Ship- 
Building and in the Carrying Trades. 

Tn iron and steel ship-building, as is only natural with her 
start in engineering, the United Kingdom has been the world’s ' 
ship-builder. Before the war the twin industries of ship- 
building and marine engineering ernploj-ed together wdl 
over 200,000 work-people ; the capital invested was not 
foss than £35 millions, and. the annual output exceeded a 
gross selling value of £50 millions. The normal production 
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before the war was greater than that of all fotdgn ship yards 
put together.* At the outbreak of the war the British 
mercantile marine was the largest, the most up-to-date and 
the most effident of all the nuirchant navies of the world. 
It comprised nearly one half of the world's steam tonnage 
(12-4 milbon tons out of about 26 nullion tons net) and was 
four times as large as it-s nearest and most formidable rival 
— the German mercantile marine-flThe United Kingdom 
energetically sold her old ships to foreigners and equipped 
hersdf with the newest and largest type of vessel. The 
result was that " the merchant tonnage of foreign countries 
was as a whole older and less efficient than the tonnage of 
the British mercantile marine "J Of the tonnage on the 
register in 1913, eighty-five per cent had been built since 
1895, and forty-four per cent since 1503. These vessels 
consisted of the large and most effident type of ship. 

1913 Ne. Tens 

Steam \«sseU of less tbaa t.ooo 

tons • • • 8,855 1,100,000 ' 

Steam Vessels abo^e 1,000 tone 3.747 10,173.000 

ia,6o2 ».a73,ooo 


This was the strength of the United Kingdom in peace and 
liei weakness in war, as these latne ships made such a target 
for submarines and, when sunk, the loss of a single vessel was 
disproportionately great. 

'The world’s ship-builder was also_the world's carrier ana 
the ^United Kingdom not merglj^built the ships but she 
used them The reason for the predominant position of the 
United Kingdom as a carrier was due to the fact that she 
was the industrial centre of a world-wide Empire and drew 
on the whole world for food-stuffs and raw material. The 
great coal resources of the United ffingdom not only provided 
outward cargoes for a large amount of shipping that would 
otherwise have gone out empty but supplied bunker coal to 
much of the shipping engaged in the foreign trade. § Tlus 

*Cd. 9093. 
tCd. 9093, p. 53, 
lOp. Cit., p. 55. 

}Tweaty-one rajlIiMi toss was saj^lied loT banler Jo J913. This 
13 not included m tbe figures of tbe exports of coal Cd op. (il., 75. 
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island possessed coaling stations specially suited to British 
ships distributed all over the v/orld and had established by 
a long start historical lines of connection that would be 
difficult for new comers to sevecr in their favour. 

The very ubiquity of the British demands and commercial 
connections makes the United Kingdom a country where 
nothing comes amiss and where most things can always be 
disposed of somewhere else if not required here. The result 
is that she became the pivot of the world's sea-borne trade. 

In the period before the war the British were the ocean 
carriers of the world and forty per cent, of the world’s sea- 
borne trade was with the United Kingdom while British ships 
carried about fiftj’-two per cent, of the total sea-borne trade 
of the rvorld. The strength of British shipping lay in the 
ocean trades, i.e., the trade with countries outside Europe 
and the .dediterranean. As regards volume, the greater part 
of the trade before the war w’as with countries in Europe and 
on the Mediterranean, but as regards value the greater part 
of the trade was with countries outside Europe.* “ The 
possession by England of the bulk of the world’s over-seas 
trade not only gave British ships ample cargoes but also made 
it possible for English ship-owners to lay out the trade routes 
so as to insure fullest possible cargoes for their ships at all 
stages of their voyages.”! Na-vigation Acts had deliber- 
ately projected this country into the long distance voyages 
or ocean trades and as the colonial trade was the connecting 
link in the past, so the Empire is to-day of great importance 
in maintaining the British hold on the ocean trades. 

It is interesting to notice that this great revolution in 
ocean transport involved in the change from the sailing 
sliip to the steamer v/as assisted in the first place by subven- 
tions given by the British Government for the carriage of 
the mails. These were paid to the Cunard line and to the 
Peninsular and Oriental Steam Navigation Company, the 
Royal Mail Steam Packet Co. and the Pacific Steam Namga- 
tion Company. Since that date subventions ha%’^e been given 
for fast mail steamships that complied with J^dm ird^ 
requirements in building and which could be used as ermsers 

*C&.~6p. cit., p. 75. 

fGovernment Aid to Merchant Shipping, G. M. Jones, TJ.S.A. 
Eepartmeat of Commerce, Special Agents' Series No. 119, 1916, 
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in time of war. Cargo shijis have, however, received no aid 
from the British Government and aljo ut si^ ty £er-cent. of 
Bntish tonnage consisted of tramps. IniS^t was calculated 
that the proportion of British shipping receiving postal or 
construction subventions did not amount to more than three 
per cent of the total * It is, therefore, true to say that 
English shipping received no government aid except “for 
services rendered," and that by far the larger proportion of 
her ships were built and launched without any government 
aid whatsoever at a time when her ports were thrown open to 
all the world In both English railways and English shipping 
the new transport developments were the work of individuals 
who were able to obtain hnandal backing either from the 
Banks or from the public who subscribed to the companies 
It was. however, the taobiUsation of capital in Joint Stock 
companies that enabled these great undertaldDgs to be carried 
out on so large a scale 

During the nineteenth century Great Britain witnessed 
fhe eclipse of one great shipping rival and the rise of another. 
In the middle of the century the United Kingdom had a 
formidable competitor in the United States for both ship* 
building and cart^ring. Hawthorne writes of America “ dis* 
puting the navigation of the world with England.” Returning 
from his mission to England, Buchanan publicly dedared 
that “ our commerce now covers every ocean, our mercantile 
manne is the largest in the world.” On the eve of secession, 
Alexander A. Stephens said, in a speech delivered before the 
Georgia I,egislature, " We have now an amount of shipping, 
not only coast-wise but to fordgn coUIlt^^es, which puts us 
in the front rank of the nations of the world. England can 
CO longer be styled the ‘ Jlistrcss of the seas.’ ”t 

Within twenty years all was altered. The Civil War 
caused a good deal of destruction to shipping, but more 
disastrous still from the point of view of America was the 
English skill m iron working and ship-building and the ever 
progressive nature of the English ship-yards The large 
quantities of vessels turned out by the yards of the United 
Kngdom gave all the advantage of mass production ; the 

•G M Jones, " Govenuaent Aid to Merchint Shipning," p 2t. 

fThe Entish MerennWe Mamie, Quarterly p. 333. 

For figures, lee pp. 160, 193 
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cort of ship-building was much larger in the United States 
tliaiim-England-andrfCCordingb'V American capital was sunk 
in other directions^ — ^in railways and other constructional 
works, and the United Kingdom remained the mistress of the 
Atlantic. jj 

(4 ) — The Growth of Foreign Shipping. 

In the middle of the eighties a new form of competitior 
began to develop. With the accentuated nationalism of the 
period after the P'ranco-Prussian War, nations began to wish 
to develop their own shipping and to be less dependent on 
Great Britain. They began to stimulate the creation of 
national shipping by means of subsidies in various forms. 
Sometimes they took the form of bounties on construction 
or bounties given in proportion to the number of miles worked 
or a direct government grant ostensibly for the mails but in 
excess of “ serrdces rendered.” Indirect aid in the shape of 
special railway rates, special concessions for the carriage of 
ship-building material oyer the State railways, the free 
admission of goods required for railway construction, whatever 
the tariff on other things, the reservation of the coasting 
trade to national ships, the payment of the Suez Canal dues, 
exemption from taxation, loans to ship-owners and reimburse- 
ment of port dues are all forms of State aid to shipping 
practised since the eighties by the various States. France 
started this elaborate bounty system in 1881 and was followed 
in 1885 by Germany, Italy, Austria, Hungary, Japan, Russia, 
Denmark, Spain, Belgium and the United States, all of 
whom adopted some of these forms of State encouragement 
to national mercantile marines and they were still in force 
in 1914.* ]! 

Whether it was in consequence of these aids, or in spite 
of them, the most noticeable phenomenon was the rap id 
development^of- the_ Gernmn inercan tile m arine which soon 
became a formidable competitor to Great Britain. In any 
case, rvith or without government aid, German shipping would 
probably have developed rapidly to carry the growing export 
and import trade of Germany. The fact that the foreign 

•For particulars. Committee on Steamship Subsidies, Cd. 1902. 
Royal Meeker, History of Steamship Subsidies. G. M. Jones, Govern- 
ment Aid to Merchant Sliipping. 
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trade ot Germac) ivas mncentrated in a very fen ports, 
mainly Hamburg and Bremen, which assured a maximum 
of cargo for ships calling at these ports, and also that the 
imports and exports of Germany were well balanced in tonnage 
giving freight both ways, were of considerable assistance to 
the German mercantile marine. The development of Ger- 
many’s great iron and steel industries in the eighties provided 
the raw material for ship-building which the State railways 
carried at specially low rates to the ports. WTiile specially 
low railway rates were granted on goods for export going 
out by any ship, a special tariff was drawn up for goods 
going out by German ships to the I,evant and East Africa.* 
Postal subventions, uodistinguishable from bounties, were 
given to the North German IJoyd for services to the Fat 
East and Australia, and to the German East African Line and 
these were only given to German bmit ships t 
The most successful devdopment of German shipping was, 
however, in the Atlantic trade and here no subsidies were 
given. The success of the liner traffic was, however, based 
on the emigrant traffic and the emigrant traffic was so worked 
through the control stations that it was the foundation of 
the German Atlantic trade These control stations were first 
established in 1894, after the outbreak of a dioleia epidemic in 
Russia, and all emigrants from Russia and Austria coming 
out via Germany, had to pass through them Their erection 
and management were given by the Government to the 
Hamburg Amerika and North German Lloyd companies and 
no steamship was allowed to cany emigrants from Germany 
without a license. Such a license was oiy granted to English 
steamship companies under special restrictionsj wliich ham- 
pered their business Furthermore, ermcrants in the control 
•The Report on Shipping ol 1918 seems to consider that these special 
export rates were given when there was thought to he a suificient 
reason for so doing to goods sliipped by German lines to South America, 
the Middle and Far East, and even Australia. Op at , p. 99 §3250. 

fThe North German Lloyd received £30.450 for services to China, 
the East Indies and AustroJia , the Hamburg Amerika, £10.000 for a 
service to Heligoland and Borfcum and the German East Africa hue 
£67.500 for the service to East Africa The Belgian Goverument 
also paid the North German Lloyd a subsidy of Bo, 000 fr a year to 
call at Antwerp ett route for Anstralia and the Ea«t .and refunded 
tight and pilotage dues Cd 9092. 8228-8234 
JCd 9092, p. 6 
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stations who intended to ship bj' British lines wexe 
“ subjected to every kind of inconvenience to make them 
travel by the German lines. Their tickets were often forcibly 
taken from them and not returned to them for days, whilst 
in the interval these poor people were left to incur expenses 
at the control stations which they could ill afford and were 
often forced to return home. Meanwhile, the agents of the 
German lines sought to cajole them into bu3'ing tickets 
from the German lines, generally by threatening to have them 
sent back to their homes if they did not compl}-.”* These 
control stations became the great German weapon in the 
struggle for the .‘Atlantic’. It must lie remembered that liners 
carrying passengers and rel3dng on them to pay the bulk of 
the cost are enabled to cany' goods at clieaper rates in conse- 
quence and thus the development of the liner traffit: based 
on emigrants assisted the whole German export trade to 
ISTorth and South America. 

A great deal of the success of the Gennan mercantile marine 
was due to the organization of German shipping. Over sircty 
per cent, of Germany's shipping was h.eld by a group of ten 
lines worlnng with one another, and those lines outside the 
ring were in close relation with the original ten constituting 
the “ Reederei-Vereinigung.” A contract with one of these 
lines was a contract with the group, each line w’as prepared 
to support every other against foreign flags, and they brought 
their united weight to bear upon their rivals. German 
competition w'as felt in all the ocean trades and it affected 
the British entrepot trade and transhipment business.! The 
general effect of the development of the national mercantile 
marines was that although the volume of trade carried in 
British ships was increasing, the proportion of the world’s 
trade carried in British ships tended to decline, j 

(5 ) — Combination in the Shipping World. 

A new feature became noticeable in British shipping inj 
the eighties, mz.. the growth of rings or conferences fixing! 

"■Jn .1 letter to the Foreign Ofnce, 5th November, 1913, certain of 
tile British lines wrote as follows : " The arbitrary action of the agents 
of the Gennan lines has taken tlie form in the past of compiilsorib' 
separating friends and relations at the control stations." Cd. 9092, p. 9. 

tCd. p. 88. 

^Seo Table, p. 75, op. cil. 
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j rates t>y agreement After 1S73, there ensued a period of 
'great depression in shipping Steam tonnage had become 
, more effective than sailing ships, steamers could make more 
voyages, and therefore added considerably to the tonnage 
^ available The Sner Canal shortened the route to India 
and again made more tonnage available. Sleannhile ships 
were constantly being produced which made still more tonnage 
available and as the new ships wereincreasingly equipped with 
the latest tj’pe of engines and were built of steel they, too, 
padded to the effective tonnage competing for freights. On 
top of this came the foreign subsidizing which called into 
esdstence a certain amount of tonnage which would othenvise 
not have existed, and supported by the Govenunent, it 
could work at low rates There was in consequence of all 
this tonnage a cut-throat competition and a great fall in 
freights.* 

This great drop in freights, due to the cutting of rates 
through competition, made slupping unremunerative and 
highly speculative. Shipping became a sheer gamble. The 
result was that shipping nogs or conferences were formed to 
stabihze rates and to introduce some sort of sound basis for 
the industry f There was a ten per cent, charge called 
primage, made to merchants for the use 0! the ship's gear in 
loading and unloading The custom grew up of pving this 

*The foUon-uig rvSl serve es lastances Report oa Agricultural 
Depression, 1894 " C 7400, 11 . ^*66* 

Jan . i8je 1880 rSSf 

New York to United 

Kingdom or Continent 

per qr. (gram) lor. 6d. 6r. od. 4s od. 

Philidelphia to United 

Kingdom - - 10* 6d. ~ 4* od. 

/on. 1881 1885 /an, 180J 

San Francisco to United 

Kingdom, per ton 

(wheat) - - 67* oiT 70J. od. 401 od 22S 

Jan., 1872 Ftb , 1893 

Odessa fo United Kingdom 45s od. js. 3d. 

Coal from Wales to Aden 

(ton) - - 27s 6d. us °d. 

Coal from W’ales to 

Bombaj (ton) • 34s od. n* °d. 

■fOn the whole question, Rojal Commission on Shipping Rings. 
Cd. 4668 
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ten per cent, back to merchants who shipped regularly with; 
the same company. Out of this arose the deferred rebate! 
by which the conference lines worked their monopoly. li^Tien 
a number of ships entered into a conference or pool they fixed 
the rates of charge and in order to prevent their customers 
shipping by other lines outside the pool they gave a rebate 
to those shipping regularly bj' them for six months, but this 
was not paid for another six months, so that there was always 
six months’ rebate in hand which was forfeited if the person 
to whom it was owed shipped by a line outside the conference. 
They had thus a certain amount in hand to guarantee 
“loyaltj*.” The first conference was formed in 1875 to 
regulate the trade to Calcutta and it started the deferred 
rebate s}'stem in 1S77. In 1879 China conference was 
formed, in 1SS4 the Australian, in 18S6 the South African, 
in 1895 the West African and the North Brazilian and in 1896 
the ^ver Plate and South Brazilian and the West Coast of 
South America in 1904. The British coasting trade was not 
in a combine because they had to meet the competition of 
the railways. In the North Atlantic trade a conference 
existed for the passenger service only. / These conferences 
not merely fi.xed freight rates but they entered into under- 
standings or agreements to respect each other’s spheres of 
influence.) “ Thus an understanding is said to exist between 
the Rangoon and Calcutta Conferences under which the lines 
of each abstain from trespassing on the domains of the other.”* 
The conferences existed mainly in the export trade, there 
were few in the home import trade.) The outward cargoes, 
being chiefly manufactured goods, they were despatched in 
small quantities and it w'ould not pay a merchant to charter 
a whole ship ; he therefore took the terms he could get for 
the portion of a ship. ^On the homeward journey the cargoes 
were wool, corn, rice, ore and timber for which a w’hole ship 
could be chartered, and here it was the rates at which tramps 
could be hired that to a large extent determined the price, 
and the rates at v/hich tramps could be chartered varied 
and it was impossible to keep up a regular rate of charge 
when faced with tramp competition.^^Yet in some cases 
conferences did work even in the homeward trades. The 
advantages claimed for the shipping rings were the promsion 
*Cd. 4CG3, p. ii. 
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of re^ar sailings and stable rates of freight. They were not 
j high at one time and low at another. With greafef steadines.s 
of rates a better type of steamship was said to be provided 
and there was greater economy of management, hence 
freights charged were on the average lower. Charter patties 
tended to become standarized for each route and with the 
growing regularity of sailing and arnval it was possible to 
reorganize the dock labour at the ports so as to de-casualize 
much of it. The whole object of the conferences was to 
abolish rate wars with the inevitable wastes they entail. On 
the other hand, the great objection urged agamst,the confer- 
ences was that they sometimes charged lower rates^from'the'" 
continent or from the United States than they did from British 
' ports and thus affected unfavourably the export of British 
goods by giving a sort of bounty to foreign goods 
rshape of low rates. In some cases it was held that by low’ennf^ 
rates on foreign goods the shipping rings nullified the effect 
of the colonial preference system.* The shipping companies 
' urged that they gave these low rates to prevent forei|;n steam- 
ship lines entering the trade. So great was the objection to the 
rebate system which tended to limit the shipping competing 
to South Afnca that the South African government, in 1912, 
refused to give the mails to any line working on this system. 

With the growing competition of Germany and the great 
pressure her organised lines were able to bring to bear confer- 
ence agreements were entered into writh German ship-owners. 
Divisions of territory were arranged by which the United 
Kingdom trade was confined to Bntish lines while the German 
trade, and sometimes that from Dutch and Belgian ports, was 
reserved to German lines. It was an arrangement " to keep 
off one another's territory ."t The Germans didnot , however, 
observe their agreements loyally, or rather they observed 
them " only so far as it paid them to do so.” Where an 
important object could be served by disregarding an agree- 
ment an excuse was generally found. It would appear 
that the British lines “ preferred to put up with a certain 
^ount of evasion rather than engage in a ruinous rate war.”J 
It is interesting to observe the same tendency to-amalgama- 
‘tion becoming prominent m shipping as it had previously 
•Dominions Commssion, CiJ. 7210 (1911] 
t Cd. 9092, p. 103. t cd 103 
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become prominent in railways. There is the same objection/ 
to a monopoly and the same answer that combinations secure | 
a.-more- efficient -service. ^ 

British shipping was vitally affected by the war, in which/ 
her losses were disproportionately heav}^ since she lost the* 
^est and m ost efficient types of ships* Between August, j 
19147^53 August, 1917, over three million tons net of British 
shipping and one million of Allied shipping was destroyed * 

. There was a great loss of specialized vessels such as tanlc 
steamers and refrigerating ships. The withdrawal of thd 
ships from the distant trades to economize shipping for the 
near-by trades had the result that other countries, notabl}'! 
Japan, filled the gap. British shipping was Hmited in its! 
profits .by the fixed rates under Government control and b}'; 
the taxation of eighty per cent, of the Excess Profit Duties 
neutral ship-owners, such as the Dutch and Scandina\daus, 
were not so limited and were able to realize enormous profits ' 
which it was feared would enable them to build and run ships, 
in effective competition with British ships. The loss of ' 
shipping was practically aU in the ocean trades and thesei 
long distance voyagesf were England’s specialite. Great; 
Britain, therefore, came out of the war vrith h^ great position, 
threatened by the rise of two very important rivals, the 
United States and ..Japan. While she has emerged from the 
war with less tonnage and much of the replacement of a' 
less efficient nature she has also emerged with a productive, 
capacity for ship-buildingf that is in excess of an3i;hing 
she possessed before the war. She has also gained b}'- the 
elimination of a rival whose unscrupulousness and efficiency 
combined to make her a formidable menace to an industry ) 

*Cd. 9092, p. 58. 

dCd. op. cit., p. 62. 

JCd. 9092, §64. " With regard to the supply of Ship and Engine 
Forgings after the war representatives of the Forge Masters assured 
us that, taking into account the new plant which they had added 
during the war, their power of production after the war wiU far exceed 
any prospective home demand. They stated that they had no fear 
of fair competition from abroad, but that the " dumping " which had 
taken place before the war had severely injured their trade, and might 
have led, but for the orders of the Admiralty and others who called 
for British materials, to the final closing of their works. Tliis dumping 
they held was largely a political move designed to destroy the British 
Forging Industry. ’ p. 27. 
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(which was a vital necessity to an island people. It is posable 
I that the 4 eyelopineDt of oU as aiueLfor steame^rsjn ay influ ence 
British shipping adversely dnce coal formed such T' large 
proportion of the tonnage carried in British ships. In 1913 
no less than 65 .6 million tons of coal were shipped to Europe 
‘ and the Mediterranean and lo.6 million to countries outside 
Europe. The coal sent to countries outside Europe was 
carried almost e-xchisivyy in British vessels and prevented 
ships which brought in food and raw materials going out in 
ballast. Since this country requires a great many bulky 
products, such as food and raw rnatenals, she requires for her 
service more inward space than outward. Therefore if ships 
can fill up on the outward voyage with coal the price of the 
goods brought home does not have to cover the cost of both 
f voyages. The United Kingdom, therefore, received her food 
and raw materials under specially advantageous conditions 
as regards freight charges. 

{t)—The Government and Shipping. 

' Although the whole development of Britisb-steam-sHpplng 
has been on free trade Imes, signs are not wanting that if 
necessary the Government would intervene to protect Its 
shipping against a concerted attack by fordgn governments. 
When the Kaiser Wtlhelm secured the record for the fastest 
Atlantic passage and when it seemed as if the blue ribbon of 
the Atlantic might pass to Gennany, the United Engdom 
gave, in 1903, a loan of /2.600.000 to tBr’CnnardTihe at 2J 
per cent, to build two turbine vessds of twenty-five knots, 
which proved themselves the fastest things of their kind afloat, 
— the Lusitania and the Manrrfaiiia. Again, when there was 
a question of developing trade between the West Indies and 
England, a subsidy of £/\o,ix>o a year was giv^en by Jamaica 
and England for the years 1900-1910 to the Elder Dempster 
line to provide the shipping facilities required. At the colonial 
conference of 1907 the British Government also agreed to 
.subsidize ships for an “all-red route" but no further steps 
I were taken. The Englis h load line was jaisedin jgod-to-the 
|same hdght as the GerinM to put English ships on the same 
footing as German ships as regards carrying capacity. It was 
^suggested by the Committee on Shipping Subsidies, in 1902, 
^and frequently at colonial conferences, that theJnterumpMml 
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trade shotild be again . reserved for imperial shipping. The 
Uhited'Kirigdom has never repealed the clauses of' the Act 
16 & 17 Viet. c. 107 §324-326 by which Her Majesty by Order 
in Council, was_endowed with right of retaliation against any 
foreign country: that penalized the shipping of the United 
fingdom. Only for sixty 'years (1854-1914) has British 
shipping been completely free from government control 
except, for the safety regulations imposed by the Board of 
Trade and the requirements laid down for the protection of 
seamen as to wages, accommodation and food. 

The following figures show the relative superiority of 
the various shipping nations in 1914 and 1925 : 

World's SnipriNc. 


Sea Going Steel and Iron Steamers and Motor Vessels, 


Country, 

Gross Tonnage.* 

Percentage ofl 

^orld Tonnage, 

July I, 1914. 
Tons. 

July I, IQ25. 
Mill. Tons. 

July 1, 1914. 

July I, 1925. 

The World . . 

43.5 

58.8 

200.0 

200. Ot 

British Empire 

20.3 

21.5 

47.7 

30.6 

U.S.A.t 

X.8 

IX. 6 

4.3 

19.7 

Japan 

1.6 

3.7 

3.9 

6.3 

France 

1.9 

3.3 

4.5 

5.6 

Germany 

5.1 

3.0 

12.0 

5.1 

Italy 

1.4 

2.9 

3.4 

4.9 

Holland 

t.5 

2.C 

3.5 

4-4 

Norway 

1-9 

2.6 

4.5 

4.4 

Sweden 

1.0 

1.2 

2.3 

2.0 

Spain 

o.g 

I.I 

2.2 

1.9 

Denmark 

0.8 

I.O 

1.8 

1.7 

Greece 

0.8 

0.9 

1.8 

1.5 

Belgium 

0.3 

0.5 

0.7 

o.g 

Other 

3.= 

2.9 

7.5 

5.0 


The increase in motor vessels has been the most striking; 
development since 1914. i 

•Voj. Tonnage. 

Great Britain and Ireland • . . . 305 754.495 

Norway .. 233 345.965 

Sweden 211 277,947 

Gcnnany 196 275,656 

U.S.A. 197 267,119 

Denmark .. .. 112 191,837 

Italy 96 ^42,158 

Holland 128 138,397 

other 667 320.409 

** Lloyd’s Register, 1925-6,” Table 13. 


* ** Lloyd’s Oilcndar, 1926.” p. 378: Wooden and composite ships not included. In 
1925, they comprised 1.1 million tons. 

t Steel and iron steamers on lakes not included amounting to 2.5 million Ions, 
i It must be remembered that in 1925 much tonnage was laid up. According to the 
Chamber of Shipping the tonnage laid up in the principal ports of the United Kingdom on 
July 1st, 1925, was 420 ships of 777, 000 tons, i.c., an equivalent of 4 percent, of the gross 
tonnage. At the same date the tonnage laid up abroad was six million tons or 10 per cent, 
of the whole, ** Lloyd's ^lendar, 3926/' p, 386. 













PART VI 


THR INDUSTRTAI, AND COMMERCIAL REVOLUTIONS 
AND THE NEW 'CONSTRUCTIVE IMPERIALISM 

SYNOPSIS 

Tlie coming o! machmety and mechanical transport gave a new 

value to contincJtal colonies. 

I —PERIODS OV COEOMIAI, HlSTORV. 

1 —The first Empire and its disn^ iiign. i6o3'i776. Causes of the 

revolt of RleThirtecn coatmental colonies 

a— The Period of fijjft/ 17S3-1870. General dislike of colonies. 

England orgaoiaed for vrorld exchange had no use 
for the narrower limits of the colonial system 

3 —The creation of new colonial values by the develop ment o f 

tnechanical transport. iS70*iS95. The ecumS^ 
for colonies by European powers. The new 
chartered companies a link between the old policy 
and the new 

4 —Reaction from worid economics to Istpeml economies. i6p5>i9SO 

The period of constructive unpenahsm. Cham> 
berJain as Colonial Secretary. Great Sritain 
influenced by the growing rivalry of Germany, 
the colonics influenced by the presence of Russia 
and Germany m the Pacific and the nse of Japan, 
II. — The EurriR® dv AthtAHCS 

I— Conferences, 1887, 1897, 1902. 1907, 1911, Imperial Wat Con- 
ferences. 1917 and t9rfl. The War of 1914 
accelerated Imperial Consolidation. India 
admitted to the Conferences. 

2 — Communications : Fenny Postage. Cables. 

3— The Preferential System. '■ 

(a) Tarifls. Eenusciation of the Belgian and German treaties 
by Great Britain in 1897. Preferences given to 
British goods by the self-governing colonies and 
the West Indies either by 8urtax_ or by rebate 
Extension of the system to the inter-impenal 
trades, Snb^ized. mail services in the inter- 
- traperial trade 

(t) Pieferences m finance. Through the Colonial Stock Act 
the Colonial Governments obtained from Great 
Britain cheap loans. Preferences in income-tax 
treatment. 

(e) Tariff Preference given by Great Britain in 1919. 
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4 — The development of inter-imperial trade. The appointment of{ 

trade commissioners to act for the Empire, 1908,1 
1917. ‘ 

5 — ^The development of the resources of the Empire. 

(«) The Dominions Commission. 

(6) The importance of rapid sea communications. Imperial 
i Shipping Committee. 

(c) The appointment of the Bureau of Ento molog\', 191.^, the 

I Imperial Mineral Resources BureauT^igiS, and the 
Impenal Economic Cominitteev T^2 s'. 

III. — Th£ Empire ik Trust, 

The development of the undeveloped estates. 

1 — The finandng-of-railwaj-s, Uganda, West Africa, Sudan. Colonial 

^ans Act, 1899. ... ' — 

2 — Encouragement of scientific agriculture and experimental stations. 

Grant of £10,000 a year for cotton growing erperiments. 

3 — The encouragement of investigation into tropical diseases. 

— Preferences on export of raw material. 

5 — The changing position of India from the Empire in Trust to the 

Empire in Alliance. 

(а) Admission to Imperial Conferences. 

(б) Permitted to increase cotton duties. 

(e) Trade Commissioners £01 India. 

(d) Adjustment of Indian migration within the Empire. 

6 — ^Tlie advantages of being a member of the British Empire. 

T he industrial revolution had created a dejnaadrioi-uewJ 
comm oditi es, increasing quantities of raw material were • 
iequire3r^arkets_were needed for the new mass production, 
a new commerce was inaugurated which in its turn made 
demands on new forms of transport. Transport again 
quickened the whole volume of transactions and stimulated 
a new industrial and commerdal development which proved 
to be a veritable commercial revolution in that it altered 
the relative value of the commodities which were the subject 
of commercial dealings ; it_brought -new-articles into com- 
merce and created a further demand for raw inaterials, 
food-stuffs arid markets. The result of the industrial, com- 
bined with the commercial revolution was to give a new value 
to colonies and - to inaugurate a new scramble for the 
unoccupied territory of the world on the part of all the Great 
Powers. As far as the United Kingdom was concerned a 
great change took place in her attitude towards the overseas 
possessions. M the begioring of- the century she regarded 
them as burd ens, at the end as„assete_of_yalue, and they . 
proi’^ed to be one of the great factors in producing that reaction 
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from laissez-faire which is so characteristic of the modem 
economic policy of States. 

The function which the Empire played in the commercial 
revolution was to pro%’id€ increaang quantities of raw material 
increaring quantities of food, increased employment for 
shipping in the long distance trades, a great field for the 
investment of British capital abroad and important markets 
for British manufactures. 

L— Periods of Coto-sut History. 

The history of the economic relations between England 
and bet colonies may be divided as follows • 

1— 1603-1776. The Old Colooiil System. 

2— 1783-1870. CoIoDiU laissez-faire 

3 1870-1895 Reaction due to fotefgn competitfon. 

4-1893-1910. Constructive Impenalism. 

(X) 1603-1776. Tht First Empire and its Disruption. 

Under the old colonial system colonies were regarded as 
estates to be worked lot the benefit of the mother country, 
England had a small population of about 4-5 millions in the 
seventeenth century ; why should she allow her people to 
leave and be burdened with the cost of defending them 
from Spam, Holland or France unless they were going to 
develop her power to a greater extent by leaving the country 
than by staying ^ From the very outset it was understood 
that the colonies roust help to form a se]{;Su^cjDg_Emj)ire 
by supplying England with tfieTob'SCaTsEe would otherwise 
have to get from Spam, or the sugar she would have to get 
(from Holland. With great shortage jjf^rawjmaterials 
jin the eighteenth-cratuijvcolonies acquired a new value as 
producers of timber, naval stores, flax, cotton and silk, 
and bounties and other forms of eacouragement were given 
on their production. The colomes had to get their manu- 
factures either from England or via England and the iew 
competing ind ustries, su^ as doth or hats that were started 
ia the colonies were discouraged. The plantations were not 
to compete with Great Britain, only supplement. After all, 
England had tlie burden of their ddence and they must not 
cripple her resources. These’ restrictions were enfor«d 
through the Nad gatiop Acts and .Acts of-Trade. If foreign 
ships could not Irequent the colonies and if colonial ships 
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could not trade with foreign countries, then manufactured 
goods were bound to come from or through England and 
tobacco and sugar were bound to come to England. The 
co bnies jveiejav'ouied by a prefeientiaLtariff.in the, British 
and in the case of tobacco, English tobacco growing, 
whicSwas a considerable industry, was suppressed. 

A great deal of independence had been allowed to the! 
colonies in other waj^^s ; they enjoyed a large measure of; 
political independence and complete religious toleration./ 
The~Britisli_£olonial_systenLwas far_moxe liberal in every 
respect than-that of Holland,- France-or--Spain. This very 
liberality made the 'colonies develop a vigorous political 
life of their own and in the continental colonies a sense_qf 
nationality— ^’as^created ..which resented any expreision of 
overlordship on the part of England. The Northern colonies 
had been peopled with religiou s dis senter^ who had shaken 
the dust of a godless England from their feet ; they felt they 
owed her no loyaltj’- since she had driven them out by her 
adherence to wrong courses, for which she would assuredly 
feel the vengeance of the Lord. These colonies were also 
recruited from.^political ...dissenters, adherents of the King, 
who did not fiM the Cromwellian regime to their liking, and 
were disappointed when Charles H. returned and it was 
found that he could not compensate everyone. Adherents 
of Cromwell found the England of the Restoration an undesir- 
able place to live in. A stream of emigrati on to Amerka 
set in f^ra the North ofJEreland and again these men/'Eri-ren 
out, as th^'ncotTsidS'ed, by Tert..Acts. and the commercial 
restrictions imposed upon Ireland by England, felt no loyalty 
to tIfeTahE they quitted. Eoreignem of many kinds -formed 
a substantial element in the new population and Htlguenots 
and Palatinates could not be expected to feel themselves 
part of England, or be willing to sacrifice anything for her 
sake. Nor were the first two Georges the t^e of men to 
inspire any deep personal loyalty. Labour was provided 
parti}’- by free emigration but also largely by kidnapping. 
JCqnyicts were sent out to the American colonies and many 
persons who could not 'pay their passage were sent out as 
indentured servants and aultiioned at the quay-side for 
service for a term of years. As labour was scarce negro 
slaves were also imported. 
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It is impossible to understand the revolt of the continental 
colonies in the eighteenth century and the loyalty of the 
English colonies of the nineteenth unless one realizes the 
different elements whidi constituted the two Empires. The 
bulk of the people who went out in the nineteenth cent's!^ 
went out merely to better themselves-; they were proud of 
being British, they felt a great loyalty to Queen Victoria. 
Steamships and rmlways abolished distance and the emigrants 
were able to keep in touch with “ home ” in a way that was 
impossible in the seventeenth century ; in the nineteenth 
century, emigr^oa. ceased to-be-esde. The bulk of the 
Irish emigration went to the United States and there was 
a homogeneity of population in the nineteenth century Empire 
which was lacking in the eighteenth century, when colonies 
were so largely composed of foidgners and dissentients. 

The old colonial system envisaged two t ypes^of-coloaial 
possessions, a tradin g Empire, based on the j>roduction_of 
staple tropicaf products,' and a colonial Empire_ w hich gave 
opportunity for the ejmaSaon'ofthe'race' in new and ua* 
occupied countries. Of the two the former was considered 
by far the more important This Empire consisted in the 
seventeenth century of t^ diag ^posts la Jadia,_of trading 
posts in West Africa and of some of the West In^an islands. 
In the colonial Empire resting on raaal e^ansiom Virginia, 
which grew tobacco, was one of the regions most favoured in 
British eyes ^ices, sugar, tobacco and cotton, these were 
the great staples that England was anxious to secure. West 
Africa was valuable as furnishing the labour wluch grew 
the sugar and tobacco The most favoured spots of the 
whole Colonial system were, however, the West Indian 
Islands , they not merely supplied the goods England needed, 
but they did not compete or attempt to compete with English 
products as did New England ; they were big customers ' 
for her manufactures and gave great employment to slapping 

The continental cedonies although devdoping a vigorous 
life of their own, remained loyal to &gland because they were 
afraid of the French and because they could not agree among 
themselves for any concerted action. The fpnr o f th e Fr ench 
was.iemQved,in 1763, when England acquitsd_Canada. In • 
reorganizing the defence of the odorusts against the Indians, 
who had hitherto been kept in check by the French, fur^ei 
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e ^enditur e necessaty on military., grounds,. Great! 

BriHm" considered'"tKat”'tlie colonists should help to bearj 
part of the burden and tried to get it by taxation. During/ 
the war with the French, the Northern colonists had con- 
sistently smuggled food to the French and prolonged their 
resistance against the English. The British Navy was 
deputed to prevent this illicit trade, and after the peace 
the}”^ continued to stop the evasions and smuggling under 
the Navigation Acts. Thus, just as the colonists were freed 
from the fear of the French they became acutely aware, of 
Eng land's overlordship, both by the action of the British 
na^ an'cL-by the. proposed taxation. However justifiable 
that taxation may have been, it was an expression of the 
right to tax a people who were becoming conscious of- a 
s epa rate nationality. V/hen a people is in that mood, any 
demand, whether it be really harmful or not, is a burden 
that caimot be borne — ever 5 d;hing except perfe^c^ free dom 
is a g^yance. Xfie_ English economic restrictions were. few 
and _Jight, but they were stigmatised as intolerable by a 
people, the majority of whom had from their very ori^n no 
inherent loyalty to the English tradition and no pride in 
English achievements. It is doubtful whether Englishmen 
at that time realized the importance of the loss of a large 
part of a continent and the South had not begim to grow 
cotton so that her value as provider of raw material for the 
new cotton manufacture was as yet undreamed of. To most 
people the Antilles were the really important part of the 
English system; had Jamaica revolted Great Britain would 
certainly have put forth more effort to retain her than she 
did to retain North America. But the continental colonies 
were only a strip of coast-line ; the great inland penetration 
was as yet unthought of, and the rebellion in America soon 
became onl}^ a side show of the great struggle with France. 
WTien France j oined in „to-support the colonists, . she was 
followed by %3ain and Holla nd. Great Britain then devoted 
her ~efidfts~to~srveepThg her two great rivals off the seas. 
!^,ench finance became so involved that the King was obliged 
to call an Assembly',' which precipitated the Revolijtion and 
put England’s greatest industrial rival out of action. The 
commerce, .of _the Dutch was destroyed and the. Dutch-East- 
India Company was' ruined'. ^Gfeat Britain emerged, with, 
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it is true, the loss of a cootinental strip of coast-line in which 
Virginia had been the most important region, but she was 
able to ofeet to that the fact that she was left without a 
rival to cari>- on the overseas commerce of the world, 

(2) 1753-1870 The Period of Drift. 

The efiect of the successful rebclUon of the thirteen conti- 
1 nental colonies was to produce a great changp_in E nglish 
coloni al p olicy ; colonies began S%e regarded with dislike 
( and~distrust. It was conridered to be ine\’itable that when 
I’sfroag enough they would "cat the painter.” Why should 
Great Britain undertake the onerous duty of defending them, 
why not let them be free ? If the United States had revolted 
'because of the economic restrictions, why not leave the 
colonies alone to car\’e out their own economic path ? There 
was a pessimistic fceltnc that colonies were ‘^no use," and 
that this country would be better off without them. With 
Great Bntain's monopolistic position in manufactures and 
shipping, they would still have to trade with this island as 
betore 

I The generally depressing outlook was accentuated by the 
agitation against slavery. If slavery were to cease, what 
would be the value of West Africa, and what would become 
of the West Indies whose labour supply and sugar growing 
was bound up with negro labour ? ^uth Africa, too, rested 
on slavery, and was held to be an undesirable possession, 
although it was the great strategic post on the high way to 
India. The glave trade was abohshed. in 1607 and^ s layeiy 
in the emsting British possesrions in ^ 33 , and this created 
further friction with the colonists in Both South Africa and 
the West Indies, The compensation was inadequate and they 
lost control of their labour supply- 

A preference system existed between the mother country 
and the colonies and to free traders this 5 er\’ed to make them 
still more undesirable since they had involved this country 
in mistaken economic courses. 

' “ England is sufficient to her own protection without the 

colonies and would be in a much stronger as well -as more 
dignified position if separated from them than when redured 
to be a single member of an American, African or Austrian 
confederation Over and above the commerce she might 
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equally enjoy after separation, England derives little advanA 
.tag e except in jjrestige from her'^ependend^, and the little/ 
she does derive is quite "outweighed by the expense they cost} 
her and the dissemination they necessitate of her naval and * 
niiJitarj'- force, which in case of war or any real apprehension 
of it requires to be double or treble what would be needed 
for the defence of this countrj' alone.” 

Such was John Stuart Mills’ opinion. “Any party,” it 
was said, “ would rather lose a colony than a division.” A 
royal commission in 1865 passed a resolution that it would 
be "unwise' to extend the British dominions in West Africa 
"and said'that the great thing was to give over the ddmi lustra- 
tion more and more to the natives prior to our withdrawal 
from the West African coast. Froude, writing in 188S, 
speaks of a conversation he had “ seventeen j-ears ago ” 
with an offidal. He “ informed me that a dedsion had been 
irrevocably taken. The troops were to be withdrawal from 
the islands and Jamaica, Trinidad and the English Antilles 
were to be masters of thdr own destiny, dther to form into 
free communities like the Spanish American republics or to 
join the United States or to do what they pleased with the 
sole understanding that we were to have no more responsibility. 

. . . I was told . . . that it had been positively 
determined upon and that further discussion of a settled 
question would be fruitless and needlessly irritating.” 

It is tnie that the.anti-coloniaLfeeling was not unanimous., 
A little group of enthusiasts, consisting of WakeCdd, Moles-, 
worth, Fuller, and others, strenuously advocated , the yMue__ 
qf colonies, but the great bulk of the educated people who 
regafd'dd'the world as their sphere had no use for the narrower 
limitations of a colonial system resting on preferences. One 
after another these preferences disappeared as the^ free trade 
movement gained its victories in the years 1842 'to 1860.. 
Self-government was granted as a step on the road to the 
complete independence which The Times on February 51th, 
1850, declared to be “ an inevitable event. ' 

The period w’as one of colonial laissez-faire. Colonies 
were looked upon as an antiquated encumbrance from the 
past. 
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(3) The Creation of «e«? Colonial Values by the Development 
of Mtchantcal Transport. 

The years 1870-18^ witnessed a reaction. Gold had been 
discovered in Australia in 1851, and a considerablfeSIgiaiion 
had set in ; the wool exports fro^Uie Antipode_s were the 
mainstay of the British woollen mdi 5 tiy~whlcli was being 
rapidly converted to machineiy in consequence. As markets 
the colonies became increasingly valuable- 
France began to try to obtain compensation for the loss of 
Alsace and Lorraine by an extension of her colonial possessions 
in Africa and Asia Italy, Belgium, Portugal and Germany 
also began scrambhng for Africa fThe railways and steam- 
ships not merely brought all the British colonies nearer to 
the mother coimtry and so abolished the great barrier of 
distance and exile, but they made all the world approachable 
for all countnes.\ (The possibility of penetrating interiors 
gave a new value^ to continents. People instead of staying 
on a fringe of malarious coast -line could go inland. The real 
value of the old colonial system had centred in islands ; the 
new colonial system was concerned mainly with continents 
Gennany, in a wave of nationalism and sentimentalisni, set 
out to acquire territories to A/nca under the impression that 
colonization was good butiness and bad contributed to 
England’s greatness France was seeking in Africa a com- 
pensation for Alsace-Lorraine and a revival of her prestige. 
Belgium, a great manufacturing nation, needed an outlet for 
her surplus manufactures. It seemed to the British as if 
these protectionist nations would acquire territory and would 
not pursue the policy of the “open door.” Great Britain 
would then be shut out, or her world interests would suffer 
with a series of protectionist tariffs against her. Therefore 
to preserve the “ open door,” she, too, abandoned her 
expressed determination not to acquire another yard of 
territory in Africa, and jenned in the partition of the eighties. 

While railways and steamships gave a new value to colonies 
in their new accessibility and ei^ansive possibilities inland, 
they were soon to acquire a new value as markets and as 
providers of raw materials for the great increase of manu- 
facturing consequent on the railway and shipping develop- 
ments 
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One effect of the great depression of the period 1873-18S6,/ 
was an “ over-production *' in excess of any prices that would! 
pay. Germany had become a manufacturing nation ; the^ 
United States had filled her own market and the continent! 
had gone back to protection, making it more difficult forj 
British goods to find an entrance. 

It was suggested in the minority report of the Depression of I 
Trade Commission that the United Engdom might find some / 
relief in the formation of an Imperial 2 ^ 11 verein or Customs,' 
Union, in which the Empire would be united by preferences! 
against the protectionist world outside. / 

Imperial, federation, economic or pclitical,-was a topic 
much" discussed, and the new position the colonies were 
beginning to assume found expression in the fact that the 
first gonial c onference was. Jhdd^ jjSy, after the Jubilee 
of Queen Victoria. The T'lM/csT'inifiSy, said ; “In these 
communities, as we are all beginning to feel, ttoe is_a great 
reserye of. strength for the mother country.” The Press woke 
up tol:he fact that we were ownefs'bf a considerable portion 
of the world and published new lists or explanatory accoimts 
every morning of the British possessions. Mark Twain’s 
comment, “ And the meek shall inherit the earth,” was not 
regarded as a joke, but as a just appreciation of the situation 
rather remarkable in a foreigner. 

While this great change was going on in public opinion | 
certain people had been acting in advance of the change.^! 
Great Britain would not have obtained the considerable share 
of Africa that became her portion had not claims been staked; 
out previously by chartered companies. The East India 
Compan3% the Roj'al African Company, the Levant Company 
and the Hudson’s Bay Companj-^ had, in the sixteenth and' 
seventeenth centuries, undertaken the pioneer work of opening 
up new trades. The Crown was too poor to act and individual 
merchants and others joined together for the venture. They ' 
sought out the best trading . areas jthey could find so as to 
recoup themselves.'" Their trading posts in the case of the 
East India Company and the West African Company expanded 
into territorial possessions. It has been said that the British 
Empire was acquired in a fit of absence of mind. There was 
not much absence of mind about the worthy merchants who 
embarked their money in chartered companies — ^they v.'ent 
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for the pacing areas and disputed them with the French and 
the Dutch. They lost money and they made money, but 
they were not absent-minded. Chartered companies were 
also started in the seventeenth century to take out colomsts 
who alone could make the territory in a new country valuable, 
and although colonization companies did not survive the 
seventeenth century, ^e trading companies did,_and the 
tradition of eitpansion 6y chartered company without govern- 
ment aid and in advance of the government was never lost. 
(Even in the nineteenth century period of laissez-faire, colonial 
^companies were formed to colonize new areas such as South 
Australia. New Zealand and Canada* by taking out emigrants 
and regulating the disposal of the land. 

, When railways and steamships opened up new posabiliries 
for continental development, new companies were formed. 
The Bntish North Borneo Company received its charterin i88l ; 
the Royal Niger started as the National African Company in 
1882, and obtained its charter and its new name in 1886 ; 
the British East Africa Company followed suit in 1888 and 
the British South Africa Company in 1889. and all formed a 
bridge between the anti-colonial laissez-faire period end the 
new constructive period. They pegged put a claimjor Great 
Britain in these regions at Vtime when the home government 
had no decided colonial poliq^. They were a compromise 
between taking over the territories in question by the British 
Government and letting foreign nations acquire them. The 
object of the new companies was to e5tabIish3ritish.controLtty: 
private initiative over regions that would otherunse have,bpen 
annexed by a foreign power. They had no monopoly of 
commerce as had the old chartered compames and they 
differed from them in yet one other important particular — 
they dealt with continental interiors whereas the sixteenth 
and seventeenth century compames had beea concerned 
( either with islands or with trading posts on a sea front or river. 

The general result has been that large areas were acquired, 
' opened up rapidly and new marlmts and sources of raw material 
j exploited at very little cost to the Imperial Government. 
In taking over the territory the Government paid the Royal 
Niger Company £300,000 in 1900 and the East African 
*i — Canada Company, 1835. * — South Australia Co., 1634. 3 — 
New Zealand Co., 1837-1850. 
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Company ^^50,000 in 1S95 for their territory with £ 200,000 
in addition for their claims against Zanzibar, and the share- 
holders took out their dividends in philanthropy. 

It was the good fortune of this country to possess in the 
eighties a group of able men, Taubman Goldie (Niger), Cecil 
Rhodes (Rhodesia), Slackinnon (East Africa), and Dent 
(North Borneo),* who were able to comhine Vandal and 
imperial interests and so secured the predominance of England 
on the African Continent at practically no cost to the nation, f 
The chartered companies were skirmishers in front of the 
main body of organized British possessions and were the 
link betrveen the period of disinclination to acquire more 
territory and the idea of the development of the undeveloped 
estates fonnidated by Chamberlain. / Promoters of the 
chartered companies devised a way by which the government 
could annex territory without seeming to do so by reviving 
methods considered antiquated and monopolistic in the free 
trade days of the seventies. Parliament -w'ould vote money 
tq_ maintain, rights -whereas it ' w’ould not grant money to 
acqmre new areas. The question of reconciling the necessity 
for a~new expansion without laying a heavy burden on the 
tax-paj'er w'as solved by the chartered company stage. 

*Of this last company it has been said that " it is remarkable in 
that it acquired its territory' from an American citizen, its charter 
from a Liberal Govemment and that it marks the re-establishment of 
conditions which everyone had believed bad disappeared as the last 
of the old monopolies." 

fMr. Chamberlain’s verdict in a speech in Parhameut, 13th February, 
1896, shows the importance of the work done by the South African 
Company. Hansard, 4th ser., Vol. 37, p. 223 : 

" I cannot conceive that such a Department could do the work 
that had been done by the e.risting chartered company or by any of 
its successors. I am perfecUy sure that if the persons responsible 
for the development of these territories had to go as I have had to 
go, over and over again, to the Treasury to ask their assent to an 
expenditure of £5, it would have been perfectly impossible for them, 
or for anybody in my position to have done what the Chartered Company 
have already done or another Chartered Company might have done 
in their place, to make railways, to make hundreds of miles of roads, 
to do everything to bring into rapid occupation the territories which 
hav'e been submitted to their rule. Therefore let the House under- 
stand, as to this question between the Chartered Company and the 
Government that you may have if you like, a system wliich may be 
more controlled by the House of Commons but you will not have m 
it a system that will be productive in tlie long run of the success or 
speedy development of these untried countries." y 
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(4) Reaction from World Eamomics to Imperial Economics. 

1895-1920. 

In the nineties a new era began — the era of constructive 
imperialism. It meant a drange from a sea psychology to a 
land psychology. 

The United Kingdom was during this period at the parting 
of the ways. ^Herjvorl^jceition was c hallenged. Foreign 
governments were throwing a&^Kir wdglS on 1;he «de m 
their own people , they were subsidiring 5 teamships 7 using 
the railw ay as an effective weapon in the commercial struggle, 
increasing their tariffs and stnving for colonies and markets} 
With the question of Africa temporarily settled in the eighties, 
there began a scramble for Aria in the nineties and with that 
the question of the dominance of the Pacific was raised. 
The Siberian Railway had brought Rusria to_the.Fflr East 
Japan was developing as a ^eat maritimg.poy'er, the swiftness 
oF modem sea conunoaications put Germany witluD striking 
distance of Australasia once she had obtained a footing in 
the East Indian archipelago. The Germans, with thdr 
possessions is South-West Mnca and E^t Africa, were an 
ever-present menace to Sonth Africa, holding her, as it were, 
between two half-dosed nippers. The British were n o longgt 
M unchallenged world peope, and lEe” Briti^^^wS.were - 
no longer safe from foreign aggression The day of small 
economic units was over. Railway transport had created 
three great land empires, the United States. Russia and 
Germany, while sea transport had developed a fourth, Japan. 
Could Great Britain reorganize her vast sea and land 
possessions on new lines and evolve a new colonial system 
which should be her bulwark and defence in the growing 
^economic struggle ?- Could she so organize her quarter of 
/the earth that each part, though scattered, would supplement 
i the other and prove a unit big enough to weigh in the scales 
Ugainst the other giants 7 The colonies, too, realized that their 
igreat unoccupied territories were a standing invitation to 
/aggressive or overcrowded neighbours and that theiriramunity 
I was gone. This was even more marked when it became 
I obvious between 1904 and 1905 that Japan could beat a first- 
I class power like Russia. The dominions began to be willing 
on their part to fit in to some common scheme for defence 
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or trade. Their readiness to do this was accelerated by the 
pride in a great race tradition common to all. 

The United Kingdom had to choose between abandoning 1 
laissez-faire in colonial matters in order to establish some; 
closer tie wth her overseas possessions and trusting to being! 
able to hold her own in the new rivalry as she had done in 
the past. Should she fail to do this her fate would be that 
of Holland or Greece, an economic football for the Great' 
Powers. Would Great Britain subordinate her world position 
to the imperial idea wth the possible retaliation and loss 
involved ? Would she try to strengthen her economic 
defences by alliances vith the dominions and the development 
of dependencies or would she still trust to the policy of letting 
tilings take their course ? That was the great problem of 
the nineties. In 1895 Chamberlain came to the Colonial 
Office with the view of not letting things drift, colonially 
speaking, and he remained in office eight years. Wlien he 
left the government in 1903 the new lines of constructive, 
j,mpOT_alism wrcfai^^^ ahd^Ehgland had begun to think 
in terms of land development and not in terms of the sea 
approach. 

'fhe difficulty about the co-ordination of the British EmpirCi 
is that it is really two Empires and not one. There is no 
such homogeneity as is to be found in the United States, 
Russia and Germany. One part consisted of the . regions 
\^ere wffite men could seTEIe and rear .children and make a 
homb,yand these had become self-governing dominions. 
They were, however, sparsely populated. They reproduced 
the institutions and language of the mother coimtry but had 
developed their owm tariff sj'stem on protective lines while 
the mother country remained free trade. They constituted 
with the mother countrj^ a community of loosely allied nations 
the tie being largely one of sentiment with a growing interest 
in the necessity for a common system of defence. These 
self-governing dominions constituted an_Empire of autono- 
nio us S tates and may be termed " the Em pire in alliance.” 
iFhas also been called the *' Emjpire of Settlement,” and the 
‘ ‘ British Co mmonwealth of Nations.,’ ’ 

On the other hand 7 the United Kingdom ruled over a. 
densely populated tropical and semi-tropical area where no 
self-government had been evolved and where the coloured 
inhabitants were still in tutelage. They were governed by 
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the mother of Parliaments autocratically for their own good 
and were compulsorily free trade.* 

This is l|_the Empire in -Trust,” or “ the E mpire pf Rule,^’ 
Its great economic value lay in furnishing such valuable 
products as tea. coffee, cocoa, sugar, rubber, fibres of various 
kinds, such as cotton, hemp and jute, edible oils and nuts 
and spices of all kinds 

Here were two Empires governed on entirely different 
principles, diffenng in colour, in racial origin, at different 
stages of economic development, comprising in one whole at 
one time the peoples in the stage of development of all centuries 
from the fourth to the nineteenth, and whose inhabitants 
ranged from ^annjb^ to Prime Ministers. Was the re a ny 
possible ground of muon between regions fhatTay centuriesL. 
asunder in their economic civilizatton ? Was there, farther, 
any possible coonection between even the self-govemiog 
dominions themselves when one compares tie problems o1 
Canada with its long winters, and Australia with its heats and 
droughts , Newfoundland with its fish and fogs, and South 
Africa with its gold and ostrich feathers and its coloured 
population. Its size and the magnitude of its trade may be 
judged from the following figures' 

EXTEKT OP THE BRITISH EMPIRE 
(StattsUeal Abttrael, 1913. Cd, 7837). 

Area ‘ 11,373,000 square miles ol mhidi the ' 

United Kingdom is • • 131,142 square iriilcs 

Excluding 

Egypt .... SSo.ooo 

Sudan .... 984.520 , 

Protected Malay Slates - - 146.000 

Population . 417,268,000 (1911 ce^sus) excludiug— 

Egypt .... 11.189978 

Sudan .... 3.380,531 

Population of India : 315 millions. 

•Mr Harcourt, when Colonial Secretary, in a speech in the House 
of Commons on June i2tb, 1912, described himself as a '* despot under 
democracy." " The position of the Colonial Secretary on the Crown 
colony side of his Department earned with it the powers, duties, 
responsibilities and anxieties of a practical and laborious despot con- 
trolled only by the forces of natnre, by his own discretion and by the 
sporadic curiosity at question time of friends or opponents inspired 
either by imagination or information.’’ 
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White Population op the Ejipire (igir census) : 

United Kingdom - - - 45,000,000 

AustraUa - , . . . 4,455,005 

New Zealand ... 1,008,468 

Canada .... 7,204,838 

Newfoundland ... 238,670 

South Africa (total population 5,973,394) 1,276,342 

Area of Self-Governing Colonies (approx.) ; 7 million souare 
miles. 

Total Trade of Tm Empire in 1913 (Statistical Abstract, 1915; •. - 

(а) witli foreign countries - £1,557,159,000, i.e., 73.8% 

(б) Inter-imperial - - £ 551,527.000, i.e., 2l2% 

Total - £2,108,686,000 

only^pos^sible connection between such varying entiti^- 
was th eir cd nnecfidnljmtk'.iEngl^d as a sort of com mon 
ih ^ting-ground on the _basis of either~c6mmon ‘ defe^e „or; 
cbmmbft'injtercsts jfiltrade. The tropical' and sdf-goveming' 
Empires were both providers of raw material for the great 
manufacturing centre, England. They produced indispen- 
sable food products and afforded employment for shipping 
in the ocean trades. From Great Britain they received the 
capital which furthered their rapid development ; they were 
enabled to enjoy all the security and prestige which came from 
being a member of the greatest community that the world had 
ever known ; they obtained through England unrivalled 
opportunities for the distribution of their products. Although 
there were solid advantages on both sides there was a large 
group of people who considered that more ought to be done to 
create some closer tie, economic or constitutional or both, and 
that the resources of the Empire should be still more energetic- 
caily developed for the benefit of the whole. In 1895 Chamber- 
lain deliberately chose the office of Colonial Secretary, hitherto 
considered second rate and humdrum, to try to carry out! 
a closer connection between the self-governing dominions; 
and the mother country and to develop the resources of the ■; 
Crown colonies and protectorates, a policy he regarded as , 
self-preservation for the whole. 

“ It seems to me that the tendency of the time is to throw 
all power into the hands of the greater empires, and the 
minor kingdoms — ^those which are non-progressive — seem to 
be destined to fall into a secondary and subordinate place. 
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But if Greater Britain remains united no empire in the world 
can ever surpass it in area, in population, in wealth or in 
the diversity of its resources.”* 

” I have long believed that the future of the Colonies 
and the future of this country are interdependeQt.”f 
He therefore laid donm the beginnings of a new policy of 
constructive impetialism which was continued and developed 
hy lus successors 

As the two Empires needed different measures the poIic>- 
adopted towards the Empire in Alliance may be termed 
that of giving the loose alffance a definite econo mic ti e ; 
with regard to the Empire in 'Trust, ^e policy pursued was 
one of development by science and^railway? 

a. — T he Empire w Aiman'ce. 

The policy of closer alliance was pursue d al oag_bpth the. 
political and econotmc path. A colonial conference had 
been held in 18S7 on the occasion of Qoeen Victoria’s jubilee : 
another was h^d at Ottawa in 2^^ Chamberlain took 
advantage of the presence of the c^n/al representatives at 
the Diamond Jubilee of to hold anotbet conference 
which discussed economic matfers affecting^the.Empitft_an<^. 
questions of defences and preferences'. Yet another was held 
in ^902 at the coronation of King Edward which coincided 
with the end of the Boer War. 

In 1903, Chamberlain had left the Grjvemment and the 
Liberal party came into power in 1906. Although the parties 
bad changed, the policy continued^ and another colonial 
conference was held in 1907; HitEerto the conferences had 
been between the Coloni^ Secretary and the Premiers, now 
it was attended by the Prime Minister and the Cabinet, and 
changed its name to Imperial CotifereD_c e_and at that meeting 
the conferences Trere~Sa 3 e permanent institutions to be held 
every four years. The next was accordingly held in 1911. 

Each conference^ resulted in_soine_atrangement-fot.rdoser 
economic union, either along the lines of preferences given 
by the colonies as an offset for defence, the main burded..of 
which fell on the mother country f or^ a closer.approxima- 
♦Speech, March 31st, 1897. ** Mr Chamberlain's Speeches," ed. 

C. tv. Boyd, VoL II., 19x4, p. 5. 

fSpeech at Canada CI«b on Colonial Federation, asth March, rS^d. 
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tion to a common commercial law, a common patent law, a > 
common shipping policy and a common emigration policy, i’ 
Not merely were these meetings held evei>^ four years but a ' 
permanen t secretar i at wa s .set_up, to, preserve^continuity of ■ 
ppfi ^553 to .diffuseinformatioirin-the interval. The Unitedi' 
Kingdom thus became the clearing house of imperial policy. ': 
The outbreak of war in 1914 postponed the conference due 
in 1915, but an Imperial W ar Cabinet was summoned in 
1917 which was followed by anjfmperial War Conf ere nce. ,j 
To this re presentatiyes,_.from Incfia "were summ oned.. It /j 
was again affirmed that “ eadi part of the Empire having I i 
due regard to the interests of our allies shall give specially; j 
favourable treatment and fadlities to the produce and manu-l ! 
f Pictures of other parts of the Empire.” Representatives of i 
India were present at this conference and a resolution in j 
fav jur of their inclusion in all future conferences was passed.* 
The Empire in Alliance, therefore, ceased to be merely a 
racial alliance of white peoples. 

The^jvar, though in many cases it ended one epoch and 
started another, only ^.elerated-the.work pf imperial economic. 
consolida tion. Another Imperial War Cabinet Meeting was 
sinnmoned in 1918, followed by another Conference, f ,11 
was here agreed that it vras necessary to secure for the British 
Empire-the rfi mman d of certain pccentinl raw materials and 
a_ Cpmmttee of the Conference was appointed to see how 
this best co 3 d be carried out. 

Thus, by the end of the war, the declared polic}" of the 
Premiers in Council and the representatives of Inflia'and the 
United Kingdom was ija favour of an Empire serving itself 
first in the matter of raw material and developing preferences 
rvithL,ail it^'parts. 

Preferences were, however, only one item in the prograrnme 
of. closer, inter-imperial relations. Postal and cable facilities 
and shipping communications are equally, if not more impor-: 
tant. Regular and rapid communications abolish distance 
and make for unity and increased trade. 

Imperial penny postage was introduced in 1898, ^ving a ; 
new postal liai^' to the Empire. Cable conununicatibns 
were.,subtidized by the mother country and the colonial - 
governments in 1900 and the cable is the joint property of -v 
' •Proceedin.gs, Cd. 8566. fCd. 9177. 
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the governments A I’aciSc Oible Itoard was set up in iqoi 
whidj coataincd rcpieseolatives'of ItVcdlomw ftjnccrncd 
and the United Kingdom, fonning another link of common 
co-operation- The treaties whi<A prevented the United 
Kinjjdom from giving or receiving preferences from.the 
dominions were denounced in 1897,- in spite of the fact that 
the trade of the Umted Kingdom with Germany was 
£47,952,000 in 1897 (£21,694.000 exports from the United 
Kingdom to Germany and £26,258,000 imports from Germany) 
and with Belgium £29,118,000 (imports from £20,886,000 ; 
exports to £6,232,000) t.e., a trade of £77 millions in all, while 
the trade with Canada in 1897 was £24,390.000 (£5,172.000 
exports to Canada and £19,218.000 imports from Canada). 
jTlus meant that the United Kingdom was willing to risk 
jtbe possible retaliation of her gieate.st European customer, 
Germany, to open the way for prcferenlial relations which 
might lead to doser union. This was done in response to a 
demand from the colonies at the Ottawa Conference of 1S94. 
The United Kingdom continued to receive the most favourctL 
nation treatment from Germany by a law passed by the 
Reichstag which 'could be repealed at any time. Her com* 
mercial relations with Belgium were henceforth regulated 
by an “Eschsnge.oLKQtga” terminable at three months’ 
notice But the position was precarious. 

' From this time onwards the self-governing colonies began 
.to give preferences to the goods of the mother country, 
Canada began in 1897. and was followed by South Africa and 
New Zealand in 1904 and by Australia in 1908. • In Australia 
and South Africa the jircferencc. was granted by means of a 
reduction on the ordinary rates of duty, wliilst in New Zealand 
a similar effect is aimed nt by imposing a surtax on certain 
classes of goods when they are of fordgn manufacture. In 
Canada there are three tanffs — the General Tariff, tHe Inter- 
mediate Tariff for most favoured nations other than the British 
Empire, and the British rrefexential Tariff. This threefold 
scheme has now been adopted in the new Australian thrill of 
1920. British Guiana and some of the West Indian Islands 
made preferential arrangements with Canada in 1912. Tn 
•For variations and figures, Dominions Commission Interim Report, 
Cd. 7210, Cd. 7305, Cd. 8457. For preferences for the Empire in 
Trust see p. 333. 
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1920 a much wider agreement was made and the islands 
concerned now include the Bahamas, Barbados, Bermuda, 
Jamaica, Trinidad, the Beeward and Windward Islands, as 
well as British Guiana and British Honduras.* 

The amount of the preference in the four years preceding 
the war was computed to be as follows : 

Canada Australia New Zealand South Africa. 

' Million £ Million £ Million £ Million £ 

1910 - 1.303 .972 .536 .539 

1911 - 1.376 r.071 ,725 .538 

1912 - 1.667 1.266 ,715 .349 

ti9i3 - 1-573 1-244 .760 -555 

In_.addition_to_, this the colonies have arranged tariff 
reductions in favour of each other , on certain specialities 
not cov ered by this British preference. Agreements exist 
between South Africa and Australia and between both of these 
and New Zealand. South -Africajextended the B ritish .rebate \ 
to_Cana^_Ja-J904T Canada and New ZeaJmid extend the ’ 
British tariff to other parts of the Empire and Canada 
made special arrangements with the West Indies in 1912 and 
1920, and extended the preferences to Newfoundland. She 
also made a reciprocal tariff arrangement with Australia, 
'niu.s_a_svstem of preference ,'vvith the mother country is 
supplemented hy a system of preferences between the dornin-, 
ions th emsel ves shelving how the common connection with 
tliembther countiy leads to mutual arrangements between the 
constituent parts of the Empire. In addition, subsidized., 
mail .services exist between.New Zealand and Cana'da-and 
beriveen Canada and South Africa and between Canada and 
the West Indies (1920 agreement) under contracts wliich 
contain provisions intended to foster the_exchange of prpduce- 
between the dominions con'CemedT]: Ships are i'h'Tact the 
shuttles which weave the weft of Empire. 

*Cmd. 864. Bauxite for aluminium is brought from British Guiana 
to be smelted in the Saguenay District of Quebec. United Empire, 
December, 1925, p. 755. 

fDominions Commission, 1917, Cd. 8642, pp. 14-15. 

jin Canada the freight rates have to be approved by the Canadian 
Minister of Trade and Commerce and cannot be varied except with 
his consent;. He also has power to fix maximum freight rates. 
Dominions Commission, Cd. 8462, p. 120. 

It is interesting to notice that in the mail contract the Union of 
South Africa has stipulated that the Union Castle Line shall carry 
pedigree stock from the United Kingdom to South Africa free of 
charge. Ib., p. 68. 
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The Donunions Commisaon emphasued this fact ver>- 
strongly, and said “ It has not, however, been adequately 
realj2ed that th^rates_ of frdght-whlch may be charged on 
goods to and from the donuniotis are in many cases a more 
important,^ factor in the question of the development of 
inter-imperial trade than tariffs and tariff privileges on the 
present scale" "Freight and tariff rates being what they 
are, it is not too much to say that impr ovem ent in the cost 
of sea transport is amongst the most important.problems 
which confront the statesmen of the Empire to day."* 

1 While the colonies gave prefereti<»s to the mother country 
the proposal to give tariff preferences here was defeated at 
the polls in 1906 as the United Kingdom would not alter her 
free trade policy Nevertheless, preferences in other respects 
existed 

Under the Colonial S t ock Act ot iq oo (62 & 63 Vic. c. 62) 
colonial government sto^ was made trustee stock, thus 
enabling the colonies to Ewtrow at a rate of interest otherwise 
]^obtainable-b.y..A^eK-CQ]iAtiy- The.ihcreaie of the large 
■'amount of trustee stock depredated the Engljsh_ Consols^ 
and other trustee securities, and so, while the colonics were" 
enabled to bonow at lower rates, holders of easting trustee 
, securities suffered. These investments, comprising about 
£6^0 million, had,been supplied by Great Britain about one 
per cent, cheaper than Great Britain was prepareJ'to'lend 
it to countries outside the Empire. " This meant a saving 
to the colonies and India of at least £10,000.000 a year, 
which constituted a handsome preference, "t 
' This policy has been still further developed in the arrange- 
ments with regard to taxation. .Money invested by British 
subjects in a colony was subjeccfoThcome tax'hifhin'fhe 
colony and also' subject to income tax witHn' the "Unifed 
Kingdom. There was, therefore, a s^tcm i^'douBle'Income 
tax witlaa the Empire. The hardship of this was mitigated 
in the Finance Acts of 1916 and 191P* but only as a temporary 
expedient 

•Cd. 8462, p. 127-138. 

tPaper by Sit Edgar Speyer on " Tlie Export of Capital " quoted 
in The Tmes, May 28th, ign. 

JAn arrangement ivas also made with regard to the Excess Profits 
Duty whereby the income taxpayer paid the highest tax to which he 
js liable in either Great Britain or the Dominions, but not both taxes 
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By a conference between the representatives of the self-; 
governing dominions and the mother country in 1919, it jyas'; 
agreed tha^there„shquld_pnly be one income tax a^'^th^'i 
€He~coIomes should take their share from that and the Unitedi 
Kingdom take the remainder, provided it was not less thanj 
half the income tax she would have received in nominal; 
circumstances.* There is, thus a loss-to the.mother,, country! 
in r^nuejof money mvestedlwithin the.Empire. As persons. 
wEolnvest their money in a colony only pay at the flat rate 
of 6s., which is divided between Great Britain and the colony 
concerned. Great Britain gets less than if they invested it in 
a foreign country when she would get the whole of the 6s., 
and the investor would have to pay tax in the other country 
as well. There is therefore a considerable preference given 
to capital invested within the Empire. 

As a result of the war against Germany the mother coirntryl; 
modified her position, in 1919, with regard to tariff preferences. |j 
Q n certai n classes„o£„commodities. (cinematographs, films, 
clocks, w'atches, motor cars and musical instruments) th ere 
wa_s _a re bate of o ne-third on gopds of colomal origin. The 
Chancellor of thFExchequer, Mr. Austen 'Ch'ambVriain, spoke 
of the rebate of a third as “ t he Genera l Empire. rate.”t On 
other goods ..such as tea, cocoa, coffee, sugar, dried fruits, 
tobacco and motors, the_rebate was one-sixth. On wine 
there was a reduction, Toreign wine being charged is. 3d. and 
3s, duty, and colonial gd. and 2s., according to strength. On 
foreign spirits, however, the plan adopted was that of levying 
a surtax of 2S. 6d. gallon extra. 

The effect of the preferences was estimated to amount to\ 
a reduction of £21^ to .£3 million on goods of imperial origin. 
It is interesting to noti ce t hat India would especially benefit 
on_the,,question--of-tea. 

Further efforts were made to increase the English hold on j 
the colonial trade in accordance with the new constructive/ 
imperialism. 

One of Mr. Chamberlain’s first acts was to send a letter 

oa Uie same items, the division of the proceeds being agreed upon 
by the respective Governments. 

♦Report of the Royal Commission on Income Tax. Cmd. 615, 
1920. Appendix I., 168. 

■fHcmsartf, 30th April, 1919,^. 194. Vol. 115. VTien these JIcKenna 
duties were abolished in 1924 the preference naturally disappeared 
also. 
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to all the colonies (Noveanber, 1895)* to fm^ _put. the. 
extent.of the foreign competiuon in colonial martetr?nd the. 
re^^ns for its existence. The most important fordgn 
imports of the colonies during the years 1884, 1889 and 1894 
were set forth and the officials in thirty-one colonies and India 
were asked to send back patterns of competing goods. An 
exhibition was held to wmdi maonfacturers Tveie.invitednn- 
ofder'to see where the foreign superiority lay. The result 
was to stimulate considerable interest in catering better for 
the colonial market. In 1897, Mr. Ritchie, when President 
of the Board of Trade, dtivcloped this idea for the whole of 
British foreign trade. (A committee was appointed! to enquire 
into the best means of acquiring and disseminating-trade 
[nformation, and they recommended the establishment of 
what became the ** .Comm e rcia l Intel|igence_BraBch of the 
Board of Trade." It was open^injcSqg and gave informa- 
tion as to the colonial as well as" f oreign % adg. .Fou Ltradg. 
commissioners, specially’ attached" to'TEe colonies, were 
appomted'in igoo; one to Canada and Newfoundland, one 
to Australia, one to New Zealand and one to South Africa, 
under whom were twenty-three local trade conespondents. 
riieir business is to send bad: infomation of any contracts 
for railways, tramways, dectric lighting, power installations, 
mines or harbour works, collect specimens of competing 
products, and advise on new openings for trade. They return 
it frequent intervals to keep in touch with the traders at 
borne J In iQi7^sixteen t rade c ommissioners w ere appointed, 
two of whom were allotted to India, one to the Stral^^tieRIe^” 
ments and one to the British West Indies. The service was 
thus extended to the Empire in Trust. 

In addition the colonies were allowed tn use_t he British 
consular service in foreign countries for purposes of obtainii^ 
nfonnatiom British consuls, therefore, have some care 
if the commercial interests of the Empire, not merely of 
;hose of the United Kingdom § ^ 

•Cd. 8449 (1897). 

tCd. 8962, 8963 (1898). 

jspeecli by Mr, L. Hateonit, Hantard, 8th, May, 1913, p. «64, 
t^ol. 23. They had just made a ccdlectloa of competing barduare, 
;ooIs and hollow ware. 

lOoniinions Commission, op. ett., p, 147. 
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The new imperial trade commissioners have also received, 
special instructions to represent the Empire in matters of' 
trade, and not merel}’- Great Britain, and are prepared to 
act for any of the dominions that wish to avail themselves ; 
of the sendees of the commissioners. ’*■' 

An Ad\ds ory_Committce was. established in 1900 for the^ 
purpose of assisting the work of the Commercial Intelligence! 
Branch of the Board of Trade. This Committee included’ 
representatives nominated by the Governments of Canada, 
Australia, New Zealand and South Africa, another instance 
like the Pacific Cable Board, of the Empire in Alliance working 
together as a whole for promotion of common interests in 
trade. 

In l904, _the.A: st Statistic al Abst rac t of the Britis h Empire 
waS ' issued, in which the British Empire was treated as an 
entity exporting to and importing from the rest of the world 
certain quantities of merchandize. 

Although Mr. Chamberlain went out of office in 1903, the 
spirit of his work still continued. The Liberal party which 
returned to power in 1906 was pledged not to interfere uith 
the fiscal system of the country but was prepared to promote 
unity in other waj's. In opening the Coiiference of 1907, 
the Prime ilinistcr,. SirJEengr Campbell Bannennan, said : 
“ Ge fitlem^ freedom does not necessarily me^ letting things 
drift. ” He went on to say : “You udll not judge of the 
feeling entertained towards you by acclamations and festivities 
alone, although of these there will'^be abundance,' But 6y~fhe 
mutual spirit of friendship, the desire to stretch every point 
that can be "strefched'TiT^rder to meet the views of each 
constituent part of the Empire, the desire, equally strong, 
I hope, to avoid prejudicing in any way the interests of each 
other, and over and above all, 3'ou uill be inspired and imdgo- 
rated by our common pride in the great beneficent mission 
which the British people in all parts of the world are, as we 
believe, appointed and destined to fulfil, "f 
There has been no more striking phenomenon of recent 
j'ears than “ th^rorrth in the English mind ofi the conception 

•Instructions to the Imperial Trade Commissioners in Memorandum 
laid before the Imperial War Conference, 191S. Cd. 9 i 77 < PP- ^^ 9 -^ 5 ^- 
j-Colonial Conference, Cd. 3523, p. 6 . 
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“The War has abundantly demonstrated that the life 
of the Empire depends upon its sea commtmications. What- 
ever the existing magnitude of the ocean-borne commerce 
between the United Kingdom and the Dominions and what- 
ever the prospects of its development in the future, prod ucer^ 
manufacturer and me rchant_alike are concerned, and vitally 
concemedTwjiih-se curinglcSeap , regul ar an d eflident-transport 
for their_good,s, and consequently with the progressive improve- 
ment of the Empire’s shipping facilities. We emphasize 
this point for we feel that in discussions as to the best means 
of fpstering trade witHn theEmpire,..its importanceUSsTJeen' 
obscured by other'factors affecting the exchange of merchan- 
dize and in particular by the prominence given to fiscal 
legislation. ... If, therefore, it is possible to devise 
some^jneansjof perro anent betterment pf,sea-.routes_^within 
the Empire, a powerful inipulss~wiir”have been given to 
Imperial trade while the.strength and cohesion of the Empire 
will.be-notablj'.increased/*’^ 

The War accentuated the enormous importance for defence\ 
of the economic resources of the Empire. - 

Certain materials were almost wholly produced within i 
the Empire, nickel, asbestos. Jute, mica, palm oils, palm 
kernels and plantation rubber, and form for the Empire a 
valuable means of economic defence and commercial / 
negotiation. 

In certain other products the production within the Empire 
was, before 1914, enough to satisfy the demands of the Empire, 
such as butter, wheat, cheese and wool. In the case of wool, 
the Empire produced about forty to forty-five per cent, of the 
world’s total supply and a larger proportion if the high grade 
merino wool alone is considered. The Empire also produces 
sb^.,per-cent. of the world’s output of gold. 

Many of the specialities produced within the Empire were,\ 
however, sent outside for treatment before 1914. 'The nic ke l ^ 
and asbestos were worked up in the United States, zinc or 
spelter was reduced in either Germany or Belgium. Tungsten, 
a necessary ingredient for hardening steel and for electric 
light filaments, although produced in Burma and Australia, 
was worked up in Germany. M onazite sand, found in South 
India, was also utilized in Germany for making incandeccent 

♦Pominions Commission, p. io8. 
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of the Empire as a whole, of whidi the United Kingdom and 
0%-erseas dominions are parts.'** 

I The policy of drift b^g abandoned by both parties, it 
naturally followed that some effort should be made to develop 
the resources of the Empire as a whole, 
t ^ Commission was appennted in 1912 to report_pn the 
/natural resources of the sdf-goveming dominions and^the 
'development of such resources “ whether attained or attain- 
{able : upon the facilities which exist or may be created for 
the production, manufacture and distribution of all articles 
of commerce in those parts of Our Empire ; upon the require- 
ments of each such part ... in the matter of food 
, and raw materials and the available sources of such : upou 
the trade of each such part of Our Empire with the other parts, 
with Our United Kingdom and with the rest of the world 
. . . and generally to suggest any methods consistent 
alwa^ with the easting fiscal policy of each part of Our 
. Empire, by which the trade of eadi part with the others 
' and with Our United Kingdom may be unproved and 
extended "f 

V ' It is iuteresting to notice that the Commission reported, in 
' Z917, in favour of the creatiott of an Imperial Development ' 
'Eoaid “ to deal with the sctentificdevelopment of the resources 
of the Empire, with the deepening of Its harbours on a co- 
ordinated plan, with the improvement of its shipping, mail 
> and cable services, the preparation and publication of its 
statistics and other matters of joint interest to the whole" 
Aiijmperial Shipping Board ^vas accordingly setup in 1920. - 
It reports to all the governments of the Empire, but is subject 
to no one part of the Empire and to no one government’ B 
deals with all questions rdating to imp^al shipping that are" 
brought before it, and has "been very successfulTn'letUing 
outstanding difficulties.^ It is the first really Imperial body 
and is due to the fact that the Commission brought out the 
overwhelming jmportance of rapid and cheap s^j:omrouni- 
cations to the prosperity of the EftSpire' anH advocated some 
control of freight rates to counteract any harmful discrimina- 
tion by shipping rings in favour of foreign goods. 

•Ashley, " British DomimoDs," f VII. 
f Reference, Dominions Commission, p. ui. 

JReport by Sir H Mackinder to the Impenal Economic Conference, 
1023 Cmd 2009. p. 293. 
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“The War has abundantly demonstrated that the life 
of the Empire depends upon its sea communications. What- 
ever the existing magnitude of the ocean-borne commerce 
between the United Kingdom and the Dominions and what- 
ever the prospects of its development in the future, prod ucer; 
manufacturer and me rchant,^ke are concerned, and \itaUy 
cohcemed 7 w 5 Eh-secmi 5 ^ Aeap , regular and_gfficient-transport 
for their goods, and consequently with the progressive improve- 
ment of the Empire’s shipping facilities. We emphasize 
this point for we feel that in discussions as to the best means 
of fostering_trade witlun_the Empire,. its importanceTms~BSeir 
obscured by other'factors affecting the exchange of merchan- 
dize and in particular by the prominence given to fiscal 
legislation. ... If, therefore, it is possible to devise 
some ^_^ns_of perm anent betterment^pCsea-routes^TOthin 
the Empire, a powerful impuls'e wlQ have been given to 
Imperial trade while the strength and cohesion of the Empire 
\vill,.be-notably increased.’’* “ 

The War accentuated the enormous importance for defence^ 
of the economic resources of the Empire. i 

Certain materials were almost whoUy produced within ’ 
the Empire, nickel, asbestos, jute, mica, palm oils, palm ; 
kernels and plantation rubber, and form for the Empire a 
valuable means of economic defence and commercial / 
negotiation. 

In certain other products the production within the Empire 
was, before 1914, enough to satisfy the demands of the Empire, 
such as butter, wheat, cheese and wool. In the case of wool, 
the Empire produced about forty to forty-five per cent, of the 
world's total supply and a larger proportion if the high grade 
merino wool alone is considered. The Empire also produces 
s^ty.per cent., of the world’s output of gold. 

Many of the specialities produced within the Empire were,', 
however, sent outside for treatment before 1914. The nick el i 
and asbestos were worked up in the United States, zinc or 
spelter was re 3 uced in either Germany or Belgium. Tungsten, 
a necessary ingredient for hardening steel and for electric 
light filaments, although produced in Burma and Australia, 
was worked up in Germany. Mon azite sand, found in South 
India, was also utilized in Germany for making incandescent 
♦DomLnions Commission, p. io8 
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mantles. In the case of tungsten the United Kingdom 
bought up, during the War, the whole production of the ores 
in Australia and New Zealand and the control of the monazite 
deposits in South India ^vas transferred to Bntish control 
and one of the seven directors has to be nominated by the 
Secretary of State for India.* 

I io . July. Impgnal Mineral Resources Bureau wus 

fee_t up_^CQiisistmg oflTve representatfves of tHe~Dominions, 
5 he representative of India, one nominated by the^e^Ta^ 
for the Colonies and six members eminent in mining and 
/metallurgy. To this the British Government contnbutes 
£10,000 a year and the Dominions another £10,000. Ha, 
function at present is to collect and pubhsh intelligence 
regarding the mineral resources of the Empire. Here, again, 
is another instance of common co-operation in the great 
economic alliance and an insurance against the foreign control 
of imperial mineral wealth. 

.Again, in the^Imgeri2l.5ureau.oLEntomplogy_j_founded in 
1913, to deal with insect pests in the Empire, there is another 
'common meeting ground, and the Dominions contribute 
I towards its work as well as the Imperial Government. [It 
was decided at the Imperial Conference of 1918 to establish 
a new Imp erial _Bureau of Mycologyj vmrking on the same 
limes asiM Entomological Bureau, to deal with fungoid pests.) 
I In 1924 a new departure was made. £1,000,000 ivas sot 
aside by the British Government to promote inter-impenal 
buying and selling. An imperial Econojmc CiOTmittee ivas 
created resembling tffeimperial Ship^g Committee^ which 
liEBrtise contained representatives from all important regions 
,of the Empire and reported to all the Governments of the 
Empire. They have reported as to the importance of 
publicity, labelling, better packing and grading, swifter 
j transport and the need for scientific research into the 
i preservation of food.f 

Thus there has evolved a great mechanism for the economic 
development of the whole, centring m the United Kingdom 
as a common meeting place. 

“ I see quadrangles and corridors of empty grey-looking 
offices in which undistinguished-looking little men and little 
files of papers link us to islands in the tropics, to frozen 
wldemesses gashed for gold, to vast temple-studded plains, 
to forest worlds and mountain worlds, to ports and fortresses 

•Dominions Commission, p. 69. 
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and light-houses and watch towers and grazing lands and 
com land all about the globe.”* 

It is interesting to notice that the increased interest ini 
the Empire after 1895 resulted in a dir^ersion of British emi- ; 
grants from foreign countries to the British Dominions. In : 
the period 1891-1900, only 28 per cent. -went to the Colonies 
and the rest principally to the United States ; in the period 
1901-19x2 63 pet cent, migrated to places within the Empire 
and in 1913 78 per cent, of the whole remained under the 
British flag. I 

Thus, from the time of Chamberlain, there has been a . 
continuous development along many lines of a closer appro_xi,- j 
ination of the self-governing dominions and. the mother 
country which have tended to make the Empire a real economic ^ 
alliance'. Preferences in tariff, taxation and capital, direct'; 
p’ostel_^^d_ teiegr^hic communications, ^conferences^ ^d ' 
a^eement pn”niatters of common economic interest and the * 
cqnsdp.us development of imperial resources have all tended : 
to create closer ties and a common working system, while '■ 
the tendency towards a still closer approximation of the two ' 
Empires is developing. In addition, the great development of , 
steamship communications which has been the outcome of ; 
private initiative, has been the ratal link between the whole. 
Signs are, however, not wanting to show that the colonies are 
prepared to subsidize steanfship communications as in the 
case of Canada and the West Indies. The Empire was built ' 
up as the result of maritime effort, yet it exhibits in Canada, 
in Australia, in South, East and West Africa, and in India, \ 
a vast continental expansion, and here the railwaj^ has \ 
played the decisive part in promoting emigration inland and \ 
making the interior resources available for the whole. 

III. — ^The Empire in Trust. 

MTiile Chamberlain did so much to pro m ote the clos er 
union of the British Commonwealth of Nations or the Empire 
in Alliance, he was equally active in the developmentjol The 
dependent or tropical Emphe. It rvasTelalively easy fob 

‘Quoted by Sir A. Lyttleton in “ British Dominions," ed. Ashlejy 
p . 22, 

fDominions Commission, p- 85. 2 
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liira to_»ork up a certain amount of enthusiasm for the self* 
governing dominions a!Jn to llriti«h in race and inslitutioni, 
but be rallied and cnpluMzctl the importance o£ the great 
tropical pctsscs«5ona of the Cro«n when few other people 
regarded the African possesdoas as an> thing but malarious 
regions inhabited by twckwaij coloiirwl races, and the W’ni 
IndiM were looked upon a5 derelict sugar islands n]n-a>s 
icrjuiring assistance liccause of hurricanes or some other 
untowani incident 

In a famous q>cech on the Estimates (August acnd.jSgi)* 
Chamberlain defended West Africa as averj*\*3l«ablcpo<*ea* 
Eion and went on to say that these tropica! i>osyes'ions were 
l^gland’s “ undcvelojwk estates." in winch it would lie 
nccessar>’ to sink national capitaLt He considcrci! tint such 
a development was sheer self-prcsers’ation 

“ It is onlv in such a polics- of development thit I see any 

*" IJui u «}' ngUi liu'iotali« Uvua me • iiut.'iet JecUrt* 

t;da of pohn I tin not $art7 that an opportnnltT iuu l-een giten to 
me to make (t 1 rej;ard many of onr coWulea aa being fa the raodtlbn 
of tisifeve!op«<l estate! aad estate* which oeeer can he (fertkipe*! 
without Imperial assistance. It appcari to me la be atsiml ta apply 
to facacc couatnes the tame rule* wlilib we apply to ctTiUrri poiuoni 
of the United Ki-ngdosi. Cases hare already rnme to ray knowlwlge 
ol coloatea which hare bcea CtiUsh cobaies peihap* tor mote than a 
hundred years in which up to the {iresest time finlisb rule has done 
absolutely nothing and if we left them today we should leave tl-cm b 
the same conditioa ■* that la which we (oiiad them. How can we 
expect Uicrcfoie either with adsaatsge to them or to ouisctres that 
trade with such places caa be developed 1 sliall be prrpsrnl to 
consider very caielully myself and then, if 1 am satisSed, to confidmllr 
sabimt to the House any case which may occur in which by the }u>li- 
Clous iniestment ol British money those estates which Iwbng to the 
itntish Crown may be developed’ for the benefit of Uieir pop»lst»Ki 
and for the bene'it of the greater population which is outside '' //aets*^. 
August 33 sd, 1695. 

|This Slew was also msintamed by Sir I> Morru b 1911 la a levtute 
on the West Indies, publubed In *' The Ilritbh I.'ominbBS.*' e<.hlf>l 
W. J. A'hlcy. VT^e productions of the tropics are in Inrreaiing 
demand as they are becoming more and more necessary to the inbiVi- 
i.ints of temperate countries . It Is not beyond the mark to 
alate that our commercial awpremacy may largely depend on 
msiataining eoalrol of them ilt fa cstimate»l that there are t^« 
million aquare miles of Ilrilub tenritoty within the Tropics. _^Tb 1 s 
area is ptoducinR commodities o! the estimated value cf itjo 
f A large share of these are recetred in this country and they conlru^le 
msterially to Ihe prosperity and welfare of our people p. rts 
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solution of these social problems by which we are surrounded, 
{plenty of emplo3'ment and a contented people go together 
and there is no way of securing plent3'’ of emplo3’ment for 
the United Kingdom except by developing old markets and 
creating new ones.”* He also considered that Britain owed 
a dut3’ to these regions simply because they belonged to her 
and that the development of their resources was plainly pare 
of her dut3'. It was, however, contrary to all tradition that 
the Government of England should sink mone3’’ in the develop- 
ment of colonial possessions. Nevertheless, from this time 
onwards England has assisted her tropical possessions in 
three wav'S : 

(1) By direcUy financing railivays and other permanent works, 
such as, harbours. 

(2) B3’ encouraging institutions for the study of health in the Tropics. 

(3) By encouraging scientific agricultiu-e and the spread of agri- 

cultural knowledge. ') 

/ 

(i.) <{ In 1^99 (62 & 63 Viet. c. 36) the Treasur3’^ was 
authorised to advance to certain Crown colonies by way of loan 
(3,351^820 at^- per c ent., to b e repa id within fifty .years. A 
la'fge part of this sum'was spent on the West .-African railwa3's 
(Gold Coast £578,000 ; Lagos £792,000 ; Sierra Leone £310,000). 
Further, £110,000 was given for the completion and equip- 
ment of a railwa3' in Jamaica and £500,000 for railways in 
the Jlalay States. A further £98,000 was allotted to the 
Accra harbour works, and £43,500 to harbours on the Niger 
coast. In West Africa the Government itself made the line. 
“ These railways have been constructed,” said the official 
report in I905t “ through dense tropical forest, in a deadl3' 
climate which, in spite of every' precaution in accordance with 
improved principles of malaria prevention, caused constant 
changes in the staff of every grade ; amid difficulties arising 
from heay;/ rainfall, from scarcity and inferiority of labour, 
from conditions under which cargo had to be landed as on 
the Gold Coast, by surf boats and lighters on an open road- 
.stead, while native revolts and railitar3' operations have 
interrupted and delayed the work.” 

The results were quite astonishing. (jThe development of 
large parts of Africa had been held back by the tsetse ^y, 

•Speech, Hansard, itugusl 23rd, 1895. 

tea. 2325. 
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wbicli not njcfcly cotumunicated the sleeping nckne^s to 
human Icings but ‘lestroyed the beasts of bunJen, Jeasang 
only man t\ho hi'l become immune, for porterage. The 
result u-as that in West Africa the natiw carri^ on «:>• 
little trade as thej' had no means of getting the products To 
the place of exchange. Tbdr prind|ttl nrticlc of export was 
something that would wal): to the market itself, \ 4 z,. tlatxs. 
With the abolition of the slave trade exchange sank to insig- 
nificant proportions and the natisTs contented themselves 
with gathering some palm kernels and conveying them to 
the coast for barter." 

Their whole system of agriculture was primitive in the 
extreme and thdr trade was confined to teiM forest grown 
products. \With the coming of the railways new possiiilitits 
of cxeliangc were opened out. the labour prcrioufly absorl/ed 
in porterage was set free for cultivation, the export of cocoij 
whicJi had begun in 1891 extended rapidly and the Cold Coast 
bocame the premier cocoa-pnxludng country* in the werJd.f 
Tlie natives began to make money out of a cultivatwl article, 
not mere scU-growm forest produce. Instead of practising the 
primitive s>’stem of communal agriculture they began toregard 
their cocoa plantations as individual property and passctl from 
communal to pnvate ownership. With railways the country' 
became safe and people left the walled towns and began to 
settle in the country districis.J The motor car added to 
the new mobility of goods and West Africa with its cocoa and 
p.alm oil, ground nuts and palm kemeb, became an in- 
creasingly good customer for nritish goods. In this case the 
railway broke down the isolation of centuries imposed i)y 
the tsetse fly and created a new commerce and a new sj^stem 
of land ownership. 

In a disaission at the Ro)al Colonial Institute, Mr. P. A. 


•Sir JJ, Cljflord, '■ Tlie G«M Coast.*' il’azlBMiTi Magatine, /lanwy, 
>918. f' 5 ». 

Cctoa tagcriti. Va!i* 

t 1891 *0 Ibv H 

1901 960 Ions 

i9ir 35.z^» ^ 

1916 « ifj.Bt?.?*'' 

FisutM qiiote 1 by Sir Clilfonl, o/l Ot-fn. 


•J. Astler Cooper. " JRev-fot DerelopsientJ h Wert AfrI-a,’' Ko/aJ 
Colonial Jnrtltute Tfocwllng* fa Unlltd r.BpIfe. An^uit, jjjo. 
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Renner, a native, said he had seen in the few yesns he had lived 
on the Gold Coast the improvement w’hich had been brought 
about hy the railways. It had so astonished the natives" as 
to_ make them almost worship the white man. Previously 
tribal spite and feuds were so great that the people of one 
village would not visit those of another. Now they would 
find the men of the South in the North and those of the East 
in the West.* 

The sanic spirit animated the Foreign Oihce after 1S95 
with regard to the construction of a railway from Mombasa 
to Victona Nj'anza, known as the Uganda Railway. “ The 
obligation tardily accepted by the late government is assumed 
with readiness by the present govemment.”t Goods cost_;^iSo 
a ton to move by native porters, who were very' "few as the 
popiilatibn" was scanty ; when the railway was built the 
price dropped tOjTiy a ton. By March, 1903, £5,384,370! had 
been fumish’ed'for building the railway, which was a State 
enterprise; ^ Mr. Harcourt, in his speech on June 12th, 1912, 
said that the profit on its working had risen from £56,000 
in 1906 to £134,000 six years later. A further loan of £250,000 
was prorided out of the surplus of 1910-1911 by Mr. Lloyd 
George, when Chancellor of the Exchequer, in order to hdp 
the growth and export of raw’ cotton in that region and a 
further loan of half a million w'as forthcoming in 1912. Rail- 
way construction was also pushed on by Mr. Harcourt in 
Nyasaland and West Africa. A loan of three million pounds 
Egyptian, promised in X913 towards a railway in the Sudan, 
was largely spent in irrigation for cotton-growing. 

Th_e jiew_constructive imperialism has its roots in railways 
andJs„b,ound up with the growing need of England for raw;, 
materials, especially cotton. 

(2.) It is, however, no good building a rahway for mass* 
traffic if the white man cannot live in the region to superintend 
the production required or if the labour supply is continuall}?; 
decimated or destroyed by epidemics or malaria. The, 
development of some means of making the tropics health}' 
for men to live and work in, was a necessary complement of 
railway building. 

♦Proceedings, cp. cii., p. 550. 

■fHansard, 4th ser. XXXVI. 1290 ; LXXXII. 309, 297 

jColonial Office List. 
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Chamberlain realized this aad addressed a letter in 
to the leading medical schorl of the United Xicgdom urging 
the importance of eQCOura^ng.tbe study of tropicatniedidner~ 
A School devoted to the study of tropical medicine was 
opened in I,ondon in 1&99, and rws subsidized b^ the Cdvern- 
inent and the Crown ColoiSes Anothet-£chool-was~5f5rted- 
m layeipool. in 1899. by the West African merchants there 
as a result of the awakened interest in tropical medicine 
The jcneral result was to train medical men in the special 
diseases of the tropics, to start scientific enquiry into the 
causes of tropical disca^s and to collect and disseminate, 
the knowledge and research carried on by medical persons in 
tropical areas Permanent research laboratories were started - 
in the Federated Malay States, in Ceylon, British Guiana, the 
leeward Islands and Nigeria. In the Colonial Office thc_ 
Colonial Secretary was assisted By a permanent advisory- 
committee on medical and sanitary matters connected Tvjth_ 
tr^ical Africa 

The general results of this crusade to make the tropics 
healthy have been remarkable 
West Africa used to have the reputation of a deadly climate 
and was known as the “White Man’s Grave.*' A case 
occurred where the colonial governor who signed the despatch, 
the secretary who wrote It and the clerk who copied it liad 
all died before it reached the Colonial Office from the Coast.* 
CWith steps taken to exterminate the mosquito the 
mortality dropped ; better men were willing to go to tropical 
regions ; the administration gained and the natives them- 
selves felt the benefit of the preventive measures.\ The 
deaths among native troops in West Africa declined'fcy 75 
per cent.f 

In the Federated Malay States in 1901 as many as 334 
patients were admitted to the hospital as serious cases with 
maiana. Drainage speciaUy adapted to destroy the mosquito 
breeding places was undertaken and the works were completed 
in 1902. The admissions to hospital then dropped to an 
average of 29. There whs , however, an increase in the sur- 
rounding undrained districts which showed that the mosquito 
had not lost its virulence. In 1901, the sick leave granted 

•Brace, " Crown ColoniM and Places,” Vol. I.,p. 403, 1910. _ 

tBruce,of . eit ,p. 438. Scealw" Ilealtli Problems ot the Empire. * 
p. S3. 
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i.0 176 government employees was 1,026 days ; in 1903 only 
71 days’ sick leave was reqtdred by 226 government 
employees.* 

Mr. Harcourt stated, in 1912, that in West Africa, in spite 
of outbreaks of plague, yellow fever and other pestilence, 
the death rate of European officials during the last nine 
years had fallen from 56 to 25 per 1,000, and that the improve- 
ment was progressive. Research has also been undertaken 
into sleeping sickness, yellow fever, beriberi, and other 
tropical scourges. The result of the researches of British 
tropical medicine was seen when the American Government 
began its campaign of mosquito reduction in Havana and 
extended its work to the Panama Canal.j 
/ The new sanitation having made it possible for men to 
live in the tropics, those regions have gained an added value, 
trade has been stimulated and the wealth of the world and 
its interdependence still further increased, the tropical areas 
have come into their own and are regarded as valuable assets 
to the Empire as a whole.) 

(f"(3.) The third great line of development which owes its 
impetus to Chamberlain's vision of what might be done with 
the Empire in Trust was in the direction of the encouragement 
of scientific agriculture and the destruction of insect and 
fungoid pests that preyed on plants. J 

^^.TCommi.ssion sent to the West Indies to investigate 

*Brucc, op. cit., p. 442. 

The decline of malaria at Ismaila is verj' striking : 

igo2 - r,55i cases. 

(Anti-malarial operations) 

1903 - 214 cases. 

1904 - 90 ,. 

iQo.i - 37 .. 

Bruce, op. cit., p. 439. 

fSir R. Ross, in a letter to The Times on July 24tli, 1920, speaks of 
his " very lucky observation of August 20th, 1S97, which provided 
tlie key to the whole mystery and even helped to unlock the yellow 
fever problem in 1900. The sanitary measure of mosquito-reduction 
was fully described in 1900, before Gorgas used it ; but he was able to 
employ it and other measures against yellow fever as well as against 
malaria. The whole work has been an international one in which 
the British have taken a considerable part. But the British ■work has 
been almost entirely due to the initiative of private medical men. 
On the other hand, Gorgas worked with the whole support of the 
.American State behind him.” 
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,tiie deptession reported, ia >1897 that their condition was 
fesperate. They depended on sugar ; their industry was 
Iruined by the bounties pven by foreign governments to beet 
{sugar and any improvements the planters might introduce were 
jofiset by further bounties. Chamberlain set .to jivork to .gel 
'the sugar bounties abolished and the United Kingdom joiiwd 
Ithe sugar convention in 1902. By agreeing to prohibit sugar 
'from bounty-giving countries the United Kingdom stopped 
jthe bounty system as far as the important sugar producing 
/countries were concerned. If they could no longer get a free 
(market in the greatest sugar consuming country — Great 
(Britain, it was not worth their while to continue the bounty 
(system The prosperity of the West Indies revived from 
'this time onwards and the financial situation of the Islands 
was said to be better in 1910-1911 than in any time during 
the previous fifty years. This was partly oudng to the 
abolition of the bounty system which ga\ic a guarantee that 
improvements in prodn^on would not be swamped b y, 
further increase in the b ounfi es. "Ti istopeless lor individuals 
to jut themselves against the bottomless purse of forrign 
governments. Other factors, however, contnbutcd. A ta riff 
war between Germany and <^nada bad the effect of siuittiiTg 
out beet sugar from Canada, and the West Indian cane sugar 
filled the gap 

A great deal of the growing prosperity of the West Indies 
was due, however, to two other measures initiated by the 
Colonial Secretary. He obtained a grant of Ao.opo a year. 
of which Jamaica paid half, to subsidize a Un e~bf steam ers 
to enable the fruit of the WesETmHes'toTind” brtter market's. 
A'S in Africa he tried to develop better communications. In 
this case the object was to stimulate the growth of alternative 
products and lessen the dependence on sugar as the staple 
crop. 

In _i8q8 a^__Imperial of Agricultu re _w as- 

«tabSs£e(^ in tHe West Indies, supported by.^lmperial Junds, 
and Sir Daniel "Jlorris was transferred from Kew to act as 
technical adviser. As a result of the application of sdence 
to agriculture in this part of the tropics great improvements 
were made in.the su gar can e and the new "canes yielded from 
f^_to twenty-five per cent mom than the old."” gotten, 
once the great staple of the West Indies, was-reintrothiwd -■ 



and New Constructive Imperialism 349 

from the Carolinas in 1901 and an exceptional!}' fine variety 
of the high-class Sea Island cotton, indispensable for British 
fine cotton spinning was successfully evolved.* 

Insect pests have, .been . succes s fully combated and_^the I 
yield of the sugar cane has been stSl further increased owing’ ; 
to the discovery of a parasite which preyed on a moth which i 
bored into the sugar canes and caused great annual loss.f ' 

Above all, the Department was successful in organizing!' 
agricultural education and in stimulating and educating ai') 
race of men willing to adopt new ideas and try experiments. 
The Department also furnished a bond of unit}' and a great / } 
thread of imperial communications between the Islands.// 
In an article in The Times (May 24th, 1910) on the work of 
the Department, the writer said : “ Some of the Islands do 
not hesitate to declare that the Imperial Department of 
Agriculture has been their salvation, hairing lifted them out 
of poverty into a condition of comparative affluence — as in 
Antigua and St. Kitts by the development of the sugar indus- 
tty and in St. Vincent by the encouragement of cotton grovriug. 

. . . Jlore than one-half of the total sugar production of 
the West Indies is being raised from varieties of cane developed 
by the Department.” The cost to the Imperial Government 
W’as between £11,000 and £12,000 a year. 

The brilliant success of science applied to tropical agricul- 
ture in the West Indies led to similar institutions being set 
up in other tropical areas belonging to the British Crown 
aii 3 '~the 'men trained in the West Indies went on to those 

•Report of the Empire Cotton Growing Committee, Cmcl. 523. 1920, 
p. IS. 

tThe story was told by Sir Daniel Morris in a lecture on the West 
Indies, printed in the " British Dominions," edited Ashley, p. 188, 
as follows ; 

" In connection with the experiments v.-itli sugar cane an interesting 
instance of the value of science for practical purposes was brought 
out in the case of a destructive pest knoum as the moth borer. For 
two hundred years this had caused immense damage on the sugar 
estates, but where or how it laid eggs and started its attack had never 
been ascertained." After an enquiry extending over less than a year 
conducted by a Cambridge entomologist, Mr. Lefroy, not only 
discovered the eggs of the moth laid on tlie back of tiie leaf of the 
sugar cane, where they had escaped notice, but he also found a friendly 
parasite that could be utilized to keep the pest in clieck and enable 
the planters to save a considerable portion, if not all of the heavy 
annual loss hitherto sustained by tliem." 
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other legjonSj ^ spread the gospel, mse new^erops and 
transform the conditions of tropiral agric^ture.* Simflat 
Departments were set up in India, the Federated Malay States, 
British F^st Africa, the Gold Coast, Morth and South Nigeria 
and Egypt. 

f A great impulse was gi'^cn to scientitic agriculture in the 
{ tropical and semi-tropical areas by the growing world shortage 
'of raw cotton The causes of this shortage were many, 
jit was partly due to insect pests.J The cotton boll worm and 
''the cotton boll weevil and the pinic Loll v/onn were so destruc- 
tive in both Egypt and the United States that the loss was 
said to involve a quarter to a third of the crop,'f and its 
ravages were increasing, especially in the United States. It 
was stated at the Imperial Entomological Conference in 1920 
that the loss to the United States was millions in one 
year and the loss in Egypt in 1917 was li'j millions. 

^ The demand for cotton in the world was increasing owing 
to the greater beauty of the fabrics made of cotton, while 
sew uses were continually being found for cotton, sudi as 
the casing of motor tyres There wras a Rowing attempt 
by other countries to manufacture cotton, with an increasing 
scramble for raw material. The supply varied considerably 
with the seasons and a frost m the United States, or the failure 
of the Nile to nse W'ould seriously aflcct the staple industry 
of lAJicashire. It became urgent for Great Britain to try 
and develop further cotton supplies or her greatest export 
industry would sufler irreparable losses, p 
( The tropical and semi-tropical areas oegan to acquire a 
new value as possible cotton producing areas and the two 
favourite methods advocated to increase cotton production 
were improved transport facilities and better methods of 
Cotton growing, so as to secure an increased yieldA (fhiis 
Chamberlain's methods of constructive imperialism, viz., 
railways and science, were pursued as vigorously by his 
successors to get cotton.) Mr. Lloyd George, when Chancellor 
of the Exchequer, devoted no less than half a million to the 


•Two men trained in tlie West Indies went to the Imperial Depart- 
ment of Agriculture in India, two to the Federated Malay States, 
one to British East Africa, one to Fiji and three to Indian prosincial 
departments. Sir D. Moms, op. ett„ p. 190. The Imperial College 
of Tropical Agriculture was set up at Trinidad in 19J3 to train men 
for Agricultural service throughout the British Tropics. It also took 
over tlie work of the Department. 

•f Empire Cotton GrowingCommittee Report, p. t8. 
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provision of additional railway facilities in Uganda to secure 
the cotton crop. The Imperial (^vemmen t in 1910 promised 
a g rant of ^ 10.000 a year for five" years towards3he'experi- 
inents to be conducted the British C otton Grooving Associa-, 
tion, and it was ernpowered^uTirQa^ to levy "6d.’ off eacffbaie 
^Tcbtton used by the spinners to be devoted to Empire cotton 
g rowin g.' 'A similar cess is levied in India, which is the 
large^cottonrproducing countr}' within the Empire. jUer 
lirf t is s hort stapled and is at present unsuitable for English 
use__o.n fine piece-goods. In Uganda, where cotton was 
almost unSiovTi in 1903, a cotton of good quality is being 
produced ; the export in X924 is expected to reach over 
100,000 bales. To develop the cotton possibilities of the 
Sudan the British Government guaranteed between 1919 and 
1923 loans of £9,500,000 for r^ways and irrigation there. 
The 42,000 bales of good cotton produced in 1924 are expected 
to reach a million in fifteen years’ time. Nigeria, especially 
the Northern provinces, is also a promising field, from which 
the II bales of 1914 had become 31,500 by 1921. Thus both 
the British and Indian governments have become interested 
in cotton production. 

"”In T9TI, the Department of Agriculture commenced its' 
work in Egypt. As the chief product of Egypt was cotton, 
naturally cotton attracted the attention of the Department. , 
Once the scientists had developed better varieties of seed it 
was the business of the Department to see that the fellahin 
got the seed. The task was first of all to evolve the strain 
and then distribute'it. In addition to that a crusade against 
the cotton worm was nece.ssary. Both these tasks' were 
undertaken, “l^e Goyemment supplied the seed on credit 
and took payment "after the cotton was sold. Instruction 
on the cotton worm and methods for keeping it under was 
given regularly at the Mosques after Friday prayers.J The 
local officials had to organize the crusade and persons who were 
slack in notif'’ing and destroying the pest were punished by 
being made to go and help to destroy the insect in other 
people’s fields. Parasites of the cotton worm were discovered 
in India and fostered to keep the worm under in Egypt as 

‘Empire Cotton Growine Committco, p. s8. 

+ 0/). cil., p. 39. 

J Reports on Egj-pt in igii, CU. 6149, and for 1912, Cd. 66S2. 
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they had done in India. Expenments were conducted with 
a view to producing a cotton whidi matured earlier before 
theljoll worm had time to hatch. 

j Cotton growing has provided one of the chief motives for 
ihe development of scientific agriculture in the colonies and 
/India. It has made for the creation of transport Jaciljties 
I and_irrigation schemes. It has caused peasant cultivators to 
1 grow a product for exchange instead of depending on self- 
'sufficing agriculture and is one of the greatest stimuli to 
^colonial trade. 

^ ihe movement for the establishment of scientific- agricul- 
'tural Departments had already spread to India. In^igo^ 
/tSt. J3epartment of Agriculture was started. In addition 
(to the Imperial Department there are locdl -agricultural 
/experimental stations in every province. Tobacco, wheat, 
.inmgo. fruit, sugar, jute, flax and silk are all receiving scientific 
j attention A large amount of energy is also bein^ devoted 
fto the increased production of raw cotton for which India 
j offers special fauhties in an abundant labour supply.* 
f The reports of all the tropical dependencies are full of 
'the new movement for re-fashloning the conditions of tropical 
I agriculture by advice, experiment, the provision of seed and 
, plants, marketing facilities, instruction and demonstration. 
To no direction has English influence been more marked 
.than in the new health cnisnd£.in the tropics and the new 
science of tropical production The knowledc'e of her 'arientists 
!has increased the output of the staple articles of the world 
{ and will still further increase it. Her scientific men have also 
)niade the tropics a place in which the white man can live 
fand direct production ; her engineers have built the railways 
iwhich enable the products to be marketed and have irrigated 
and drained the lands in Egypt and India and in other places 
,and have added large tracts to the fertile areas of the earth. 
IThey have confined rivers, built bridges, harbours and roads 
all of which made for increased production and increased 
(exchange of commodities. The great undeveloped estates 
fare in process of rapid development for the benefit of their 
Sown inhabitants, the British Emmre and the world. “It 
‘ 'The India Cotton Committee place the normal crop in India at 
4} million bales of 400 lbs. each, cnltirated on 22^ million acres 
Fmpire Cotton Groiring Report, 49 . 
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is the man of science who is to decide the fate of the tropics ; 
not the soldier or the statesman with his programmes and 
perorations, but the quiet entomologist. He is the man who 
of all others strikes the popular imagination the least and gets 
less of popular prestige but he has'begun a fascinating cam- 
paign for the sanitary conquest of those enormous tracts of 
the earth. Before long he will ha%'e added their intensely 
fertile soil almost as a free gift to the productive resources 
of the himian race.”* 

But the scientist must depend upon the administrator toi 
devise the methods that shall make scientific research effectivei 
and it is, in the end, on the members of the colonial services? 
that the constructive imperialism of modem times has rested;' 
and will rest. In spealang of their work ” with knowledge’ 
and gratitude,” Mr. Harcourt said ; “ They spent a great 
period of the best of their lives, on very moderate emoluments, 
in distant and often deadly lands — ^lost to their friends, 
removed from public appreciation in the obscurity of the 
jungle, but if they erred never spared from blame. They 
reaped few rewards except the advantage of the native, 
the credit of the Service and their own good name ; but they 
had at least the testimony of the d'^^zed world to their 
probity and humanity. The Empire owed more than it 
would ever pay to her exiled and strenuous sons.”t 

_Th£ Empire, jn.. Trust has also devdoped its preference 
system^ ^Following on the preferences given by Great Britain 
iiO^g,— Malta and Cyprus instituted, in 1920, preferences 
on the import of British -manufactures. Jamaica also gave 
a preference on cotton-piece goods made from cotton produced 
within the Empire. J 

.A- new feature of the Imperial tariff system is the preference \ 
on raw material for imperial use. 

~ As early as 1903 the Straits Settlements gave a rebate of\ 
the export duty on tin if it were to be smdted in the United 
Kingdom. In 1916 Nigeria followed suit and imposed a duty 
of 31 per cent, ad valorem on tin exported outside the Empire. 
In the same year an export dutv of /a per ton was imposed 

*Lord Robson, quoted by Sir D. Morris, in " British Dominions,” 
p. 169. ^Hansard, June i2th, 1912. 

JFor details see "Board of Trade Journal, 1920." As a result of 
the Canada-West Indies agreement of 1920 the preference given to 
Canada has been extended to the British Empire by Trinidad and 
Guiana. "Board of Trade Journal, December, 1920. 
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on palm oil from the Gold Coast, Sierra Leone, Gambia and 
Nigeria if it were utilized in foreign countries. (Hides from 
India got a rebate of tw’o-thirds of the duty on export if used 
;rithin the Empire.^ The preference on palm oil, intended to 
last for five years, was repealed in 1922 owing to the after-war 
depression. 

) One of the most interesting of recent developments has been 
I the changing position of India in the economicusystent^Qf 
the British Empire. Before the War she formed part of 
tKe Empire in Trust i dunng the War she began to join the 
Empire in Alliance. She was admitted, as we have seen, 
to the Imperial War Conference ou equal terms with thq other 
Dominions. When the English preference system was 
inaugurated in 19x9 she obtained a preference on tea. One 
of her great grievanas lay in the fact that in 1894 she bad 
not been allowed to protect her own cotton manufacture. 
A duty had been imposed on cotton imports. The British 
Government insisted that it should be balanced by a corres- 
ponding ezdse dut)' on Indian cottons so that Lancashire 
might not be adversely affected. In 3917 this was changed, 
India offered £100 million towards the expenses of the War 
and proposed to ra-se part of the revenue to pay the debt 
by increasing the import duty on cotton piece goods. In 
spite of vigorous protests from the English cotton industry 
she was allowed to do this, the ofiidals in India warmly 
approving * 

With the permission to impose duties even_agaiDS|^iIan^ 
Chester, India virtually gmnra command'oT her own fanfl 
and this ivas definitely confirmed in J921. She thus attained 
in tariff matters the same freedom as the Dominions and like 
them has become increasingly protectionist, not merely in 
cotton, but in iron and stcd,_a._newjiepacture_iiU924- A 
High Commissioner for India with economic as well as political 
duties was appointed in 1920, thus showing how India (ended 
to approximate still closer to a self-governing dominion. 

One continual source of trouble had been the Apposition 
of the self-governing colonies to themigration-Of Indians as 
settlers. The people of India daimed that, as British sub- 
jects. they ought to be free to migrate within the Empire. 
The white population of the self-governing dominions were 
afraid of the introduction of chea^ coolie labour with a lower 
'Quoted by Mr. A. Chamberlain, t4th March, 1917, Hansard p.ti jo. 
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standard of living. Th e anomaly lay in the fact that although | 
the self-governing Empire could exclude Indians, the govern- ' 
njent of India cpjuld_ not exclude colonials, and they might ,• 
even occupy the liighest posts. Another grievance lay ini; 
the fact that Indians already se'^tled in other parts of the' 
Empire were not allowed to bring in their wives and children! 
and were differently treated as regards the inhabitants of: ; 
the other dominions in the matter of land holding and the 
power of acquiring land or setting up in trade. In the case of' 
Canada, J apanese were more favourably treated than Indians. * i ' 
The Imperial War C oaference-of__lQl7..agreed that eachf. 
country composing the British Commonwealth, including' 
India, should enjoy complete control of the composition of its| 
own population and might restrict immigration from any; 
of the other communities, f India wa s t hereb y einppjveredl 
to exclude colonials, _.if shejm^ed..„ British citizens in any.' 
British country, including India, were, however, to be ad-', 
mitted into ary other British country for visits of pleasure 
or commerce and Indians already permanently domiciled in • 
other British countries were allowed to bring in one wife ■ 
and minor children. “ Indians in their outlook upon the 
Empire are at present powerfully swayed by two ideas.. 
They are proud of the fact that they are British subjects.- 
and their country an integral part of the Empire. They wish; ‘ 
to claim their Imperial privileges and they do not understand 
why, on the ground of race, they are imfairly excluded from 
large tracts of the Empire and worse treated in some matters 
than Asiatics who do not belong to the Empire. . . . Thus • . 
sentiment and imagination enter largely into the con--, 
troversy."^ 

Although the question of immigration was settled, a fresh 
controversy soon arose as to the status of Indians bom. or ^ 
domiciled w ithin a Dominion . The Indians claimed equality, 
while certain provinces of South Africa declined to grant ■ 
equal rights in either trade, land-ownership, residence or ■ 
franchise. While the fric tion in colonies of European descent' 
was a rule the tropical po.ssessions were permanently short of 
labour ever since the freeing of their slaves. The negro, with, 
certain exceptions, satisfied his needs by short periods of work' ; 

*Cd. 8566, p, 160. 

tCd. 9177, p. 195- 

JNote on Emigration from India, Imperial War Conference, 1917, 
p. 161. 
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' and saw no reason for doing more. Indian labourers were 
, imported after 1S37 to fill the gap and now such labourers 
I are to be found in large numbers in Mauritius, British 
Guiana and Tnnidad, in Vijiand Natal, in smaller proportions 
m Jamaica and some other West Indian islands and agam in 
large numbers in Ceylon, the Malay Peninsula and North 
Borneo. While, therefore, they were unwelcome in one part 
;of the Empire they were eagerly desired as a labour force 
lin another. 

, The coolies were recruited on behalf of the colonial govern- 
ments and were assigned to planters. They were indentured 
■for a Jerm of five years as a rule and then were expected to 
' work for a further period as free labourers, after which, in 
some eases, their return fare was paid, or they became per- 
manent residents and often became land-owners. In this 
;way the population of Mauritius. Trinidad, British Guiana 
'and Fiji contained a large proportion of Indians. Their 
departure from India was supcrxHscd by a Protector of 
Immigrants and (hey were under a Protccto rnTthe colwy'* 
to which they went. Should their triTdlthcnt be unfavouf- 
jablem the colony to which they went, the Indian Government 
used to refuse leave to recruit for that colony and thus 
p-iralped the flow of labour until conditions were improved. 

• Commissions of inspection were sent out from time.to time 
by the government of Iridia itself to supcrx’Ise~the treatment 
of the emigrant coolies Most of them had prospered and 
improved their position and had added to the wealth of the 
countries that received them. Tlic development of tea- 
planting in Ceylon and Assam would have h«cn impossible 
without them ; they were all important in rubber-planting 
in Malaya and had helped the sugar production in the West 
Indies Great diflicultics arose over the admi^ion, and 
istatus of Indians in British East Africa, no\vlCcny’a. jin a 

• Crown colony the decision as to c.xdusiorr and general 
treatment of Indians rested xvith the British government 
itself. Indians had penetrated inland to build the Uganda 
railway, Indian traders had followed and in 1923 the q 65i_ 
whites were outnumbered by 22.822 Indiai^T^o daimcd the 
franchise Ye^even here restri ctions w ere imposed injipas 
on the ground that England ssas a trustee fo r the Af ricans 
who numbered 2J-3 millions. The continued immigration 
of Indians would, it iva^iSd, deprive the African natives of 
(ftc/r chance of rising into the minor eferfeaf and 
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Jjosts. “His Majesty’s government regard themselves as) 
exercising a trust on behalf of the African population and! 
the^ are miablejp share or delegate this trust, the object of! 
wliich may be defced as the protection and advancement of( 
the native races.’’_ (Cmd. 1922, p. 10) . Thus the emigration • 
of Indians gave rise to a definite statement as to England’s^ 
attitude towards Africans. The Indian government was so, 
incei^e^tha^ni^ai it refused to allowits subjects to emigrate' 
to Mjr colony except Ceylon and Malaya, and this permission' 
wisjvithdraryn.in 1923. Only the Viceroy in Council may, 
allow emigration in exceptional cases. The new ease of 
migration thus created great friction between the colonizing 
races' of the Empire. 

Thc__charactenstic change in British commercial policy 
after 189513 a reaction frdni'\TOrld economics to im peria l 
e cbn'o mics^ Whereas in 1830 the Wesiminster Review* could 
speak of “ the colonial dominion which has ever been the 
bane and curse of the people of this country,” at the beginning 
of the twentieth century the evolution of the United Kingdom 
into a great federated Empire was regarded by many as 
self-preservation both for the United Kingdom and for its 
dominions and dependencies. All nations have missionary 
aspirations ;f the great thing is to be large enough to preserve 
your own type from other missionary nations each of whom 
believes not merely that its type is the best, but that it would 
be the best for others. J ^ 

The British Empire is an Empire of diversities and would, 
never attempt to impose one type on its extraordinarily varied i 
parts ; uniformity would mean the death of its spirit. Iti 
therefore~must be strong enough to resist attempts at prosdy-/ 
rising b3' others if it wishes to have free play for its yarj-ing. 
individualities.-' Sloreover, the growth of a nation into an' 
Empire is but part of an evolutionary principle. To refusej 
to obey it was,,to become stagnant. As the manor enlarged 
into the district or province containing both town and countrj^ ■ 

•Quoted Jlills, The Colonization of Australia, p. 21. 

tcy. Count Mouravieff, quoted Drage, Russian Affairs. 

" I bcheve that Russia has a civilizing mission such as no other 
people in the -world, not only in Asia hut also in Rutope. . . . We 

Russians bear upon our shoulders tlie New Age ; we come to relieve 
the ‘ tired men.’ " 

|C/. Prothero, Gennan Opinion and German Policy before the 
War {191O). 
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so the jiiovmccs or lUstricts merged into the nations in thdi 
turn. Those countries tliat slill kept thrir pron'ndal restric- 
tions, like Germany «nd Italy, remained backward until 
they went over to the national stage in the nineteenth century. 
/In the twentieth century rrith the railways thc.nalions have 
^ become T-mpircs and to refuse to take the necessary economic 
or ixiTitical means to draw tlie Empire closer is to iierpetunte 
sudi local differences that the small areas become a prey 
to ambitious neighbours anxious to extend their markets 
food areas or raw material supiilies 

A large Empire makes for prestige and therefore for jicacc 
as It is not lightly attacked Smalf or W'cak States are a 
great temptation to their neighbours as were Toland. Den- 
mark, Belgium and the Balkan States • 

The transition to the iotpcnal stage is saM to be seff 
preservation in that it increases the man jiowcr of the whole, 
introduces into the older parts new and virile elements 
which prei'cnt stagnation by proting to be a fount of jier- 
pctiial youth and energy while it is of inestimable benefit 
to the new countries to be closely linked up with the rcwla* 
tions of an asdent dviliration and storehou.ee of knowl^ge. 
That the British Empire should bold together h not mere 
political sclf-prcscri-ation but is self-preservation from the 
economic standpoint When an Empire contains, as does the 
British, the bulk of the wool, rubber, jute, edible oils, m’cfccf 
and gold of the world witliin its borders it has an unrivalled 
economic weapon for bargaining with other governments 
or with tnrsts, if has an insurance in peace and war. With 

'Cbambetlaui at Colonial ConUreiice ol 1902* 

“ I iToot you to consider for • moiacnt what fi the present position 
of the smaller nations mth wbom In populailon jou may compare 
youtselres What is the posiUon of auch nations in Hurupe as Greece, 
the Balkan States, or Holland, or the South American Kepuilirs ? 
Wliy, RcnUemen, they are nhwlotely independent nations ana eccorJ- 
ingly they have to bear burdens for their military or na\ol dcfenrei 
or for both as the case may be, to which yours bear no proportK>n 
whateser 2 point out to yon, therefore, that in the clash o( nations 
you have hitherto denied great advant^es even from a purely maleriil 
standpoint front being a part of a great Umpire Hut the prinlrgci 
we enjoy involve corresponding obligations. The re<ponti 1 >ihtlci 
must be reciprocal and must tie ^ared in common. I do not think 
that a-ty Empire is on a sure fonndation which is not based upon 
rcrogniied community of sacrifice" 
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the growing shortage of raw mateiials in the world it has a 
valuable asset in its quasi-monopoly of these articles. From 
the point of view of the United Kingdom it is a great advan- 
tage to be able, if necessary, to supply the greater part of 
her food requirements from within the Empire. As a basis 
for shipping and for its profitable employment, the wide- 
spread distribution of colonies is of inestimable advantage. 
To the dominions and dependencies the connection with the 
richest country in the world has been of great assistance in 
getting cheap and abundant supplies of capital which has 
hastened their rapid and prosperous development. 

A diversified Empire, such as the British Empire, means 
further development of the faculties. No place is far off 
to the English, and notliing can happen in the world without 
affecting the Empire at some point. The conscious co- 
operation of all parts which is bound up with developed 
commmiications is self-preservation from the point of view 
of sa^ty_JiDm._ aggression, from the point of view of the 
a^quate develoqjment of the economic life of aU parts and 
fronUtlie point of view of having an ideal or enthusiasm 
without whfcli air else is vain. His Majesty, in replying to 
the address from the Imperial War Conference of 1917, 
said ; “ The value of the Empire lies not in its greatness and 
strength alone but in the several contributions that each of 
its diverse parts with their varjnng circumstances and condi- 
tions makes to the one general stock of knowledge and 
progress.”*! 


*Cd. 0566, p. i6j. 



PART VII 


THE EFFECT OF THE DEVELOPJIENT OF 
MECHANICAL TRANSPORT ON BRITISH 
AND IRISH AGRICULTURE. 

SYNOPSIS 

I.— TifE ErrecT OF THE DEVEtoPMEsr OP Mecsanicai, Transport 
OK Ekcusb Aciucui,ture. 

1 — llie ddlerwces between tbe agricultnre o! Great Dntam and that 
of European countnes 

(а) Great Britain a food imparting urban country after iS^o. 

(б) niaappearance of tbe peasantry in Britain. ' 

(e) Absence of serfdom and serf problems 

j -Penods 

(o) 1793 1S30. Tbe victory of the large farm. 

I — The Brencli Weira hastened the creation of tbe large 
farm. Result, an agncultural reToIutioa 
consisting of unproced cattle breedug. more 
com fields, abolition of the open fields, enelo- 
sure of wastes 

a Causes of tbe disappearance of tbe small tenant and 
owner as tbe typical feature of English egri* 
, culture Inferior methods, fluctuations in 

pnees. loss by enclosure of the wastes, tbe 
expense of'xesoning the strips, incapacity to 
adopt iriprovements, lack of capital, loss of 
bye-cmpluyuiCQt. liigbjioor rates. The large 
fanner was more emaent, import of com 
difficult owing to lack of transport, import of 
meat impossible except salted. Encourage' 
xnent by tbe GoTCnunent of large farmers for 
tbe sake of food supply for growing town 
popolation. 

3— Agricultural labourers tecxuited from tbe small 
farmers : abundant and superfluous 
(6) 1831-1873. Tbe National llarket created by the Railway 
and tbe ’* Good Years " 

Forming was Tcry prosperous owing to tbe dev elopment 
of the railways in Great Britain which 
developed a national market for food products. 
Foreign competition undeveloped. Scientific 
fannmg and tbe adoption of machinery. 
Women ousted from^ field work. The agri- 
cultural labourer won't to the towns. 
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(c) 1874-1894. The World Market and American Conipetilion. 

Fall in the prices of meat and wheat. Loss of capital 
by landlords and farmers, reduction of rents, 
gcner-al imcertainty. The reversion from 
arable to pasture. Growth of food imports. 

(d) 1895-1914. Agricultural reconstruction and sociai 

experimentation. 

I — Great Britain concentrated on dairy farming, 
market gardening and cattle breeding. 

2 — Eecline in the numbers of agricultural labourers. 

" Rural depopulation." 

3 —The attempt to establish a peasantry by Govern- 

ment aid and compulsion where necessary. 
Development of agricultural education and 
co-operation. 

4 —Increasing State intervention in agriculture. The 

Board of Agriculture, 1889. The Develop- 
ment Grant, 1909. 

IT.— Tnn EssECT op ^Iechanicai, Transport on Irish Agkicueture 
AND the Relations, between Great Britain and Ireland. 

1 — T'he attempted Anglicisation of Ireland. Elizabeth to Charles II. 

2 — ^The suppression of competition in Ireland. 1660-1783. 

3 — ^The ei^ual treatment of Great Britain and Ireland. Laissez-faire. 

1801-1870. 

The overpopulation of Ireland, the decline in numbers, 
emigration, free contract in land. 

4 -Constructive policy for Ireland, 1870-1913. 

(а) Improvement of tenures. 

1870. Fixity of tenure and compensation for eviction. 
1881. Land Commission to fix " fair rents." 
1885-1891. Facilities for land purchase. 

1903. Wyndham Act. Greatly extended facilities 
for purchase with the intent to transfer the 
land of Ireland from landlord to tenant. 
1909. Financial breakdorvn. Further facilities and 
increased advances of capital. 

(б) Improvement in methods. 

The Irish Co-operative Movement. 

The Department of Agriculture, 1899. 

The Congested Districts Board, 1891. 

I. — The Effect of the Development of lilECHANiCAL 
Transport on English Agriculture. 

ATTHILE the development of mechanical transport pro- 
▼ I vided new outlets for British industry abroad and 
created new branches of industry at home, it also stimulated 
the groudh of food in other countries and facilitated its 
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^ import into lingland. The agricoltuie of both Great Britain 
I and Ireland had to be radically reconstructed in consequence 
I of the world competition and there was here as elsewhere 
an abandonmeht of the laissez-faire attitude as far as the 
United Kingdom was concerned. The result was that the 
United Kingdom became the land of soda! experiment in 
agriculture. One of the most remarkable land transferences 
of modem times was being carried out in Ireland and a great 
scheme to restart a peasantry with State aid was'Tjdng 
attempted in England prior to the outbreak of_the„War 
of 1914. 

j The fundamental difierence between the history of English 
agriculture and that of the other Great Powers in_thejiiae* 
teenth century lies in the fact that Great Britain had become 
the urban country, far excellence. While even in Germany, 
fhe most urbanized of the Great Powers forty-eight per cent, 
of her people still lived in the country in 1900, in England 
only twenty-three per cent, did so.* Instead of exporting 
'food stuffs like the United States and Eussia, she imported 
them in inaeasing quantities before 1914 and paid for them 
with her manufactures. She did not attempt to feed herself 
'by increased yields as did Germany and France. Seventy^ 
eight per cent, of her wheat and forty per cenL. of_hefnieat 
were imported dunng the years 1901-1913.^ She was 
chief market for the raw material and food produang coulitnes,.- 
'illustrating very fotciBIy the inferdepende'nce of the new world 
economy brought about by the industrial and transport 
■ revolutions. 

While the continental countries were occupied with freeing 

•la tile UnUecl Kingdom 71.3 are iirbaa. Agnoultural Ireland pnils 
Hie figure down from 77 per cent, lu England 

■f" Looking at the papulous areas of Laccashue and Yo.ksliire (with 
a population of neatly ten tnilUous between them), one is probably 
justified in suggesting that to feed them with Aniencan grain, imported 
in bulk and nulled in large mills, is, in view of the relatii e expeLses of 
production and distribution, as scientific a method of providing them 
^vlth bread as any other In this connection it is intererting to quote 
the experience of the North Eastern Railway, which in one year 
carried afiy.asa tons of foreign gram from tiro ports, Hull and New- 
castle. while the 265,893 tons of English grain carried by them the 
same year had to be collected from 467 separate pomts ’* Report to 
the Board of Agriculture for Scotland on Agricultural Credit in France, 
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their serfs, England had no -serfs _to..iree. and,.. therefore,-no 
coffiEensatioh 'to-arrange. Having got rid of her small! 

.the. typical, feature'df her agriculture by the first’ 
quarter _of the nineteenth century she did not have., fo .face, 
the^J:ask. of_training- an i^orant people to farm properly.. 
Nor had she to teach her big farmers better methods, English 
agriculture was the model for the world up to the period' 
of the_ great depression. 

While other countries protected their farmers from the^ 
great drop in prices that ensued after 1873, England remained" 
freeffa 3 e“an'd'tEerefore all the grain" arid meat which were! 
prevented from entering other countries came to the United; 
Kingdom, and prices fell still further. She had deliberately, 
subordinated her agriculture to her industry in 1846 when 
the repeal of the Com Laws took place and for the sake of 
cheap food for her preponderant town population this country 
was prepared to rely~bn imported food stuffs and let English , 
agriculture take its chance of surviving. 

In yet another feature the agriculture of Great Britain’ 
differs from that of the continent. The. small farmer was; 
deliberately sacrificed to the large one, as being the more , 
effident type. Towards the end of the nineteenth century , 
a reaction took place with the object of re-establishing a 
peasantry in this countrj’. This could only be done bys 
Government action and a certain measure of compulsion. ■- 
Both were applied with the result- that, prior to 1914, England 
was cariydng out a great sodal experiment — the creation of, 
small holdings in large numbers. The reaction from laissez-- 
faire in this respect is very marked. 

The outstanding events of English agriculture during the? 
nineteenth century are the _disappearance of the peasant 
farmer as the typical cultivator of English land, the change 
from" a hbihe-grown to an imported food supply, the transition 
from arable to pasture farming after 1880, and the attempt 
to revive the small farmer by Government pressure, County . 
Coundl ownership and compulsory purchase of land. 

(n) The Victory of the Large Farm. 

The history of English agriculture during the nineteenth 
century divides itself into four periods. Betw een 1^93-1850 ■ 
we get the disappearance of the small farm arid the rise"' of; 
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/the large one and the establishment of free trade in food 
/stuffs. Fi’om_i85i.to_l87_3,we get the “good years” in 
i English agncultureT ;^m.i8742®94 the agricultural depres- 
, sion set in, due to the grain f romTVmenH'and meat imports 
' from both America and Austr^ria and the consequent 
* drop in prices. After 1894 we tritness an ag ricultura l recon- 
' struction lasting to the outbreak of the~European 'Wan 
"^During twenty-two years of the first period (1793-1850) 
Great Britain was at war with France (1793-1815) and the 
effect of the French wars was to hasteaja-movemerit which 
was also taking place both in Germany and France during 
the eighteenth century, namely, the creation of the Jarge 
farm In England it had begw as early" as tHe”siirteenth 
century but it proceeded at an accelerated pace in the 
eighteenth century. Great improvements were bein g car ried 
through in English agriculture in the last half'^ ^^centuiy. 
Breeds of cattle were developed which put on'far"’ more weight 
and did it in a quicker time than the old stocks. It was no 
longer necessary to kill off the cattle at Martinmas and salt the 
meat in for the winter as roots were grown and fodder crops 
developed which would keep the cattle alive in the lean months 
whereas previously they would have starved. Th e-yi el^s 
,of com were increased by growing dover, which storcd_^p 
the nitrates in their roots When ploughed'intoThe ground 
■ in the following year they added this valuable chemical to 
the soil and the next grain crop flourished accordingly. It 
was possible to grow clover or roots in the fallow year and 
thus keep all land under cultivation. Where land was 
enclosed the fanners made money. The new canals and roads 
opened up new markets ^and Engl^dTrad^a” conaderable 
com export up to 1776. The typical picture oF'John 'Full 
represents him as a prosperous farmer, not as a captain of 
industry. 

A large part of England lay in the open fields in strips and 
'here no improvement was posable unless the strips were 
re-sorted into compact farms, the cattle when herded together 
caught disease ; rotation of crops, clover and turnips were 
I out of the question when the beasts were turned over the 
fields after harvest and the scattered acre strips were un- 
economical units to cultivate. 

There were thu« two strongly contrasted systems — t hat of 
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the large man on a. compact farm producing .wheat and meati 
oLg95^ and common field farmer witlfi 

poor3el9^s.and.lean. beasts, eldng out a living on the marginl 
oV'subsistence, g,ep.endingjqn ins_own...weav^ or. his wife’s'] 
spmSm^^rovide pS of theipneeds. “His ability to holdii 
6n”^'as, as elsewhere in Europe, largely dependent on the' 
existence of commons or waste where he could cut fuel or. 
timber and turn out his animals during the hay or corn har\Tsti 
when the cultivated fields were in crop. 

The peasant farmers were either cop3’-holders, pajdng a 
nominal sum per 3'ear and the best beast or chattel on inheri-. 
tance, small free-holders or small lease-holders. The last 
could be ejected, the two former could not. The interesting 
tiling is that all three disappeared alike. 

During the war period British towns were growing an.d|! 
t he lir ban ‘population needed more food. Import of comi * 
from the two places where import was usually possible, viz., 
Dantzig and Odessa, became very uncertain. This was alb 
the worse as the years 1797-1801 were characterized by bad. 
harvests injthisjcountix. as were also 1810-1813. .The v ery - 
greatest”’difficulty_-was .experiencedjn p)ro,vi^ng the p. eople 
pith-food.- The large farmer grows grain and meat more 
ecp.nomicall3^.-than -the. small one ; he can afford better seed.^ 
bett.er_implements,„.and... better cattle. He can fatten his 
animals on patent foods and can afford to wait for his sales 
till prices rise. The small farmer cannot use his horses as’ 
economically as a large one unless he can fill in some days' 
carrying coal. He can, however, produce profitably fruit 
and vegetables, poultry and eggs, and can economize in' 
labour by employing his family, but to make a small farm 
pay really well intensive culture .of a high degree is needed 
and that was something unknown to the common field farmer 
of the late eighteenth century. Even if he had known it 
he could not have practised it if he held his land in strip^ 
with the right of common pasture for all animals after harvest;- 

)On the one hand then, there was the_,big farmer able to 
carry out improvernents and produce the food needed by| 
the natio.h; cn the other hand, there was the small man; 
s^aally valuable but economically inferior. Was England 
going to starve the urban population to let him live ? More- 
over, vdth the pressure on the food supply it was imposiiBIe' 
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tolerate the amount of waste Jamls or commons that 
ensted. “ A great porfioa of the unstinted common lands 
remain nearly as Nature left them ; appearing in the present 
state of civilisation and science as filthy blotches on the 
, face of the country, espedahy when seen under the threatening 
I douds of famine which have now repeatedly overspread it."* 
I^hey must be broken up and cultivated. They were, however, 
ji an integral part of the economy of the small man. He was, 
as a matter of fact, threatened on three sides. If be sold 
ihis surplus, his poor gram and miserable scraggy beasts 
'fetched a low price in competition with the good wheat and 
Ifat bullocks of the large farmer If he were to endose strips 
j he had to pay for the cost of the endosure surveys and hedge 
1 his land ; his commons were at the same time being taken 
jin for arable and be lost-not- merely, his p asture rights but 
“ he had to buy coal to replace the fuel gathe^ed^reeI^ from 
jthe wastes, and this happened at a time when he was losing 
Ihis weaving and bis wife her spinning, as both were being 
jtaken over by the factories, more espedally the spinning. 
I The years 1793 and 1815 were prosperous times for large 
(farmers. The price of wheat rose to unprecedented heightsf 
. and the new methods paid well and were nationally valuable 
It was said of Coke, of Norfolk, that he saved his country 
with a ploughshare where the sword would have failed. 
Every encouragement was therefore given to , e nclosing .by 
the Government Not was the common field Tarmer altogether 
unwilling to endose. He could not make it pay as he was 
going on, the only hc^e seemed to be better methods and 
those could only be tried on the compact farm. Enclosing 
had been continuing all through^Jhe eighteenth century. 

•Marshall (W.), Ihe appropriation and Irclosnre of Commonable 
and Intermixed Lands,” iSoi. 


f of 1912 Return to llonse of Commons 
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The persons interested in the area to be enclosed would get', 
a private Act of Parliament* empowering them to re-sort the| 
land of the parish or manor as the case might be, and thei 
parish would be re-dirdded and the objectors would have to' 
submit to the Act of Parliament. Unfort imately for the; 
small farmer the change came at a time when there was a! 
dinunution of ,rf?raily. earnings, jun certain, seasons, .very high 
.poor rat es and w^d flurtuations in prices. The 'Government 
engaged in fighting Napoleon, with its doth barred out of 
Europe bj' the continental system, with its ships being sunk 
in large numbers, f was in no position to initiate co-operative 
societies, proyide.credit or train teachers to instruct the small 
rnan in theoiewLinetlmds, even had they known these modem 
expedients, w'hidi thej' did not. It had primarilj'' to get on 
wdth the war and spent the fifteen j-ears after the war nervously 
watching France lest she should break out again. If was ' 
quite obvious that the big farmer produced more for other 
people ; he had a larger surplus and all the experts w'ere 
Unanimous as to the superiority of the large farm.| Uand- 
Ibfds',' too, preferred the big tenant. He needed fewer repairs, 
was able to pay high rents and pay them -regularly ; he was , 
not prostrated by the death of a cow as was the small tenant, ' 
with consequent remission of rent. There was no doubt '■ 
that, where possible, small tenandes would be throwm into . 
large farms. The small owner, however, equally disappeared. 
Times were against him and he could not hold on. The more, ' 
enterprising sold their lands and dther started cotton factories 1 
as did the Peels, or rented large farms, utilizing the money > 
received for the small farm to stock the large one. Others 
sank to the rank of agricultural labourers. The Frenclr;- 
peasant was saved by the French Revolution ; the German 
was partly saved by the paternalism of the Government, 
though East of the Elbe “ times ” were against him too, and 
he disappeared there in large numbers. But t hese countries 

*The notice that a petition for enclosure had been presented to 
Parliament had, in 1774, to be fi.ved on the church door for three 
Sundays so tliat objectors should not remain ignorant and could be 
heard against the proposed change. Prothero, “English Farming, 
Past and Present,” p, 250, 

tPorty per cent, of English shipping was destroyed between 1793 
and 1815. W. R. Scott. 

last of authorities quoted, Prothero, f>. 303. 
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.were _pre(loiuiii3utly agric ulturaL In England an intjustrial 
itown people needed food and concentrated on the most 
/ economical method of produdng it, viz., large farmers. No 
) constructive effort on behalf of the small man was put forward 
j because this country firmly believed at that time in laissez- 
jfaire. Her population as in France in 1789 and Russia in 
1905 was increasing beyond her capacity^t g large^ 

' imports were not -then' feasible. 'Hence'^the peasant "pmd 
; the price. 

' It is possible that the peasant owners might have survived 
had not the years between 1815 and 1830 mtnessed a^eat- 
agncultural depressjon,* pn^ JelL ajh.Jannin g_ Be came 
slieer speculation and under such circumstances the srn^X man 
was at a special disadvantage, as'hetaa rarely'survlvf l*^’baJ 
years. He cannot hold on for prices to rise, he cannot afford 
to wait. The result was that, whereas in 1913 farms of 
one to fifty acres numbered 292,720 as against X43,i66 larger 
than fifty acres, they did not occupy sixteen per cent, of the 
total acreage, s.e., there are actudly even now more small 
farms than large ones, but the large cues occupy_ eighty-four 
per cent of the area.t ” 

The lar ge farm being thus definitely established as the 
typical feature of English agriculture, it proceeded to new 
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fAg7JCu}tOJ-3} jpij. fd, 6j97' 
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triumplis. Improvenien ts._in -drainage - were. introduced_in- 
the_tHrtiesTj=iienu^l m^auures. sucli as nitrates and phos-_ 
pEatej^ were put into the "soil thereby raising the y ields to 
a record, nor were' prices of wheat especially high although 
wheat was shut out by a high tariff ; prices both of wheat 
and breads actually dropped considerabl}’’-in the period mis- 
called “ the hungry forties..’”®' 

It was possible to carry through these improvements\ 
because there was an abundance of agricultural labour. It ! 
seems to have been inefficient, but there were plenty of men. 
They were very loth to emigrate, so appalling were the 
conditions in the emigrant sailing ships of those days. Their . 
position was, however, hopeless. They had lost the chance’ 
pf'^ttmg'"a. little farm and^rising m the world. They. had 
not enough capital for a large farm. They had lost the free 
fuel and grazing for a cow or goat on the waste and_t^y 
subsi ste d on doles from the Poor.T.ay_ya^dng accprding_tb ' 
thd^ize of the family. Their wages between 1824 and 1851 ' 
averaged gs. 6d. to 9s. yd. a week-f 

In 3^46 the _ manufacturers obtained the repeal of the 
Com I^ws, the idea being that they could extend their sales, 
abroad if the continent could pay for manufactures in com. ^ 
As the English population was increasing it was obvious that ' 
the price of food would rise and higher wages be demanded. 
Eood_i_mpprts, it was hoped, wojdd keep pric^ and wages 1 
down. The~ manufacturers were joined by other interests 
and succeeded in repealing the laws against the import of . 


♦Return, op. oil. 
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fBowley, Wages in the Nineteenth Century. 
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I both meat and wheat. Not did. those who voted for the repeal 
f believe that a large import would take place. R2ulwa_ys_and 
I steamsMps were quite undevdoped^^ an d CoBHen show ed 
' tfiaf^the EnglShTarraer bad los. a quarter pr^(^on in ^eet 
distance, that being the cost of frdght and insurance'oTwheat 
{romT 5 antzig to these shores. Dead unsalted meat, Macculloch 
pointed out in 1842, could not be imported. The main 
object of the repeal in the minds of many of its supporters 
was to remove any suspicion that the industrial classes were 
' in any way being sacrificed to the agricultural interests. 

Import might, it was thought, steady prices in bad years. 

[ As a matter of fact, a com import dicfdevelop andwas mainly 
in the hands of Germans who brought it from Dantzig and 
I Greeka^^who did the same from Odessa Of American coi^eti- 
tion there was no sign for a quarter of a century a{ter_th^ 
' repeal. When it came American grain centred iniivxrpool 
and the wheat import fell into English hands^ It seems 
unlikely that the tree traders would have been anything 
like so drastic had they realized the possibilities of mechanical 
transport thirty years later 

(6) Thi }^ational Market created by the Raxlway and the 
“ Good Years." 

Between 1831 and 1873 the free traders were brilliantly 
justified. Never did English farming prosper better. Foreign 
competition was scarcely felt and wheat prices fell very little.* 
Id the sixties Russia was just reconstructing after the Crimean 
War and freeing her serfs and was in no position to com^te 
while her railways had not been built ; Gem^ y, the other 
great exporting country, was engaged in figMng_Denmark in 
1864 and Austria in 1866, and was preparing for the war with 
•Quiaquennial Average Price of Wheat, 1841-1875. Report of the 
Agricultural Sub Committee (Umiatr7 of Re-conitnictioo), 1918, 
Cd. 9079. 

< d. 

1^41-1845 - S'f 9 

1846-1850 • 51 10 

1S5J-1855 - 55 II 

1856-1860 - 53 4 

1861-1865 • 47 6 

1866-1870 - 54 7 

1870-1875 • 54 8 

Breai averaged m cost 8 r^>f 
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fran ce. Tlie^ivil War vfas absorbing the United States and 
h er ^ ass exp^ Had'nqUyet'devddped. Hence England had i| 
an effectiv e~lirbfectioh in distance a nd wars. There was a ' 
greateU^cqnsumption-'df _ nieaf byTartisans _ which reacted , 
favourably on English agriciilture, the prices of all animal pro- ' 
ducts being higher tlian the general rise in prices ; the railways ' 
wid ened the agricultural market-and cheapened .manures - 1 
macKnerj’^ came in and enabled the harvests to be saved ; 
quicker and in better condition. 

Agricultural machi nery ., however, economised labour,', 
especialiy women’s labour,'and they began fcTdisappear ^ 
agricultural workers. They w’ent into service in the towns. 
The 'deam thresher also did aw'ay \vith a good deal of winter 
work, such as threshing out the corn in the barns with the 
flail.* As far as corn growing was concerned agriculture- 
became a seasonal employment.. “ ~~ 

~Tlre~ ■agricultural-- labourers’ position woidd have been 
worse had not the railways opened up a large prospect to 
them as navvies, porters_and railway officials while the pick 
of them 'went into the new police! There w a's also an endless 
demand for iron-workers and. coal miners, if they cared to 
enter these trades. Etnigration was a very different thing 
in the new iron steamer after the fifties, and new prospects 
were opened up by the discovery of gold in California in 
1849, 2nd in Australia in 1848. The agricultural labourer 
began to leave the land, a process hastened in the next period. 

(c) The World Market and America', i Comfetition. 
Between 1874 and 1894! there fell on England the full/' 
♦This was very luihe.althy owing to the dust. 
tRcturn, op. cit. 

Wheat prices. Bread, 

s . d. d. 

1875 45 2 6.8 

1877 56 g 8.1 

1884 35 8 6.2 

1885 32 10 6.3 

1886 31 o .5.6* This is the first time bread 

1887 32 6 5.7 cost 5d. 

1888 31 10 6. 

iS8g 20 q (1. 

iSgo 31 II 6.2 

1803 26 4 5.8 

1894 22 10 5.5* The lowest year. 

1895 2J 1 5-1 

1S06 26 2 5.5 



372 Effect of Development of Mechanical 

force of the American _TOheat_ exports. Other countries 
dyked up- with tariffs, wlucff they ^n 5 ■eased as "occasion 
reqiiire'cl ; Quly England rem3ined_free trade. The chilled- 
J^ef followed the wheat and the frozMT^uftCfi from Austra- 
lasia coming in in the eghties, coin^eted'the rout. Xhejoss 
of capital and profits in English agriculture between 1875 
and 1905 was put by Sir IngHs PaTgrave at £1,600 million.* 
'/There was a destruction of confidence and enterprise, the 
(wheat area began to contract, land was allowed to revert 
Ito rough pasture,! improvements in agriculture such as 
idrainage, etc. were arrested. The English farmer became 
Mthe prey of international forces and never knew where the 
?drop would stop. Argentina seemed to be ready to take 

The fall la the case of heef between 1876-1895 wasbetweeti thirty and 
forty per eent. Report o! the Royal Comniusioa on the AgriciUtura] 
Depression, p ^< 3 , Cd 8540. 1897. 

AvaKAor PmcK op Beep, ppr Stose, 8-lbi. 

Interior Second First Index Vo 

Quality Quality Quality. I. 2. 3. 

id. id. t d. 

1676-1878 45 36 60 100 100 100 

1884-1866 3 9 4 9 3 3 83 66 87 

iSgj-1895 284047 60 7j 73 

SULEP. rea Stone, 8-Ibs. 

In/irior Second. First Index No. 

t. d id s d. 

1876-1878 3 5 6 5 6 II joo 100 100 

18S4-18S6 493660 63 86 87 

1893-1S93 39 51 39 69 79 83 

Depreciation of about twenty per cent la first and second quahties 
and thirty per cent in Uie infenor. 
ib , p. 49. 

There was a decrease of 9 8 per cent, only in pork, bacon and hams. 
p. 50. For causes, see p. 142. 

•Jouraal of the Royal Statistical Society, 1905. Estimate of Agri- 
cultural losses la the United Kingdom during the last thirty years, 
1872-1904 

tTotal area of land In England and Wales. 1916, Cd. 8240;-— 

37.137.564 acres. 

10,963,707 arable, 

16.087,393 grass. 

Acreage under wheat, 2,170.170 acres, 1916. 

. 4.ai3,65» ~ {1836-1857). 
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the place of the United States should the latter’s food exports j[ 
be consumed at home, and Canada became increasing^ j 
important as a corn grower. The grov.dh in the \ alue of the ‘ 
food imports can be seen from the following table : 

GROWTH OF IJIPORTG. 

From Agricultural Statistics, published 1912. Cd. 6385. 

VoL. XLVI. IV. 


Annual Average during seven j’ears. 


Wheat and Flour 

1856-1S62 

L 

... 17,876,000 

Pet head 
s. d. 

12 6 

1905-1911 

£ 

48,104,000 

Per head 
s. d. 
20 3 

Potatoes 

- 174,000 

0 ij 

1,570,000 

0 

8i 

Jleat 

- 3.584,000 

2 6 

48,042,000 

21 

7 

Butter and Jlargariue 

3,217,000 

2 3 

25.7S3.000 

11 

7 

Cheese 

1,249,000 

0 10 

6,902,000 

3 

I 

Eggs 

- 408,000 

0 3 

7,247.000 

3 

3 

Raw Fruit 

- 839,000 

0 7 

9,073,000 

4 

I 

Nuts 

- 367,000 

0 3 

1,444,000 

0 

73 

Vegetables, other than 
Potatoes - 

- 121,000 

0 r 

2,477,000 

1 

li 


£27.835.000 

19 £147,642,000 

66 

3i 


AGRICULTURAI, SIATISTICS, I9I3> 

Von. rv. Cd. 7551. 

Sources op Soppey. 

Wheat Supplies, 1913. 

Per cent. 

Australia supplied 8.7 o£ the total import. 

Canada „ 22.5 

India „ 15.3 

46.5 


Argentina 

ChUe 

Germany 

Russia 

U.S.A. 

Total Foreign 


12-3 

.6 

•9 

4.1 {In 1910, 2-1.3) 
34-8 

53-5 


Thus nearly half came from within the Empire. 



374 Effect of Development of Mechanical 


Australia supplied 
Canada , 

New Zealand ,, 
Argentina „ 
Denmark „ 

Netherlands „ 
D.S A. 

Uruguay 

Others 


Meat Supplies, 1913. 

Per cent. 

aplied 15. 1 ot the total import. 


14.8 (In 1907, 41 S%) 


I Argentina had taken the place of the United States as the 
/chief source of the imported meat supply. 

“ It would be difficult to paint in too black colours the 
depression of the last quartet of the nineteenth century 
affecting, as it did, first the com lands of the South and West 
and later the pasture districts of the other parts of the country. 
Bankruptcies among farmers increased to an alarming extent ; 
many lost their whole capital. ... In spite of the 
reduced incomes and the depreciated value of their estates 


remisrions of rent by landlords up to fifty per cent, were 
'rommon. ... In some cases land became'de'rdict. , . 


The effect of the depression was felt with peculiar severity 
by yeomen and small occupying farmers. Labourers, having 
less to lose, suffered perhaps to an even greater extent than 
thdi employers Wtnle the remuneration for .every other 
class of labour was steadily increasing, tlfe wages_.of^ fhe 
agricultural labourer actually d^ued."* 

The large imports of wheat often took the form of flour and 
,*the English flour mills were adversely affected Com mills were 
set up at the ports, such as Liverpool and Hull, to grind the 
imported wheat and to get cheap water carriage for the offals 
which were increasingly in demand in Ireland for pig feeding 


and in Denmark and Holland. There was in consequence a 
wholesale destruction of the local com mills which had been 


dotted all over the country at ten or twelve mile intervals. 


(rf) Agricultural Reconslritctton and Social Exfenment. 
Between 1895 and 1914 great changes took place in English 
‘ agriculture. The English farmer began to concentrate on 
growing those things where he still held a sort of national 
monopoly, where he would not, in fact, be a prey to harvests 
•Report of Agricultural Recoastmetion Committee, p. n. Cd 
9079, 1918 



Transport on British and Irish Agriculture 375 

ia Saskatchewan or Entre Rios, California or Ukraina, all! 
to him incalculable factors. The result was that, England; 
began,.:to assume the aspect, of a dairy farm and market^ 
garden.-, ~The"very drop in price of wheat and meat had 
caused people to have surplus money for other things, such 
as fruit and vegetables. These began to be eaten in increasing , 
quantities ; the consumption of milk per head doubled, and/ 
strawberries became the temporary joy of the boy in the 
street, while the growth of jam factories provided a ready 
market for the surplus -fruit crops. The restdt was an increase ' 
of cows and dairying, an extension of the area devoted to 
fruit growing and an extension of flower, vegetable and fruit 
culture! The improvement in the breeds 'of English live 
stock was also maintained as the cliilled meat was inferior 
in flavour to home bred meat ; the price of the latter was 
higher and it still paid to produce first quality meat. The 
quajitity-.of_wheat grown decHned and the imports rose, as 
will be seen by th^foTlowing table, whicli is in striking con- 
trast with the rise in the wheat and rye production in Germany 
during the same period.* 

In 1863-1864 the production of wheat in the United 
Kingdom was 44,805,120 ends. 

FiscAr, Blue Book, 1909. 
p. 1 76. Thousand Cwls., Wheat. 

Annual Average. Home Production. Foreign Imports. 


1S80-I8S4 

41,225 

73.418 

I8S5-1889 

39,598 

39.295 

IS90-IS94 

34,621 

90,815 

1895-1899 

31,604 

96,836 

1900-1904 

27,136 

108,036 

1905-1908 

30.993 

Germany. Thousand cwts. 

112,278 


Produetion. 

Imports.* 

1880-1884 

46,549 

11,910 

1885-1S89 

51,198 

9,317 

1890-1894 

56,417 

19.238 

1895-1S99 

62,458 

28,650 

1900-1904 


38,072 

1905-1908 

73,236 

Rye. Thousand cwts. 

44.039 

1880-1884 

109.997 


1905-1908 

195.444 



*" The main value of the tarili policj’ to German agricultvure was the 
sense of security which it created in the farmer. It was the conviction 
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'■ It is interesting to notice that tlie production of meat in 
England increased, although the imports increased but the 
' amount eaten per head dechned 

HEAT IMPORTS. 

AcRicoiroRAt STATisrrcs, IV Cd. 7551. 

YearenUng rnoi'3AND CwTS. PEkccviAcn. Las. 

Jung Heme Importt. Hone. Imporlt Per heai. 

1900-1901 39.330 20 936 58.3 ^1.7 *36.3 

19I2-J913 31.087 2J 104 596 40.4 IS7.6 

During this penod the decline in the number of agricultural 
' labourers continued and there was in some counties a labour 
? famine. The young men left the land and went to the tow ns 
or emigrated to America or Canada. 

The decline mav be seen from the following figures:* 

1881 • 983.919 

J891 • 866,543 “ r«7.37® 

1901 • 689.292 - J77,*3r 

' This decline gave point to an agitation to re-establish small 

holdings It was said that the labourer was leaving the land 
because there was no incentive for him to remain. He could 
not get a small farm, therefore he went to America. It was 
held to be socially desirable to keep men in the country. 
It was thought that the country physique rvas better and 
re-enforced the town population with fresh and vigorous 
stocks. There was a superstition that a third generation 
of Londoners never existed. It was an admitted fact that 
the country population got some of the best posts in the 
towns The country bom are to be found in preponderant 

that he tvas essenbal to the communitj and that the conuuunuy noulJ 
not permit bis land to go out of cultivatio-i rather than tlie prospect 
of receiving an extra two inarhs per 100 kilos for his wheat after the 
year igo6 that stirred the German agricnlturut of the new century to 
male an efiort ; and it may be added it was tlie knowledge that his 
gram was not wanted and that his fellow country-men did not depend 
upon his exertions that led the British farmer at the same period to 
cut down expense and reduce orat least fail to increase the productivity 
of his land ” Middleton, Cd 8305, p. 34. 

•Report on the Decline of the Agricultural Population, 1906, Cd. 
3273. p- 7. The figures vary somewhat in different anthonties It 
all depends what one calls “ an agncnltnral labourer " T1 ere is no 
doubt abort the marked diminntha in the labour ovail.ible. 
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numbers m the Civil Service, the sdiolastic profession, the’:/ 
police, railway service, gas workers, carters, shop assistants,',' 
It,iv^ notJ;he_cg.untry,jnigrant who was found to be tmem|i 
plojmd'.in the enquiry undertaken in 'igo6,* but the towns- / 
man. Hence the country population was held to be worthj^' 
of special encouragement. “ Times ” were now as much in, 
favour of the small farmer as they had previously been against, 
him. He does not produce wheat and meat as satisfactorily 
as the large man but he does grow fruit and vegetables, even ; 
be tter ; spad e cu lturcL is more profitable for these than tte 
plou gh. The labour difficulty of milking, which involves 
SunoSy work, was obviated in the case of the small farmer 
who could utihze his family, and the generation before 1914 
did not worry much about the cleanliness of its milk. 

While a great agitation was carried on to revive small' 
holdings it became obvious that it would have to be carried 
out by some public authority. Landlords, unless the cir- 
cumstances were very exceptional, would not be willing to 
establish them. Small tenants ate far more trouble than 
large ohespand moreover, land in England was not vacant 
no good landlord v/ould disturb a sitting tenant for the 
uncertain returns and very certain bother of small men. 
Ilo. uses , too, were a great difficulty. It was almost impossible 
to put” up a house for a small farmer at any price that he 
could afford to pay if he were to give an economic rent. 
The cost of labour and building materials were the obstacles. 

~In2_l9o8.„the_S_mall .Holdings Act came into operation.- 
It provided that County Councils should acquire land in 

*Menior»rdom by Mr. Wilson Fox on Country Bom in Large Towns 
in Report on Agriculhtral Settlements in British Colonies, Cd. 2978, 
igo6, p. u.g. His conclusions were ; 

1. " That the major part of London poverty and distress is home 

made and not imported from outside." 

2. " That the country-men who migrate to London are mainly 

the cream of the youths of the villages. 

4. " That they usually get the pick of the posts . . _. and in 

general all employments requiring special steadiness and 
imposing special reliability. 

6. " That the country immigrants do not, to any considwable 

extent, directly reemit the town unemployed who are, in the 
main, the sediment deposited at the bottom of the scale as 
the physique and power of application of a town population 
tend to deteriorate." 
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I every county and seU or let it to suitable small holders 
' If they could not acquire tho land they wanted by negotiation 
they were given the povrer to take it compulsorily and submit 
, the price to arbitration. Should the County Councils refuse 
to act, the Board of Agriculture could^ctin default. Govern* 
‘ ment grants were given to the County Councils for legal and 
other preliminary eicpenses and loans were advanced at low 
. rates to the County Councils for the general purposes of the 
Act. These local authorities were to let or sell the land 
at such a rate that there should be no loss. They need 
not make a profit. The Government appointed certain 
Small Holdings Commissioners to help the local authorities 
and see that the Act was p&tihto execution. 

As will be seen from the following figures, much has been 
accomplished but it has not been a revolution in tenures. 
ArwoAL Report SifAi.i.HoLDiK<3sCoi0nssiovERS, 1915. Cd. 7S51. 

I908*X9I4. 

Number of applicants. 46.660 and 96 Associations. 

Land applied tor, 782,2^ acres. 

Apphcants approved, 27,667. of whom 28,486 obtained holdings. 
Land acquired, 193,499 acres 

(4) purclias^, 138.403 for £4.349.068. 

{b) leased. 57.094. rents. £71.221. 

Let to 12,384 indmdunts 

306 acres sold to 30 persons 

8.436 acres let to 63 Co-operative Societies who sub-let to 
1,431 members 

3,580 persons provided vitb 47,500 acres by private land- 
ouners 

Board of Agriculture leased 182 acres at Bournemouth for £370 a year 
let to 16 tenants and one Society 

In 1914, 32 per cent, of applicants were agricultural labourers. Of 
2.100 applicants in 1914. only 387 asBed for bouses to be provided 
Number of new bouses erected. 774 
Compulsory orders, 491 for 35.58S acres. 

I/3ans sanctioned, £5.255,553, and Government advanced £207.179 
for preliminary expenses 

People already on the land had their holdings enlarged ; 
those who had a house often got a bit of land in addition, 
but there was very Httle dmie towards increasing the num^ 
of people actually living in the country. The cost of building 
is almost prohibitive even for a County CouncU, which has 
not to make a profit — only avtnd a loss. A Departmental^ 
Comrnittee, sitting in zgz3, reported that the 
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hou se t hat could be put up would be .one costing ^fiSg^^and 
that contained no “ parlour.” Fancy a farmer’s r^e without 
a par lour !* Useless as that appendage is, it is a sodal 
necessi^?r* The result was that only 774 new houses have 
been built by the local authorities for small holders between 
190S and 1914. (The young man who wanted to marry'j' 
and who was driven to the towns or the colonies to get house ; ; 
or land would not be much encouraged to stay in the country 1 
by the possibility of getting one of the no new houses provided I 
annuall}’’ on the average ^ over England. ' 

It was obvious, too, that giving a man a farm does not’, 
make him a good farmer. The economy of the small man.' 
should be totally different from that of the large man. To 
Xrrospor.he^mustTamiJughlj''. intend yely. A man rvith four 
hundred acres making £2 an acre profit may live comfortably, 
.^small man on thirty acres will not keep a wife and family 
amfpay rent on £60. He must, therefore, .farm better than 
the big man. The only object lesson, however, that he 
knows is the large farmer. How can he get instruction ? 
The State has to provide it. Efforts were being made in 
this direction prior to the outbreak of war in 1914.! 

Instruction is,_.however, not enough. The small man must I 
be able to seU his produce, hence it is necessary for him to j' 
combine for purposes of sale. He will also do better if he; 
co-operates for the purposes of purchasing his agricultural.' . 
manures and using machinery in common. He needs credit 
to tide him over the year. Farming is mainly outlay in the , 
Spring and returns in the Autumn. He has to live till the 
Autumn. 

Without co-operation in purchase and sale, instruction '■ 
and credit, it is unlikely that the small holder will be a success. 

•Cd. 6708, Plan II. 

t" As regards the small holders themselves their two great needs 
are education and co-operation. . . . As a rule the small holder 

is not in a position to avail himself of the courses of instruction given 
at Agricultural Colleges and it is necessary, therefore, that instructipn 
and advice should be brought to his very door. It should be the aim 
of the County Councils to supply this need, both through the agency 
of traveUing advisers and instructors and by the practical illustrations 
of the results that may be obtained by a small holder through the 
application to his business of the findings of agricultural research." 
.Annual Report of Small Holdings Commissioners, Cd. 6157, 1912. 

0. 22. 



380 Effect of Development of Mechanical 

’ j ilean^ hilc the big man does not need all this asastaace. The 
, small roan is sodally dcsttable but nationally cipcnsivel 
‘It is an interesting fact that there is scarcely any* demard 
iby English small holders to purchase land. Thdr tenure 
‘ is secure and they prefer to tent land so as to leave il it does 
not pay* or if profitable move on to somctliing bigger. They 
prefer to sinh their capital in stock and not in land. 

The movement to rc-cstabfish a peasantry was chccked-by 
the war of I914. With the submarine menace the question 
became one of inezeased com growing in this country. Celery 
and rhubarb are not much use when the country lacks reheat. 
/The future fate of the small holder will depend on the extent 
' to which Great Britain will revert to her former position as a 
wheat importer. If the small holder is to be furtlier developed 
he will have to be housed, taught and organircd into co- 
operative sodetiw with State asastancc. 

One effect of the Great Depression in England was to 
Interest the State actively in agriculture. Up to that' nme 
it had pursued a polic)* of lalsscz-faire. A Member of Tarlis* 
fficnt described the positioD. in 1S81, as follows: 

“ If one wanted to get any infonnatioa about the dl'eases 
of cattle he was refened to the Minister who looked after 
art and sdence, education and religion ; if one wished to 
hear somctliing about agricultural statistics or corn returns 
he was referred to the Minister whose main duty it was to 
look after railways and ships; while the President of the 
Local Government Board, to whom they looked for informa- 
tion with regard to public Inghways, roads and bridges, bad 
for his main duty to look after paupcrs."t 

In 18S9 the Board of Agriculture was created. Its function.^ 
jhave been mainly to give free advice and spread knowledge. 
It has undertaken a good deal of research into insect pests 
and has stamped out certain cattle diseases. It administert 
the Acts intended to protect the f.nraer with regard to the 
contents of fertilizers and food stuffs. In 1909, a “ develop- 
ment grant " was spedally allotted to agriculture*. The 

•*' During the past year 99 tenants la Eoglond aotl tVales hate 
giten Up their holdings at their own rwuMt and to lera-ls hate 
received notice to quit from the Cbundu," p. iz. Smalt lioldtog* 
Report, Cd. 6157. Igxt. 2. 

tifflujrt/, 3 Ser. Vf*' 
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Treasury were empowered to advance money for improvements % 
in forestry, for research in agriculture, for rural industries /, 
and for improved transport. Agriculture was thus directly j 
subsidized. 

England was, in 1914, organized into twelve agricultural | 
provinces, each with its expert advisers on agricultural ’ 
matters.* There has also been a j^onsiderable development, 
of State aided agricult ural education. The tendency to 
direcfion ffdfn" above was considerably developed by the war 
which witnessed compulsory com growing, the fixing of , 
minimum wages in agriculture and a guaranteed price for 
wheat production. 

n. — ^Tiee Effect of Mechanical Transport on Irish 
Agriculture and the REL.tTioNs betstoen 
Great Britain and Irel.-vnd. 

The most marked reaction from laissez-faire in the direction 
of State leadership and Government alteration of existing 
tenures is to be found in Ireland which had h&ccfjre-in the 
thirty years prior to the war the classic counYl^'of economic 
experiments by the State. 

(l.) From the reign of Elizabeth to j^at of Charles II. 
England was occupied in tr3ang to ar^lidse Ireland. Geo- 
graphically she commanded the sjd approaches from the 
Atlantic to both the English and/he St. George's Channels, 
and lay strategically right across ^England’s coming and going 
on the highways of the world. /Ireland was not, as James I. 
said, England’s “ back door,” | 4 it her front door. A Roman 
Catholic Ireland was, therdfwe, an ever present menace to 
England’s security, for if the Irish were not strong enough 
to interrupt English commerce the country, nevertheless, 
constituted an excellent bpe for Spanish and French attempts 
against England. 

The object of the sixteenth and seventeenth century rulers 
was to colonize the country and make it English in reli^on, 
land tenure and agricultural methods, language and adminis- 
tration. Although English and Scotch settlers were 

‘Leaflet issued by the Board, No. 279, " Technical Advice for 
Farmers,” 1915. 

fAs to the extent and organization of English Agricultural Educa- 
tion in 1913-1914, see Annual Report of Education Branch, Board of 
Agriculture, Cd. 7450, 1914. 
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‘ planted ” in Ireland with a inew to leavening the Irish and 
creating an English type of civilization, England's object 
was not wholly attained. By the end of the seventeenth 
century the communal land tenure was altered to freehold, 
the language had become English, the country was divided 
into counties, the English judicial system was set up in place 
of the jurisdiction of the dan chiefs, a money economy was 
introduced, but the great mass of the Irish, except in Ulster, 
still acknowledged the Roman obedience and were alien to 
English habits of thought. Nor, owing to the chronic 
insecurity caused by rebellions, repressions and consequent 
confiscation of land, did the methods of agriculture improve 
as they were improving in England during the seventeenth 
century 

(2.) Between lObo and 17S3 the English policy altered. If 
Irdand was not to be anglicised she must at least be made 
harmless Those years may be termed the period of the 
suppTi competition of Ireland with England. The 

result of penal laws which created a great gulf 

between the'^l'Nieligtons in economic status They were 
designed to ma^W'he Protestant interest economically the 
stronger. The po^f 'jion and disposal of land was regulated 
in such a way that Protestants became the chief land 
owners. Being in the froture of settlers in a hostile country, 
they did not develop thfc'^land along intensive lines, as did 
the corresponding EnglisK proprietors in the eighteenth 
century. The Irish landlord! did not even erect buildings. 
He let tha bare land, the Iru^ tenant made it into a farm 
with his “ improvements.” Vr.>e other side of the shield 
is to be foimd' in the fact thatYbere was no ousting of the 
small farmer by improving landlofds in the eighteenth century 
as. there was in England V 

Certain commercial restrictions 'were placed on Ireland 
as on the other English colonies after the Restoration. They 
were intended to prevent Irish industries competing with 
English in such a way that the English cloth trade should 
be injured or the cattle industry of England affected. On 
England rested the main burden of defence and nothing, 
so seventeenth and eighteenth century statesmen considered, 
must be allowed to impair her finandal capacity. Hence 
the Irish were not allowed (1699, 10 & ii W. III. c 10) to 
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that only three million people can now live on the land of 
Irelana with a reasonable standard of comfort. Although 
it comprises twenty million acres, a quarter of them are bog, 
barren mountain and waste.* How much the less, then, 
could nearly treble that number exist with their backward 
methods of fanrung in 1845 ? In a like case, the French and 
Russian peasants had agitated for more land and had made 
revolutions to obtain it. The Fenian agitation arose out of 
' conditions but Ireland is too small a 

0 alleviation and intensive 

'^^^"■Sonent thought, could not be carried 

through' b> -C*. 

Emigration wa?^^ ^ only remedy for an over-population 
of that kind. It is interesting to notice that the intense 
hostihty felt towards the English caused the Irish to go 
ffjitdy to England’s revolted colonies, the United States, 
hartT'^t appreaably to the colonies that had remaned within 
suppr< While the result was to create in the United 
result intensely hostile to Great Britain it has 

between «neity in the other colonies wMch has 

designed to ma'LVj -^iog to cement the new British Empire 
stronger. The poss^'d-fr^ 

in such a way that 'f^e'i^ to introduce large farms into 
owners. Being in the o! capital in the land and 

they did not develop t{it’i;4ant/^y was given her in the fact 
the corresponding ?cli ilisK proiand passed into the bank- 
century. The Iris’ two Jloni did Encumbered Estates Act 
He let the bare^V’s Act teand sales were fadlitated 

with his " imdeared for f{» «mct in land. In thirty 
is to be founhan £50 miHioAatVb^' of land changed hands, 
small farrn^ cannot develop in"lo»\^ it-try covered with small 
as there nout ousting small fam ^ ad the growth in the 

Certa'rms and the dedine in th^ 'werer may be seen from 
ainroiloumg figures : fterthe^ 



X lo 5 <jer« 

Per cent. 

3 10 IS aircs. 

Per cent 

1841 

310.436 

44 9 

*5*.799 

36.6 

1851 

88,083 

15 5 

*91.854 

33 6 

1871 

74.809 

13.7 

*71.383 

31-5 

1891 

63.464 

12 3 

156,661 

30-3 

1901 

6a.85S 

il * 

*14.4*8 

*9*9 


•Ireland in the New Century (1905), p. 30. 
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15 to 30 acres. 

Per cent. 

30 acres and 
upward. 

Per cent. 

IS4I 

79,342 

11-5 

48,625 

7 - 

1851 

141-311 

24.8 

149,090 

26.1 

IS7I 

138,647 

25-5 

159.303 

29.3 

1S9I 

133-947 

25.9 

162,940 

31-5 

1901 

134,091 

26.0 

164,483 

31-9 


Since 18^1, reauction in holdings ; 


1 to 5 acres 247,581 

5 to 15 acres 98,381 


r - t. 3 -} 5 , 9<52 

Increase ot hold. 

\y30 acres and upwards 
■^hld5 to 30 acres 
has 


115,858 

54-749 


170,607* 


That the diilion urance of the small farmer was not even 
more rapid v^vided ^to the fact that the remittances from 
America eaal tse. By/ of them to give exorbitant rents and 
it did not pay the'isinculators and middlemen who had 
a large proportion of Irish land to turn out people wTafal experts 
often pay as much as /lo an acre /tdi' agricultumtea it better that 
buildings. On the other handjmpu tenaplv^fd States and leave 
ve^ fact that he had to leave agraii^ the "Sufficient type of agricul- 
buildings he had made himse in ionstituteTS45 merel}” confirmed 
ship when eviction took place. In EnglSitry was wretchedly 
the small owners had been able to sell thelibad farmers and 
prices, while the disappearing tenants had acno obstacles in 
in factory work or canal and road making. lave hindrances 
w’as land or the United States. Prior to the abil of Ireland 
the duties on food stuffs grown at home between ithere were 
1846, Ireland had supplied Great Britain with yormgpu]atfQjj 
for fattening and dairy produce. The free trade me&j-^g 
threw open Ireland’s best market to the competition of all,^ 
the world. The situation as far as Ireland w'as concerned 
was not much affected till 1878, transport was not sufficiently ^ 
developed. 

The Irish peasant could not always make his farm pay 
even in the " golden age ’’ (1850-1873) ; his methods wpe 
primitive and his rent high. Hence evictions followed which 

*Eoim : Modem Ireland and her Agrarian Problem, p. 46. 
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that only three million people can now live on the land of 
Irelanu with a reasonable standard of comfort. Although 
It composes twenty miUion acres, a quarter of them are bog, 
barren mountain and waste.* How much the less, then, 
could nearly treble that number exist with their backward 
methods of farming in 1845 ? In a like case, the French and 
Russian peasants had agitated for more land and had made 
revolutions to obtain it. The Fenian agitation arose out of 
'*«ral conditions but Ireland is too small a 
0 y alleviation and intensive 

V thought, could not be carried 
throu^' b> •^^^:K/iers. 

Emigration wa^i 5? only remedy for an over-population 
of that kind. It is interesting to notice that the intense 
hostihty felt towards the English caused the Irish to go 
Ijjinly to England’s revolted colonic, the United States, 
hanjot appreciably to the colonies that had remained within 
supprc While the result was to create in the United 

result *.'^uL'tv intensely hostile to Great Britain it has 
between the'^Q 'veneity in the other colonies which has 
designed to to cement the new British Empire 

stronger. The posS=v^i-r<. 

in such a way that toe ^fd to introduce large farms into 
owners. Being in the r?ittf»t.'ng 0! capital in the land and 
they did not develop tjit*i^lan<>y was given her in the fact 
the corresponding Jch disK pro^and passed into the bank- 
century. The Iris’ two Jlorfv did Encumbered Estates Act 
He let the bare^V's Act teaud sales were facilitated 

with his " imileared for ii '►ac± in land. In thirty 
is to be foiuihan nulKoii>atVher. of laud changed hands, 
small famua cannot develop iu'Ioids iitry covered with small 
as there nout ousting small fam id the growth in the 
’Certarms and the decline in th^ werer may be seen from 
as.o,T>ilowing figures rterthe^ 

T lo 5 acres. Per cent. 5 to 15 attes. Per cent. 


1841 



*52,799 

^6.6 


88,083 


191.854 

33-6 


74.809 


171.383 

31 5 

1891 

63.464 

12 3 

156.661 

30 3 

1901 

62.835 

12 * 

154.418 

89*9 


•IreUnd In the New Century (1903), p. 30. 
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15 /o 30 acre!. 

Per cent. 

30 acres and 
upward. 

Per cent. 

IS4I 

79,342 

II -5 

48,625 

7. 

iSsr 

141,311 

24.8 

149,090 

26.1 

1871 

138,647 

25-5 

159,303 

29-3 

1S91 

133,947 

25-9 

162,940 

31-5 

1901 

134.091 

26.0 

164,483 

31-9 



(1901) 



Since 

iSsi, reduction 

in holdings ; 





I to 5 acres 

247,581 



5 

to 15 acres 

93,381 





345,962 


Increase of hold 






acres and upwards 115,858 



/mel 5 

to 30 acres 

54,749 



hast 


• 



i aii 


170,607* 



That the diilion urance of the small farmer was not even 
more rapid r,vaded ^to the fact that the remittances from 
America enal ise. Byf of them to gtve exorbitant rents and ./ 
it did not pay tliP'isbculators and middlemen who had 
a large proportion of Irish land to t<im out people .wtfffal experts 
often pay as much as ;rio an acre/ol^agriculturahS' it better that 
buildings. On the other handjmpu tenant'^fd States and leave 
ve^ fact that he had to leave agraiiz the ‘'bffident t3^e of agricul- 
buildings he had made himse in ionstituteT845 merely confirmed 
ship when eviction took place. In Englaitiy was "wretchedly 
the small owners had been able to sell ther^bad fanners and 
prices, while the disappearing tenants had amo obstacles in 
in factory work or canal and road making. IHve hindrances 
was land or the United States. Prior to the abil of Ireland 
the duties on food stuffs grown at home betv/een itherewere 
1846, Ireland had supplied Great Britain with young pujatjQQ 
for fattening and dairy produce. The free trade me'a,;.(jg 
threw open Ireland’s best market to the competition of aii,^ 
the world. The situation as far as Ireland was concerned 
was not much affected till 1878, transport was not sufficiently 
developed. 

The Irish peasant could not always make his farm pay 
even in the “golden age” (1850-1873) his methods were 
primitive and his rent high. Hence evictions followed which 

*Eonn : Modem Ireland and her Agrarian Problem, p. 46. 
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gave rise to the Fenian agitation and forced England to 
abandon laissez-faira in Irdand before it was even contem- 
plated in England 

{4.) In 1870 began the fourth period in Irish land history 
winch may be styled that of the constructive treatment of 
Ireland. In that year Gladstone fathered a Land Act wHch 
guaranteed fixity of tenure where it had previously existed 
under a custom known as the Ulster Tenant Right, thus 
abolishing the idea of free contract in these cases. Where 
evictions took place compensatioa had to be paid, the object 
being to make them so expensiva that the landlord would 
not resort to that procedure. 1 

In 1878. however, the depression set in » prices of dairy 
produce and cattle dropped and all Irish rths based on the 
good years seemed to be on too high a level! tin Great Britain 
the landlords reduced rents by as muchme »fty per cent., 
but in Ireland c\’ictioQ3 increased and tmd reid League was 
formed. Rents were not paid, the bo,'dmate us resorted to 
and land agents were shot. Great B; 

In i88z another Land Act was passed'krsUtisfy the demand 
for the three F's : Fixity of tenure. Free'sale and Fair rents. 
On demand of either landl^ *d or tenant'a newly created body, 
the Land CommissioQ, ufeed"* fi* the rent for the ensdng 
fifteen years. When tha w^*ng Bad expired they could be 
fixed again for another fift^Ianiid so on.* This was a drastic 
interference with the liberty of the landlord to make the 
best bargain he could and marks a striking departure from the 
idea of letting the Irish land system freely work itself out 
along English lines to large farms. In this way reductions 
of rent amoimting on the average to 20.7 per cent, were 
carried through for the “ first term ” rents and when they 
came up for the “ second term '* a further cut on the first 
term rents of 19.3 per cent was made, while the “ third terra " 
showed a reduction of 9.2 per cent, on the rents as fixed 
for the second term. 

1SS1-1916 Cd 8481 1917. 

OrigiitaJly liedused lo 
First term. 381,687 rents fixed £7.533.816 £5.968,174 

Second term, 143,394 „ „ £*.571.983 £3 07'*.5«3 

Third term. 5,007 „ £84,558 £76,799 

•In 18S6 a similar Act was passed for Scotch crofters, the term 
being seven years (49 and 50 Vict , c 29 ) 
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^-rand question was, however, by no means settled. 
>ang of fair rents did not conduce to peace and progress. 

i/^solved itself into a battle between landlord and tenant 
/ery fifteen years and was destructive of good relations 
,^etween them. Men farmed badly to get a reduction of 
-'rent at the next term and Ireland was overburdened with a 
mass of solicitors, valuers, land commissioners and surveyors 
to administer the Acts and conduct the disputes. As no 
uniform standard of what constituted a “ fair rent ” was 
adopted there were considerable dissimilarities of procedure 
which caused much resentment. 

A tentative attempt at buying the landlord out was made 
in 18S5 by the Ashbourne Act, when £5 million was provided 
by the Government of the United Engdom to enable the 
tenant to purchase his land. The tenant was to pay the 
advance off in annual instalments over forty-nine years. 
Another £5 million was advanced in 1888. 

Balfour provided £23 million more in 1891 for the purpose 
of land purchase. By the end of the centurjq however, the 
landlords were refusing to sell. They had been paid in stock 
reckoned at par, the actual value of which had fallen below 
par, and there was a loss they would not face. The tenants, 
anxious to buy, clamoured for compulsion to sell and it seemed 
as if there would be further agrarian difficulties. Landlords 
and tenants met in conference in 1903 and drew up a scheme 
acceptable to both which was embodied in the Wyndham 
Act of 1903. The result was the provision of a much larger 
scale of money for land purchase. The amount was estimated 
to reach ;^ioo millions. The landlord was to be induced to 
seU by being paid in cash and by receiving a bonus over and 
above the selling price. This was estimated to cost £12 
million. 

The £100 millions was found to be inadequate and further 
grants were authorized in 1909 of sums estimated to reach 
£83 million more. These svuns were in addition to the £33 
million already advanced under the Balfour and Ashbourne 
Acts. 

The amount of the instalments to be paid under the 1903 
Act was 3I per cent, on the purchase price for 68i years, af 
the end of which period the Irish tenant would own the land. 
In 1909 the interest on future advances was raised to 3^ per 
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cent. A special body, the Estates Commissioners, was 
created in 1903 to deal with the land sold in whole estates, 
while the Land Commisaon dealt with small portions of land. 

Under this system land was rapidly being transferred to 
the tenant when the European War brought the ad%’anees 
to an end. The Government of the United Kingdom was 
borrowing at five and six per cent., and could not advance 
money at three per cent.(the half per cent, in the 34 is sinking 
fund). The question immediately before the War was that 
of bringing compulsion to bear on landlords who would 
not sell 

Genisrai, Results or I,and Pukcrass Acts, i885-T9t3. 
"Advances made by Land Commissba: 

Under Acta, 1831-1896 - • ^23.38o,si9 

Under 1903 Act ... £4,073,786 

Advanced to Congested Distncts Board for 

purchase of estates • • £2,395,079* 

^Salea arranged for by Estates Cominissiocers • £90,932,824 

Already advanced • . . . £56.587,014 

To be advanced .... £32,353,711 

Cash provided by tenants ... £527,529 

The result waA that half the land of Ireland had changed 
hands, but it was a change of tenures, not methods. 

The great difficulty in Ireland remained, viz., the backward 
nature of Irish fanning. It is no use encouraging a man 
to own land if he does not know how to use it. Special 
measures were taken against his subdividmg his land and 
he might only mortgage it for a sura not exceeding ten years 
of his instalments and then only wth the consent of the 
Land Commission. But the Irish small farmer needed 
instruction and guidance. Small farmers also need co- 
operation to enable them to surmount the disadvantages of 
their smallness. Sir Horace Plunkett started an Irish 
Co-operative Movement in 1889 and the Irish Agricultural 
Organisation Society was so successful that a Government 
Department was created alongside of the Society to continue 
the work and carry out reseat^. The result was the creation 
in 1899, of the Department for Agriculture and Technical 
Education, of which Sir Horace Plunkett was made the 
chief. Its functions were to aid ^nculture in every possible 
way. Its peculianiy was th«t it wirked with representative 
advisory bodies and through local authorities and committees. 
"Report of Irish Land Coinmissioners, Cd. 6979, 1913. 
fReport of Estate Commissioners, Cd. 7145. 1913. 
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It was bureaucracy tempered by constant contact with 
democracy. 

i^other State experiment was tried for the very poor 
regions of the West of Ireland, known as the Congested 
Districts. In 1891, Mr. Balfour set up a special body— the 
Congested Districts Board— the task of which was to raise 
the general condition of the people in these “ rural slums.” 
They dealt with about 3 J million acres and half a million of 
people. The Board was given £55,000 a year and its task 
was to raise holdings to an economic size, to start bye- 
employments, such as carpet, lace and tweed making, to 
provide cheap seed, improve breeds of cattle, make roads, 
build harbours, start fishing and transplant population. 
Their functions as to the encouragement of better agricultural 
methods were handed over to the Department in 1904. In 
Congested areas the Board had the right of compulsorily 
acquiring land should they deem it necessary. In 1909 its 
annual income was raised to £166,000 to continue the work 
of raising the standard of life in these regions and their efforts 
seem to have been attended with marked success.* 

In igo6 the Government of the United Kingdom provided 
£4 million for labourers’ cottages in Ireland. 

After the separation of the Irish Free State from the 
United lUngdom the former Government undertook all 
administration connected wth Land Purchase within its 
area as from April ist, 1923. The British Government, 
however, will guarantee future issues of capital for the 
completion of land purchase and continue to pay the interest 
on the advances for past purchases, being recouped the 
amount thereof by the Free State. In Northern Ireland, 
which remains part of the United Kingdom, Land Purchase 
finance is still a British Government service, though certain 
administrative functions in connection therewith have been 
transferred to the Northern Government. The net result 
appears to be that Irish land has been rapidly passing into 
the hands of the Government of the United Kingdom which 
has transferred the land of Southern Ireland to the Free 
State. After the instalments have been paid, which will 
take over a century to complete, the land will be re- 
transferred to peasant owners who meanwhile must be taught 

♦A Congested Districts Board was started for Scotland in 1897 to 
deal with the specially poor regions there. (60 and 61 Viet., c. 53.) 
Its functions were transferred to the new Scotch Board of Agriculture 
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to farm better. It is an experiment in temporary land 
nationalization, land transfer and agnciiltural education 
on a huge scale. Although the instalments were paid with 
great regularity in a time of rising prices the Irish peasant 
will have to learn to get more out of the land he holds if he 
IS to stand the strain of the Jean years when they come. He 
cannot meet them any longer by insisting on rent reductions. 
Hts instalments arc purchase pnee, not rent due to a landlord. 

The framework for improved agriculture e.\ists in the 
co-operative societies which haw brought out local leaders 
and have aroused a sense of common interests. They are 
anxious to help the fanner to buy, sell or grade his pr^uce 
or organize credit. A Department was created to instruct 
the landed classes and help them to farm better, while a 
special body uas formed with the interesting constructive 
task of raising the condition of those who have managed to 
exist where a European goat would starve.* "Peasant 
rescue," so notable a feature of continental governments has 
also been operative in Ireland. 

It is iatciestiog to notice that the cflect of the over-popula- 
tion of Ireland was to lead to a great emlgratioD to the United 
States which was also re-cnforc^ by German peasants fre^ 
from serfdom. The result was that the United States obtained 
a population which helped on the rapid settlement of the 
pr^ne lands. Put the United States would not have 
developed as rapidly as she did had Gre.^t Britain not been 
a manmacturing country and free trade, and thereby provided 
the great market for the grain and meat exports of the Middle 
West and the cotton of the South, while the carriage of the 
American grain and cotton contributed in no small degree 
to the building up of the British Mercantile Marine prior to 
1914. No country can now live to itself . it is action and 
reaction all the time 

A great deal of discusrion took place in Germany before the 
War as to the relative advantages and disadvantages of the 
agrarian and industrial State. Some German writers con- 
sidered Great Britain to be in a parlous condition because 
she had sacrificed her agriculture to her industrial develop- 
ment, t As a matter of fact the British Empire is still one of 
the great agricultural entities of the world and Great Britain 
is the pivotal exchange point of a great wheat produ^ 
ing, meat producing,, wool producing commonwealth. This 
Islbind. U uj. taality eommecdal. aofl indjistdil centre of a 
vast agricultural community widely scattered over large 
portions of four continents. 

•Bonn, ep. cU., p 23. fWa?ne», Agrar und Induiinesliat 
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TF one were to summarize the economic effect of English 
technique on the world during the nineteenth century’ 
it would be true to say that Great Britain’s inventions altered 
the whole of the methods of industrial production and that 
no country remained iminfluenced thereby. But her influence 
did not stop at industry ; she revolutionized the agriculture, 
the distribution of the population, the industrial code, the 
sanitation, the labour movement and the commerce of the 
globe. 

The British reaction upon the world during the nineteenth 
century has been stupendous. By producing and exporting 
large quantities of coal the necessity for reserving certain 
areas in every locality as fuel areas was removed, commons 
were broken up and food areas increased. The application 
of macliiner}’' to agriculture enabled the crops to be saved in 
better condition because it shortened the dvration of the 
haiv^est and minimized the risks of weather and this again 
added to the food supply.* 

The opening up of iJie interiors of North and South America 
by the railway and the linking up of the world by the steam- 
ship, both of which were worked out to a successful issue in 
Great Britain, temporarily relieved the world from the fear 
of famine. By lessening the famines. Great Britain lessened 
the plague and pestilence which were their invariable conse- 
quences. New outlets at home and abroad were made 
possible for the European peoples just struggling out of 
serfdom and rapidly increasing in number. In the new 
industrial sj'stem copied from England they found new 
occupations in which they were trained to a large extent 
by British foremen ; Britain’s demand for food and raw 
materials made it worth while for the growing populations 
to emigrate and open up new continents. Agricultural 

*See Prothero, " English Farming, Past and Present," fp._ 369-370 
for English inventions of agricultural machinery. Machinery in 
agriculture was only a logical outcome of machinery in industry. 
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luacliinery assisted then development by enabUag these 
continents to be cultivated in spite of the shortage of labour 
in a uew country. This was true of both America and 
Australia The iuvention of the railway set free an immense 
amount of labour in Afnca wWdi had been used in porterage. 
Mechanical transport made it possible to specialize produc- 
tion to a high degree and enabled the coal and manufactures 
of England to be exchanged for the food products of the 
world. The savings of the British people, invested, as they 
were, all over the world, caused a far more rapid development 
of its resources than would otherwise have been possible. 
The factory system did not create the evils of overwork 
and child labour, it brought them into prominence and 
possibly somewhat intensified them ; nor did it create the 
insanitary state of the towns winch had existed since the 
Middle Ages It was the good fortune of this country to 
be the pioneer of much needed industrial and sanitary reforms 
which have been adopted all over tlie world. 

The British developments of trade unionism and co-opera 
tion helped to mould the labour movement all over the world. 
The British inventions of cables, railways and steamships 
made the whole world one great trading area and ushered in 
a revolution in commerce and international trade. While' 
Great Britain influenced all production with her macliinery, 
she revolutionized all distiibution by her developments in 
mechanical transport and this again ushered in the second 
stage of the industrial revolution wluch witnessed the spread 
of niaclunery to practically every important trade, the 
organization of international businesses, international com- 
bines, and international labour movements. With this there 
was an increased national rivalry to obtain control of the 
raw material and food producing areas since the resources of 
the world could be ea^y developed or exploited from any 
one centre. The result was the emergence of a new national 
econonuc impenahsm due to the desire to get a control or 
monopoly of commodities limited in amount which cut across 
the new intemationahsm created by the increased possibilities 
of exchange. There was a reaction from world economics 
to imperial economics, the aim being seif-suffidency within 
large areas and yet, on the other hand, there w’as the increasing 
interdependence of the world. 
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APPENDIX 

THE RAILWAY ACT OF 1921* 

A NEW era in railway history was begun with the 
reorganisation of the British railway system after the 
War. The Act of 1921 hastened the process of amalgama- 
tion. provided a new experiment in the control of railways 
by the State and set up a new method of settling wages and 
other disputes in which railway workers were involved. 

There were still in 1921 no less than 214 separate railway 
undertakings in Great Bntain.f Of these i2i were to be 
combined into four groups, so as to create larger units. 
These larger units were expected to show great economies in 
working, in the building of railway equipment and in the 
handling of traffic. The highest group of railways outside 
the four combines was formed by the urban and suburban 
railways of the London area, worked mainly by electricity 
and confined chiefly to passenger traffic. 

The idea was that each of the four groups was to be a unit 
which would give economic working. 

The railways were amalgamated into (r) a Southern, (2) a 
Western, (3) a Midland, North-Western and West Scottish 
and (4) an Eastern, North-Eastern and East Scottish group. 
The old histoncal names such as the London and North- 
Western dating from 1846. the Midland from 1844, the 
Great-Northern from J845, and the London and South- 
Western from 1839, all isappcarcd and only the Great 
Western retained the name it inherited from 1835. 

•Grouping under the Railways Act, 1921 ; Acworth Economic 
Journal, March, 1923. Commnmcations {Resources of the Empire 
Scries) W. T. Stephenson, UnttcdKtngdom.p. 173. 

tXhe present number js ei^ty-eight of which thirty-three are not 
working Companies. Further of the fifty-five, four form the Under- 
ground Group and ten are joint lines, the property of the Big Four. 
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According to the Act the companies were to settle their 
own terms of amalgamation and present them to an 
Amalgamation Tribunal. Should they fail to agree the 
Tribunal would itself undertake the task of combining the 
companies. As a matter of fact the amalgamation of over a 
thousand millions sterling of capital and of powers and lines 
which had gro%vn up as we have seen in the most haphazard 
fashion, was carried out b}' the companies themselves, under 
the stimulus of the Act and approved by the Tribunal.* 
Competition was not, however, abolished. In the amalgama- 
tion each of the big four absorbed other companies which had 
extensions into the territorj' of its rival, and as long as 
two companies run to Exeter and Plymouth, or two lines 
serve London and Jlanchester, so long will competition e.xist. 
The competition really centres round the towns and the 
industrial centres, so that while the bulk of the territory is 
non-competitive, the bulk of the traffic is still competitive, 
as Sir William Acworth pointed out. A limitation of this 
competition by agreement seems inevitable in the future. 

Instead of having to apply to Parliament whenever such an 
agreement is arrived at, as was necessary in the olden days, 
with the result that such an agreement was usually refused 
in order to maintain competition, a much simpler and cheaper 
procedure has been substituted in an appeal to the Ministry 
of Transport, which is empowered to sanction such a pro- 
ceeding by the issue of an Order. Thus the Ministry of 
Transport has control over all future agreements regulating 
competition. 

It is interesting to see how Parliament, after doing its best 
for over three quarters of a century to keep ali\'e and 
stimulate competition, has now completely abandoned that 
attitude and has itself forced on amalgamations and made 
the path easy for further cessation of competition. 


D2 


The chief exception was the Caledonian Railway. 
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The benefit of the savings which it is hoped will ensue 
under the new grouping is to go as to 20 percent, to the 
Company making the saving, and 8o per cent, to the 
customers in reduction of rates. 

The old statutory maximum rates, above which the 
companies could not go, but below which they might vary 
their rates, subject to control if they wished to move them 
upwards, are now a thing of the past. New schedules of 
rates have been drawn up after examination and ivill be 
fixed by a new body, the Railway Rates Tribunal. This is 
a business body, the function of which is to fix rates that shall 
actually be paid. It is to fix the charges at such an amount 
as shall yield to the companies the standard net revenue of 
1913, with sundry named additions, provided they work ivith 
efficiency and economy. The companies may only lower the 
standard rates by exceptional rates varying between 5 and 40 
per cent of the standard rate. The right of appeal by the 
trader, either for or against an exceptional rate, is maintained, 
and the Tnbutial has to review all the exceptional rates and 
standard charges at intervals. The whole system of returns, 
accounts and statistics has been overhauled and more 
information is now available as to the cost of working the 
railways and the sources of their revenues. 

The vast task of classifying the goods and of fixing the new 
standard rates was thrashed out between the Railway Rates 
Committee and the Traders Co-ordinating Committee. It 
then went to the Railway Rates Advisory Committee and 
on to the Railway Rates Tnbunal, which in 1926 is concerned 
with the final fixing of the rates. 

In addition to these changes a new body was set up to 
deal ivith labour questions— -the National Wages Board. On 
it are represented the Radway Companies, the railway 
workers and the railway customers, i.e., the public, under an 
independent Chairman. Below this body each company has 
a senes of Counals and there is a Central Wages Board on 
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which the Companies and the employees alone are represented. 
The final appeal lies, however, to the National Wages Board. 
Thus the wages and conditions of employment are no longer 
left to the companies to decide, but in the last resort the 
public, too, is brought in and its wishes considered, so that 
the exploitation of the public by an industry in which there 
can be no foreign competition is avoided. There is, however, 
no compulsion on the companies or the employees to obey 
the award, and strikes have taken place by bodies of workers 
who refused to accept the decision of the National Board. 
How important labour remuneration is in the costs of 
working may be seen from the fact that 120 millions sterling, 
or 52 per cent, of the total receipts of the railways in 1924 
was absorbed by salaries and wages, and 47 millions, or 
20.5 per cent, went to the remuneration of capital.* 

Tims the Act of 1921 is yet another attempt to provide 
an alternative to state railways.! 



*Ry. Returns, I92-4- . . , . 

fl am indebted for assistance on the technical points to my 
colleague, Mr. Steplienson, who is in charge of the Railway Depart- 
ment at the London School of Economics, 
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